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SAINT  JOHN,  N.  B., 

j.  & a,  McMillan,  printers,  78,  prince  william  street. 

1859. 


Railway  Commissioners’  Office,  V 

Saint  John,  N.  B.,  2d  Feb.,  1859.  J 


To  tli©  Mon, 

THE  PROVINCIAL  SECRETARY, 

Sia, — 

The  Commissioners  beg  to  submit  for  the  information  of 
His  Excellency  the  Lieutenant  Governor  in  Council,  a Report 
on  the  state  of  the  Railway  Works  under  their  charge. 

Quarterly  Accounts  of  all  expenditures,  liabilities,  and  re- 
eeipts,  have  already  been  furnished  to  the  Auditor  General 
as  the  law  directs. 

The  following  Balance  Sheet  and  Abstracts  of  Accounts, 
made  up  to  the  end  of  the  financial  year  (81st  Oct,  1858,) 
will  show  the  expenditure  and  receipts  from  the  commence- 
ment of  operations  under  the  Government,  including  the 
amount  paid  Messrs.  Peto,  Betts,  Brassey  & Jackson. 


Dr. 


CAPITAL  ACCOUNT, 


Engineering,  per 

Abstract  A. 

£35407 

15 

2 

Permanent  Way,  “• 

B. 

193886 

17 

6 

Buildings,  “ 

C. 

17874 

13 

5 

Rolling  Stock  * Machinery,  u 

U 

D. 

42885 

5 

11 

Miscellaneous  Stock,  “ 

iC 

E. 

1563 

9 

2 

General  Expenses,  “ 

cc 

F. 

5851 

8 

3 

297,469  9 5 

Expenditure  on  Sec’s.  Nos.  2 & 4 

St.John,  and  No.  3,  Moncton,  “ 
Do.  on  Sundry  unfinished  Sect’s. “ 

u 

G. 

58159 

5 

0 

a 

H. 

143267 

1 

2 

Do.  “ other  Contracts,  “ 

I. 

5696 

1 

9 

207122  7 U 

Balances  of  unsettled  Accounts 

102 

15 

9 

Cash, 

- 

154 

2 

9 

Traffic  Department,  (not  received  at  this  date,)  447  16  0 

General  Stores  on  hand,  - - 20395  5 5 21099  19  11 

£525691  17  3 


REVENUE  ACCOUNT  TO 


Locomotive  Power,  per 

Merchandise  and  Passenger  Cars,  “ 
Maintenance  of  Way  and  Buildings,  “ 
General  Charges,  “ 


Abstract  K. 
« L. 
“ M. 
“ N. 


£4294  17  10 
1330  10  9 

327  13  9 

1306  12  1 7259  14  5 


Balance, 


747  19  4 


£8007  13  0 


EUROPEAN  AND  NORTH  AMERICAN 
General  Balance  Sheet  to 

Balance  from  Capital  Account,  ...  £747  19  4 

Saint  Johny  N.  B.,  1 

30tk  October , 1858.  J 


T 


31«t  October,  1858.  Cr. 


Treasury  Department,  - - £517618  0 8 

Baring  Brothers,  due  them  in  Acct.,  £7109  1 0 

Bank  of  New-Brunswiek  (Overdrawn  Account,  216  16  9 7325  17  0 

Balance,  747  10  4 


£525691  17  9 


31st  October,  1858. 


Traffic  Receipts,  St.  John  to  date,  £2917  Oil 

D.  P.  Myers,  Sec.  No.  2,  St.  John,  (use  of  Trains,  &c.,)  368  15  0 
Do.  “ “ “ (wages  of  Drivers,  &c.,)  373  0 0 

Walker  & Co.,  “ 5 “ “ « 337  10  0 

J.  Brookfield,  « 4 « “ « 296  0 0 1375  5 0 


Traffic  Receipts,  Shediac  and  Moncton, 

Walker  & Co.,  Shediac  Wharf,  (use  of  Engines,  &c.,) 
Do.  Section,  No.  1,  Shediac,  “ 

Wm.  Stevens,  “ “ 2,  “ " 

Walker  & Co.,  “ « 1 & 2,  « « 

Permanent  Way,  “ 


2476  10  7 

122  10  0 
361  10  8 

198  11  0 

124  0 0 

431  16  7 1238  8 3 


£8007  13  9 


RAILWAY. 

31st  October , 1858.  - 

£747  19  4 


Balance  from  Revenue  Account, 


Abstract  A.— Engineering-. 

Salaries  and  Office  Expenses,  (of  this  paid  by  Jackson,  £7000  0 

Surveying,  &c., Do.  5000  0 

Travelling  Expenses  and  Incidentals,. . “ 3208  3 

Instruments  and  Drawing  Material,.  . . “ 25  0 

Inspectors, “ 

Miscellaneous, “ 


0)  £14,900  16  4 
11,835  10  © 
6,179  19  7 
506  15  » 
1,613  17  6 
370  16  • 
£35,407  15  ft 


0 

10 

0 


Abstract  B.— Permanent  Way. 


Labour  by  Contract  or  otherwise, £101,178  19  t 

Rails,  Chairs,  Ties,  Signals,  &c.  &c., 57,023  10  I 

Land  Damage, 19,331  17  9 

Miscellaneous, 16,352  10  7 

£193,886  17  ft 


Abstract  C.— Buildings. 


Shediac  Station  House,  £875 

0 

0 

Freight  Shed, 

404 

1 

8 

Engine,  Car  and  Wood  Shed, 
Machine,  Blacksmiths  and  Carpen- 

563 

7 

8 

ter  Shop  and  Store  House, 

959 

13 

10 

Tank  House  and  Privies 

85 

10 

10 

Telegraph  Office 

53 

2 

7 

2940 

Ticket  Office  &c.,  St.  John, 

185 

Advanced  on  Acct.  of  New  Build- 

ings, Pile  driving,  Plans,  &c., 

Saint  John, 

723 

16  7 
0 0 

12  9 3849  9 4 


Moncton  Station  House,  1554  4 11 

Freight  Shed,  &c.,  318  18  3 

Car  Shed,  220  3 3 

Wood  Shed  and  Tank  House,  234  6 0 

Freight  Shed  on  Wharf,  274  6 0 2601  18  5 

Kennebecasis  Station  House,  656  18  3 

Wood  Shed,  Tank  House,  including 

Water  Pipes,  &c.  &c.,  747  19  6 1404  17  9 4006  16 

Way  Station  Platforms,  &c.,  on  line,  324  13 

Shediac  Wharf,  8086  2 8 

Moncton,  559  16  6 

Appleby’s,  373  15  3 9019 

Engineer’s  Office,  Wetmore’s  Lake,  37  10  0 

Engine  House,  Lawlor’s  Lake,  65  0 0 

Stables,  &c.,  “ 90  0 0 

Range  of  Houses,  “ 185  0 0 

Blacksmith  and  Carpenter’s  Shop,  52  0 0 

Range  of  Houses  at  Scadouc,  100  0 0 

Shanty  and  Stable  near  Steven’s,  35  0 0 

Engine  House  and  Wood  Shed,  Do.  109  10  0 


14  5 


674  0 © 


£17874  13  6 


9 


Abstract  E.— Roiling-  Stock  and  Machinery. 


Engines  and  Tenders, .£18226  1 2 

Spare  Gear, 1412  3 8 

Tools  and  Implements, ....  1653  7 9 

Snow  Ploughs, 505  0 0 

Stationary  Engines, 570  13  0 

Passenger  Cars,  including  outfit, 5547  3 10 

Freight  Cars, 3213  13  11 

Platform  Cars, 4722  15  10 

Ballast  Cars, 6772  0 0 

Miscellaneous,  including  Track  Tools, 262  6 9 

£42885  5 11 


Abstract  E. cells  neons  Stock. 


Furniture  in  General  Offices,  . £966  6 6 

Furniture  in  Stations,  351  16  3 

Horses  and  Carriages  for  Engineers  and  Police, 245  6 6 


£1563  9 2 


Abstract  F.— CS-enerai  Expanses. 

Salaries  and  Office  Expenses,  Books  and  Stationary,  Rents,  &c.,  £2915  11  4 


Insurance, 164  19  0 

Interest  and  Commission, 292  8 2 

Postages,  Printing  and  Telegraph  Expenses, . 632  11  1 

Police  Expenses,.  1019  1 2 

Miscellaneous,  including  Travelling  Expenses,  . 826  17  6 


£5851  8 3 


Abstract  €3-.— Section  Contracts. 


Advanced  to  Contractor,  D.  P.  Myers,  Sec.  No.  2, 
St.  John, 

Iron  Bridge  and  other  Materials, 

Advanced  to  Contractor,  John  Brookfield,  No.  4, 
St.  John, 

Sundry  Materials, 

Ballasting  Sec.  No.  3,  Moncton,  Walker  & Co., 


£38598  11  10 

2479  2 9 41077  14  7 


15272  3 8 

353  9 7 15625  13  3 

1455  17  2 

£58159  5 0 
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Abstract  H —Section  Contracts. 


Walker  & Co.,  Sec.  No.  5,  St.  John,  £30285 

5 

1 

Do. 

“ 6,  “ Advance  to  date, 

12079 

3 

4 

Do. 

“ 5 and  6,  “ rails,  chairs,  &c., 

16489 

9 

7 

58853 

: 18 

0 

Johnston  & Blackie, 

“ 7,  Hampton, 

14333 

18 

4 

Do. 

“ “ “ rails,  chairs,  «tc., 

6065 

0 

6 

20398 

18 

10 

D.  P.  Myers, 

“ 8,  “ 

10340 

17 

11 

Rails,  Chairs,  &c.. 

1423 

13 

5 

11764 

11 

4 

Thos.  King, 

“ 9, 

4205 

3 

9 

Rails,  Chairs,  &c., 

2423 

19 

11 

6629 

3 

8 

McDonald  & McBean, 

“ 4,  Salisbury, 

13330 

6 

9 

Rails,  Chairs,  &c.. 

7006 

7 

7 

20336 

14 

4 

Walker  & Co., 

“ 5 « 

6270 

10 

3 

Rails,  Chairs,  &c.. 

3630 

7 

0 

9900 

17 

3 

Wm.  Stevens, 

“ 14  Sussex — Stores, 

3 

0 

0 

Small  & Crosby,  Hammond  RiverViaduct,  Advances, 

9112 

1 

9 

Iron  Bridge,  and  other 

Materials, 

6267 

16 

0 

15379 

17 

9 

£143267  1 2 


Abstract  Sundry  Contracts- 

John  Brookfield,  Station  Grounds  and  Buildings,  &c., 

St.  John,  2186  13  9 

Fleming  & Humbert,  Locomotives,  497  9 8 

Moretors  & Earle,  Fencing  Sec.  No  5 and  6,  1186  9 4 

Frederick  Janies,  Passenger  Cars,  &c.,  1498  1 11  5368  14  8 

George  Craig,  Frogs  and  Switches,  65  0 0 

Rails,  Chairs  and  Iron,  262  7 1 327  7 1 


£5696  1 9 


Abstract  S£.— Iisccmotive  Pnwer. 

Salaries  and  Wages  connected  with  running  the  Locomotives, 

Firewood,  - 

Oil,  Tallow  and  Waste,  - 

Materials  for  repairing  Engines  and  Tenders, 

Wages  for  repairing  Engines  and  Tenders, 

Work  not  done  by  the  Railway,  ... 
Repairs  to  Work  Shops,  Tanks  and  Tools, 

Water,  - - - 

Small  Stores, 

Watchmen,  - 

Miscellaneous.  - 


1978  2 7 

1068  12  4 
324  1 0 

41  19  9 

48  16  1 

- 222  2 1 
1 12  1 

- 84  10  1 

20  13  3 

- 437  7 3 

67  1 4 

£4294  17  10 
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Abstract  Zt.— Merchandise  and  Passenger  Cars. 


Wages  to  Conductors,  Brakemen  and  Porters, 

- £803 

8 

5 

Oil,  Tallow  and  Waste,  - 

125 

11 

9 

Materials  for  Repairing  Cars,  - 

15 

10 

1 

Wages  for  Repairing  Cars,  - 

32 

15 

1 

Work  not  done  by  the  Railway, 

97 

1 

9 

Small  Stores, 

6 

19 

3 

Wages  to  Switchmen,  - 

186 

8 

2 

Miscellaneous,  - 

62 

16 

3 

£1330 

10 

9 

Abstract  M.— Maintenance  cf  Way  anJ  Buildings. 

Inspectors,  Plate-layers  and  Labourers  Wages  and  Tools,  - £314 


Repairs  to  Stations,  Buildings  and  Approaches, 
Small  Stores, 


13 

0 


4 5 
8 1 
1 3 


£327  13  9 


Abstract  SS1.— General  Charges, 

Salaries  to  Officers  and  Clerks,  - 

Advertising,  Printing  and  Stationery, 

Insurance,  - 

Damages  to  Men,  Animals  and  Goods,  &c,,  - 
Miscellaneous,  - 


European  and  SSorth  American  Railway. 

STATEMENT  SHEWING  THE  AMOUNT  OF  EXPEN DITUKK  TO  THE  DIFFERENT  PERIODS  HERE- 
INAFTER NAMED. 

1856 

July  6.  Purchase  of  road  and  materials  from  Messrs,  Peto, 

Betts,  Brassey  6c  Jackson  £90,000  0 0 Stg.  or  £108000  0 0 

1857 

April  1.  Expenditure  under  superintendence  of  A.  L.  Light, 

Chief  Engineer,  58452  11  11 

Aug.  15.  Expenditure  under  first  Board  of  Commissioners, 

W.  H.  Scovil,  Chairman,  41344  11  7 

1858 

Oct.  31.  Expenditure  under  present  Board  of  Commissioners, 

R.  Jardine,  Chairman,  317292  15  0 

£525089  18  fl 


£746  16  10 
194  19  0 

218  13  6 

46  4 9 
99  18  0 

£130612  f 


Total, 


12 


Statement  shewing  the  actual  cost  of  the  Railway , from  Gilbert’ 9 
Lane , *S7.  John,  to  Kennebeccasis  Station. 


Labour  of  Grading,  Masonry,  Rock  and  Earth  Excavation,  &c., 
paid  Myers,  Brookfield  and  Walker  & Co., 
Proportion  of  work  done  by  Jackson  & Co., 

Rails,  Chairs,  Spikes,  Girders,  Frogs  and  Switches,  Sleepers,  &c., 
Fencing,  - 

Levelling,  Ridging,  Siding,  Sloping,  Ditching,  &c.  &c., 

Materials,  Iron,  Timber,  Pile  Shoes,  &c.  &c., 

Proportion  of  Engineering  Expenses, 


£63565  14 
2187  10 
17971  0 

2029  9 

2842  13 
6076  16 
6396  4 


9 3-5  miles  (a>  £10528  Os.  5 d.  per  mile.  Total,  £101069  8 3 


Statement  shewing  the  actual  cost  of  the  Railway  from  Moncton  to 

Shediac. 


Labour  of  Grading,  Masonry,  Rock  and  Earth  Excavation,  &c., 


paid  Walker  & Co.,  Wm.  Stevens  and  John  Brookfield, 
Proportion  of  work  done  by  Jackson  & Co., 

Rails,  Chairs,  Spikes,  Frogs  and  Switches,  Sleepers,  &c., 

Iron  Girders,  Rails.  &c.  &c.,  for  Scadouc  Bridge, 

Sidings,  Slopings,  Soiling,  Ditching,  &c.  &c.,  - 

Fencing,  ------ 

Materials,  Iron,  Timber,  Pile  Shoes,  &c.  &c.,  - 
Proportion  of  Engineering  Expenses,  - 

20  4-5  miles  @>  £6543  0s.  6d.  per  mile.  Total. 


£58948 

17812 

35317 

3502 

- 2562 
2768 

- 7730 
7453 


3 

0 

11 

10 

11 

3 

4 


15  10 


£136094  19  4 


Statement  shewing  the  actual  Cost  of  Construction , Grading , Road- 
way, £c.,  of  Station ' Grounds  from  Mill  Street  to  Gilbert’s 
Lane , St.  John , to  80 th  April , 1857. 

Labour  of  Grading,  Masonry,  Pile  Driving,  &e.,  paid  Walker, 

Brookfield  & Myers,  - - £4191  18  8 

Materials,  Timber,  Iron,  Rails,  Spikes,  Pile  Shoes,  &c.  &c.,  3733  19  7 


£7925  18  3 


In  the  Appendix  will  be  found, 

Report  by  the  Chief  Engineer  on  the  state  of  the  works, 
with  estimate  of  probable  cost. 

Reports  by  ¥m.  Parker,  Esq.,  C.  E., 

On  the  Railway  Works. 

On  the  Rolling  Stock,  and 
On  the  Staff  of  Officers. 

Report  by  the  Superintendent  with  summary  of  Plant 
Stores  and  Materials  purchased  from  Jackson  & Co.,  and 
since  acquired  by  the  Province. 

Report  by  the  Superintendent,  with  traffic  returns, 

Statement  of  proposed  Stations  on  the  line. 

Statement  of  amounts,  claimed  awarded  and  paid,  for  land 
damages. 


It  will  be  seen  by  the  Chief  Engineer’s  report  that  the 
probable  cost  of  the  Railway  between  Saint  John  and  Shediae 
completed,  including  station  buildings,  wharves,  rolling  stock, 
land  damages,  and  the  £90,000  sterling,  paid  to  Messrs  Jack- 
son  & Co.,  will  be  <£927,976  9 2 currency  or  £773,313  14  10 
sterling,  equal  to  £8,500  currency  or  £7,083  sterling  per  mile. 

The  Commissioners  have  every  reason  to  believe  that  the 
final  cost  will  not  exceed  this  sum. 

It  will  be  observed  from  this  Report  that  the  railway  will 
be  of  a very  substantial  character,  capable  of  being  run  at 
high  speed,  and  kept  in  repair  at  a minimum  rate  of  cost. 
All  the  bridges  over  40  feet  span  will  be  of  iron,  the  rails  of 
the  best  Staffordshire  iron,  and  the  width  of  embankments, 
slopes,  ballasting,  and  drainage,  such  as  to  ensure  perman- 
ence. 

The  following  comparative  estimate  will  show  that  this 
Railway,  especially  when  the  permanent  character  of  its 
structure  is  considered,  will,  as  regards  cost  and  quality, 
compare  favorably  with  any  other  on  the  continent 


14 


Statement  shewing  the  average  cost  per  mile  of  the  E.  & N.  A.  Railway  compared 
with  that  of  Nova  Scotia  and  the  Railways  of  the  State  of  New  York. 

AVERAGE  COST  PER  MILE. 


Particulars. 


Grading,  Masonry  and  Bridges, 
Superstructure,  including  Iron. 
Station,  Buildings  and  Fixtures. 
Locomotive  Engines,  and  Cars. 
Land,  Land  Damg’s.  and  Fences. 
Engineering  and  Salaries. 

Other  items  not  included  in  above 


,Nova  Scotia  Rail- 
way, 92  8-10  mile  8, 
Including  5 9-10 
miles  of  Double 
Track  and  Sidings. 


£5086 

8 

3 

2898! 

1 

8 

435 

! 2 

2 

1113 

1 

1 

167 

,17 

8 

356 

11 

11 

986 

13 

! 7 

£11,043  16  4 


New  York  Rail- 
ways 2617  miles  in- 
cluding 570  miles 
Double  Track  and 
Sidings. 


E.  & N.  A.  Rail- 
way 109  18-100 

miles,  including  6 
1-2  miles  of  Doublo 
Track  and  Sidings 


£3614 

15  4 

3299 

50 

557 

7 6 

1521 

6 6 

1106 

15!0 

409 

100 

2189 

j 50 

£12,698 

4 4 

£4091 

14  0 

2281 

9 

0 

224 

10 

0 

786 

16 

0 

493 

10 

0 

253 

12 

0 

367 

19 

0 

;|  £8,499 

10  2 

It  is  stated  in  the  Report  for  1858  of  the  Grand  Trunk 
Railway  Company  of  Canada  that  the  cost  of  that  railway 
will  he  <£10,000  sterling  per  mile. 

The  Great  Western  Railway,  the  next  road  in  point  of  im- 
portance in  Canada  extending  from  the  Niagara  river  to 
Windsor  opposite  Detroit,  a distance  of  228  miles  through  a 
much  more  level  and  easy  country,  with  an  alignment,  gra- 
dients, road  bed,  superstructure  and  general  finish  certainly 
not  superior  to  the  proposed  European  and  North  American 
Railway,  with  wooden  bridges  which  are  being  renewed  with 
iron  superstructures,  has  cost  by  the  last  reports  upwards  of 
£15,000  currency  per  mile. 


The  traffic  returns  show  a profit  over  working  expenses  of 
£747  19  1. 

When  it  is  considered  that  to  ensure  safety  and  accommo- 
dation to  the  public,  nearly  as  large  a staff  has  to  be  employed 
for  the  short  lengths  now  run  as  would  suffice  for  a much 
greater  distance,  there  is  good  reason  to  suppose  that  with 
the  extension  of  the  railway  a more  than  corresponding  in- 
crease in  the  profits  may  be  expected,  and  the  Commissioners 
feel  satisfied  that  when  Hampton  and  Sussex  are  reached,  a 
considerable  per  centage  on  the  cost  of  the  road  over  work- 
ing expenses  will  be  realised. 

The  Books  are  now  kept  on  the  system  in  use  by  the  Grand 
Trunk  Railway  of  Canada.  All  accounts  from  the  com- 
mencement of  the  railway  operations  have  been  brought  up 
in  the  new  set  of  books. 
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The  Stations  on  the  Line  have  been  -fixed  at  places  which, 
from  all  the  information  in  the  possession  of  the  Commis- 
sioners, will  best  serve  the  public  and  the  requirements  of 
the  road. 

There  will  he  Ten  Wood  and  Water  Stations*  and  Eighteen 
Intermediate  or  Flag  Stations. 

Three  Bridges  will  he  required  over  the  Kennebecasis 
River  in  connection  with  the  Railway,  at  or  near  Millstream, 
the  Finger  Board,  and  the  site  of  the  former  Toll  Bridge. 

It  will  he  observed  that  the  cost  of  land  and  grading  for 
the  Terminal  Station  at  Saint  John,  amounts  to  a large  sum. 
Under  the  Company  the  Station  grounds  were  selected  to  the 
Eastward  of  the  Marsh  Bridge,  as  will  he  seen  from  the  fol- 
lowing extract  from  the  Minutes  of  the  Directors : — 

“ At  a special  meeting  of  the  Directors  of  the  European 
and  North  American  Railway  Company,  held  15th  Sept., 
1853,  at  noon — present 


Moved  by  Mr.  Gray — seconded  by  Mr.  Wilmot — 

Resolved , That  the  Terminus  at  Saint  John  be  on  the 
Lands  of  Henry  Gilbert,  Esq.,  in  the  vicinity  of  the  Marsh 
Bridge,  and  on  the  lands  in  Courtney  Bay ; and  that  Mr. 
Giles  be  requested  to  prepare  a plan  showing  the  quantity 
and  position  of  land  required  in  both  places  ; and  that  an  ap- 
plication be  made  to  the  Government  for  a grant  of  so  much 
of  the  said  lands  at  Courtney  Bay  as  may  be  necessary  for 
such  purpose,  and  negotiations  forthwith  entered  into  to  pur- 
chase the  same  from  Mr.  Gilbert,  or  otherwise  obtain  posses- 
sion thereof  agreeably  to  law.” 

The  Land  selected  by  Mr.  Giles,  in  accordance  with  this 
Resolution,  was  about  Ten  acres  between  the  Marsh  Road 
and  the  Creek,  on  which  no  grading  would  have  been  re- 
quired, and  no  buildings  or  building  lots  interfered  with. 

Soon  after  the  railway  was  transferred  to  the  Government, 
it  would  appear  that  a different  terminus  was  selected,  as  the 
railway  track,  after  crossing  the  Creek  at  about  a mile  to  the 


R.  Jardine,  President; 


Geo.  Botsford ; 

D.  J.  McLauchlan  ; 

S.  L.  Tilley ; 

W.  J.  Ritchie; 

Hon.  John  Robertson ; 


Hon.  Mr.  Chandler ; 

“ “ Hazen; 

“ “ Wilmot ; 

“ “ Montgomery ; 


Hayward. 
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Eastward  of  the  Marsh  bridge,  was  altered  so  as  to  pass  in  a 
straight  line  North  of  the  Creek  close  to  Gilbert’s  Island  and 
through  the  valley  and  mill  pond  to  a station  at  mill  bridge. 

This  line  avoided  the  level  station  grounds  selected  by  the 
Company,  and  passed  over  a summit  of  twenty  feet  near  the 
Valley  Church,  by  an  ascending  grade  of  70  feet  per  mile,  and 
a descending  grade  to  the  station  in  the  mill  pond  of  100  feet 
per  mile. 

The  railway  was  constructed  by  the  Government  over  this 
summit  although  it  was  then  well  known  that  no  grade  on  any 
other  portion  of  the  road  would  exceed  45  feet  to  the  mile 
and  that  consequently  the  rail  way  could  not  be  worked  eco- 
nomically until  this  grade  was  reduced  to  the  maximum. 

On  the  1st  August,  1857,  the  Commissioners  Messrs.  W.  H. 
Scovil,  F.  W.  Hatheway  and  Joseph  Myshral  put  upon  record 
the  track  between  Gilbert’s  Island  and  the  null  bridge,  and 
five  acres  in  the  mill  pond  and  three  acres  at  Gilbert’s  Lane 
for  station  grounds. 

Immediately  thereafter  several  of  the  persons  whose  land 
had  been  taken  applied  for  damages,  and  the  present  Commis- 
sioners who  took  office  on  15th  August,  having  no  power  un- 
der the  law  to  give  up  or  re-convey  lands  so  taken,  had  to  pay 
for  a considerable  portion  of  it,  and  in  such  circumstances  did 
not  feel  warranted  in  entertaining  the  question  of  a change  of 
station  grounds. 

Finding  that  the  price  demanded  for  the  five  acres  in  the 
mill  pond  was  £39,000;  that  to  fill  it  up,  and  make  this  site 
suitable  for  a station  would  cost  at  least  £10,000  more,  and  that 
a deep  cutting  would  have  to  be  made  through  the  summit  to 
bring  it  to  the  level  necessary  for  station  grounds,  the  Commis- 
sioners, after  much  consultation  with  the  Chief  Engineer  and 
Mr.  Parker,  determined  to  place  the  passenger  station  on  the 
track  between  Dorchester  and  Garden  streets,  to  cut  down  the 
summit  9 feet  so  as  to  reduce  the  grade  between  the  passen- 
ger station  and  the  engine  and  car  station  at  Gilbert’s  Lane  to 
a grade  of  45  feet  to  the  mile  ; but  even  with  this  modification 
the  cost  of  the  station  grounds  is  much  greater  than  is  desirable. 

As  a passenger  station,  engine  bouse  and  car  sheds  had  to 
be  provided  for  the  traffic  consequent  on  opening  the  road  to 
Hampton  next  summer,  the  Commissioners  had  to  decide 
between  erecting  temporary  buildings,  and  incurring  a con- 
siderable expense  in  grading  the  track  and  station  ground# 
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to  the  necessary  level  and  erecting  permanent  buildings. 
The  latter  course  was  adopted,  and  on  reflection  the  Commis- 
sioners do  not  see  that  they  could  with  propriety  have  deci- 
ded otherwise. 

The  Commissioners  have  not  yet  determined  on  a mode  of 
communication  with  the  tide  waters  of  St.  John. 

There  are  three  ways  by  which  this  can  be  obtained, 

First,  by  placing  the  freight  terminus  at  Courtney  Bay, 
and  constructing  wharves  and  a wet  dock  on  the  flats  there  as 
was  originally  determined  on  by  the  Company,  and  eventually, 
if  found  necessary  skirting  the  peninsula  on  which  St.  John 
is  built  and  running  round  the  head  of  the  wharves  from  the 
breakwater  to  the  Market  wharf. 

Second,  by  running  from  Mill  street  across  the  head  of 
North  Slip,  Hare’s  Wharf,  and  Hon’.  John  Robertson’s  wharf 
to  the  Market  wharf. 

Third,  by  extending  the  line  of  railway  westwardly  towards 
the  Falls  of  the  river  St.  John  by  the  ends  of  Long  and  St. 
Helena  wharves,  and  so  forming  a deep  sea  wharf  from  Mill 
street  to  Rankin’s  wharf. 

Whichever  of  the  three  modes  is  determined  on,  it  will  we 
doubt  not  be  found  necessary  in  time  to  have  a larger  space  for 
freight  terminus  than  can  be  found  between  Gilbert’s  Lane 
and  Mill  Street,  and  land  for  this  purpose  can  only  be  ob- 
tained in  sufficient  quantity  and  at  a moderate  price  on  the 
flats  at  Courtney  Bay.  , 

As  there  is  some  doubt  whether  the  Commissioners  have 
power  under  the  law  to  take  or  construct  wharves,  or  branch 
lines,  further  legislation  will  probably  be  required  regarding 

this. 

It  would  be  also  desirable  to  give  power  to  the  Commis- 
sioners to  re-convey  land  taken  and  found  not  to  be  required. 

The  estimate  of  ,-630,000  for  Land  Damages  is  based  on  the 
present  mode  of  appraisement  being  continued.  If  the 
law  is  altered  so  as  to  meet  the  views  of  land  owners,  it  is 
hard  to  say  what  the  damages  would  amount  to. 

The  only  portion  of  the  track  on  which  no  appraisements 
have  been  made,  between  Sussex  and  Salisbury,  is  mostly 
in  wilderness. 

In  England  the  cost  of  land  taken  for  railways  averaged 
ten  thousand  pounds  per  mile,  although  it  has  since  been 
ascertained  that  the  increase  of  value  to  land  through  which 
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railways  passed  would  liave  been  an  ample  equivalent  to 
landowners  for  all  the  land  taken,  and  that  it  will  be  so  to 
even  a greater  extent  in  this  country  there  is  no  reason  to 
doubt. 

In  any  County  of  the  Province,  landowners  generally 
would  be  willing,  with  a railway  in  prospect,  to  grant  free 
right  of  way,  in  the  belief  that  the  benefits  would  compen- 
sate the  damages,  and  in  Kings  and  Westmorland  Counties, 
nearly  three  fourths  of  the  track,  as  originally  laid  out,  was 
granted.  Ko thing  has  since  occurred  to  lessen  the  beneficial 
effect  of  railways. 

There  are  four  level  crossings  of  the  main  post  road  between 
Saint  John  and  Shediac  ; at  Sussex,  Petitcodiac,  Moncton, 
and  Dorchester  road.  At  all  other  crossings  bridges  are 

erected. 

Although- not  provided  for  by  law,  level  crossings  have 
been  made  on  every  farm  where  practicable.  In  cases  where 
bridges  over  or  under  the  railway  would  have  been  neces- 
sary, the  Commissioners  have  considered  it  more  for  the  public 
interest  to  pay  damages  for  want  of  access. 

The  Tariff  has  been  a subject  of  much  consideration  to  the 
Commissioners.  In  PTova  Scotia  the  fare  for  first  class  pas- 
sengers has  been  fixed  at  2d  currency  per  mile,  in  the  United 
States  it  ranges  from  two  to  four  cents,  and  in  England  is 
about  2d  sterling. 

It  has  been  ascertained  that  the  cost  of  carrying  passengers 
in  the  United  States  is  2 7-12  cents  per  mile,  and  that  the  pay- 
ing point  is  three  cents  per  mile. 

The  Commissioners  have  determined  on  a rate  of  three  cents 
per  mile  with  the  usual  deductions  for  family  and  season 
tickets. 

The  Locomotive  manufactured  by  Messrs.  Fleming  & Hum- 
bert last  year  has  proved  an  efficient  machine,  equal  in  all 
respects  to  specification.  A contract  has  been  made  with  the 
same  firm  for  two  more  locomotives  to  be  delivered  this 
season  at  United  States  prices. 

Passenger,  freight  and  platform  cars  have  all  been  subjected 
to  competition  in  this  market,  and  are  now  being  constructed 
at  rather  less  than  U.  S.  prices. 

Wheels  and  Axles  for  passenger  and  freight  cars  have 
been  procured  from  known  makers  in  England  and  the 
United  States.  Some  n*ade  here  are  now  being  proved, 
under  ballast  cars. 
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The  Commissioners  have  purchased  rails,  chairs,  and  iron 
girders  in  England  through  Messrs.  Baring  Brothers.  In- 
structions have  been  given  to  ask  tenders  for  these  materials 
from  the  first  houses  in  the  trade  and  to  accept  the  lowest. 

Tenders  are  also  to  be  taken  in  Liverpool  for  freight  a® 
cargoes  are  ready. 

All  articles  are  manufactured  under  the  supervision  of  an 
Inspector  appointed  by  the  Commissioners. 

Full  insurance  is  kept  on  all  the  railway  property. 

The  Contracts  have  been  made  and  the  work  apportioned* 
with  a view  to  the  expenditure  of  Two  Hundred  Thousand 
Tounds,  sterling,  per  annum,  as  provided  by  law. 

The  Commissioners  are  of  opinion  that  in  the  present  state 
of  the  money  market,  and  with  labor  and  materials  so  low  as 
they  now  are,  it  will  be  for  the  public  interest  to  push  the 
W orks  to  completion  as  rapidly  as  can  be  done  economically. 

Respectfully  submitted, 

By  Order  of  the  Board, 

R.  JARDINE,  Chairman. 

R.  W.  CROOKS  HANK,  Jr.,  See’y* 
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BY 
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CHIEF  ENGINEER. 


February,  1859 


Engineer’s  Office,  St.  John,  ) 

February  2nd  1859.  / 

To 

ROBERT  JARDINE,  Esquire, 

Chairman  of  the  Board  of  Baiixcay  Commissioners* 

Jka,— 

I have  the  honor  to  submit  the  following  Report  on  the 
European  and  North  American  Railway. 

I am,  Sir, 

Your  obedient  Servant, 

ALEX.  L.  LIGHT, 

Civil  Engineer* 


INTRODUCTORY  REMARKS. 


On  reference  to  my  Report,  (made  and  submitted  in  March 
1858,)  upon  the  Works  of  the  European  and  North  American 
Railway,  it  will  be  found  that  the  state  of  the  Line  and  the 
prospects  relative  to  the  completion  of  the  several  “Sections” 
then  contracted  for,  were  as  follow  : — 

The  Division  from  Moncton  to  Shediac,  including  the 
Moncton  Branch,  with  the  exception  of  a small  portion  of  the 
Ballasting,  had  been  completed.  This  Division,  twenty  and 
one  third  miles  in  extent,  had  been  opened  for  traffic. 

The  locations  between  Saint  John  and  the  Nine  Mile 
House  had  been  adjusted,  and  the  Sections  contracted  for. 
The  Grading,  with  the  exception  of  a small  portion  near  the 
Five  Mile  House,  had  been  nearly  completed.  The  Materials 
for  all  the  Bridges  required  on  this  portion  of  the  Line  had 
been  obtained. 

Sections  Five  and  Six,  extending  from  the  Nine  Mile 
House  to  “Groom’s  Cove,”  near  Hampton,  a distance  of 
eleven  miles,  had  been  put  under  Contract;  but,  although 
by  the  terms  of  the  Contracts,  it  was  required  that  these  works 
should  be  completed  in  November,  1858  ; owing  to  peculiar 
circumstances,  which  the  Contractors  had  not  anticipated, 
there  was  but  little  probability  of  this  portion  of  the  Line 
being  completed  before  July,  1859. 

The  Hammond  River  Viaduct  had  been  contracted  for; 
but  it  was  not  expected  that,  the  Contractors  would  fulfil  their 
engagement  to  complete  the  work  in  October,  1858 — the  time 
specified  for  finishing  it. 

The  location  between  Groom’s  Cove  and  Sussex  Vale,  and 
that  between  Pitfields’  Corner  and  Moncton,  had  been  com- 
pleted ; and  Sections  T,  8 and  9,  Hampton,  and  4 and  5 Salis- 
bury Districts  comprised  in  the  above,  had  been  contracted 
for. 

The  terms  on  which  the  several  Contracts  had  been  taken, 
and  the  expectations  entertained  with  regard  to  their  prob- 
able fulfilment,  within  the  time  specified  in  the  Contracts, 
were  stated. 

The  Division  between  Sussex  Vale  and  Salisbury  (28  miles 
in  length)  had  not  been  located ; but  it  had  been  ascertained 
by  preliminary  examination  and  survey,  that  this  would 
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prove  the  least  expensive  Section  between  Saint  John  and 
bhediac. 

Of  the  whole  Line  from  St.  John  to  Shediac,  one  hur  dred 
and  eight  miles  and  three  tenths  (108  3-lOths ;) — there  had 
been  opened  for  traffic  twenty-three  miles  and-a-half  (23 1 : — 
there  were  under  Contract  fifty-seven  miles; — and  yet  to  he 
located,  between  twenty-seven  and  twenty-eight  miles. 

The  advantage  of  selecting  a course  of  Line,  differ! a in 
some  degree  from  that  located  by  Messrs.  Peto,  Lr.  v> 
Letts  and  Jackson,  were  pointed  out  and  referred  to. 

From  this  brief  abstract  from,  and  reference  to  my  former 
Report,  some  general  idea  may  be  formed  of  the  conditi  of 
the  Line  when  that  Report  was  made,  and  the  prospects 
then  entertained  with  regard  to  the  progress  of  the  works. 

Attached  to'  that  Report  was  an  estimate  of  the  probable 
cost  of  the  whole  Line;  and,  it  affords  me  some  satisfaction 
to  be  able  to  state,  there  is  no  reason  to  anticipate  that  the 
general  cost  of  the  work  will  exceed  the  estimate  then  made. 


REPORT.— 1859. 

On  its  again  becoming  my  duty  to  submit  a Report,  mon 
the  European  and  Rorth  American  Railway,  I have*  to  say, 
that  during  the  past  summer  the  remaining  Division  betwo on 
Sussex  and  Salisbury  has  been  located,  and  the  Sections 
composing  it  were  let  at  very  moderate  rates,  on  the  8tli  of 
last  October.  Thus  the  portions  of  the  Road,  that  are  not 
completed,  are  all  under  Contract,  and  with  two  or  three 
exceptions,  I am  happy  to  he  enabled  to  state,  are  progr  lg 
favorably. 

The  whole  distance  from  Mill  Street,  St.  John,  to  Shediac 
Harbor  (10S  3-10ths  miles),  has  been  divided  into  Twent  One 
Sections,  which  were  severally  let  out  in  pursuance  of  adver;  ce- 
ments, inviting  Sealed  Proposals  for  the  performance  ;he 
work. 

I would  here  remark,  that  the  Contracts  for  work  of  cry 
description  entered  into  subsequently  to  the  1st  Decern  oer, 
1857,  have  been,  (I  think  without  exception),  let  to  the  low- 
est responsible  bidder,  who  could  procure  the  necessary  secu- 
rities required  by  law.  It  having  been  insisted  upon  th  the 
Specifications  in  every  instance  should  be  strictly  followed. 
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The  Contracts  under  which  these  Works  are  being  executed, 
(with  some  exceptions,)  provide  for  the  entire  completion  of 
the  Railway;  including  grading,  masonry,  bridging  and 
tracklaying,  upon  each  Section,  for  a gross  sum.  The  Con- 
tractors “maintaining”  the  works  for  a twelve-month  after 
their  final  completion — the  Government  finding  iron  rails, 
spikes,  chairs,  and  iron  girders  for  bridges,  and  the  Con- 
tractors furnishing  all  other  materials  of  every  description- 
provision  being  made  for  additions  and  deductions  by  a 
Schedule  of  fi  xed  prices,  by  which  the  Contracting  parties 
are  bound,  should  any  alterations  in  the  Alignment  become 
absolutely  necessary,  by  which  the  quantities  or  nature  of  the 
work  would  be  unavoidably  altered.* 

Table  A,  No.  9,  in  the  Appendix,  exhibits  at  one  view,  the 
numbers  of  Sections;  the  names  of  Contractors;  dates  of  let- 
ting ; amount  of  Contracts  ; value  of  work  done  up  to  31st 
December,  1858,  and  amount  still  remaining  to  be  done.  The 
continuation  of  this  Table  shows  all  other  work  of  every  des- 
cription, that  has  been  executed  by  Contract  or  otherwise, 
since  the  commencement  of  the  work,  including  that  already 
finished,  Surveys  made,  and  “ plant  ” furnished  by  the  former 
Contractors  as  well  as  work  still  to  be  done — not  yet  con- 
tracted for. 

This  Table,  in  fact,  contains  all  actual  work  done  and  to  be 
done,  in  reference  to  which,  the  time  required  to  complete  the 
Railway  needs  specially  to  be  regarded.  The  balance  of  mo- 
ney in  the  final  estimate,  outside  of  the  sum  stated  in  this 
Table,  is  required  for  Superstructure,  Iron  Girders,  Rolling 
Stock,  (which  can  be  easily  purchased  whenever  required,) 
and  for  Land  Damages  and  Contingencies,  the  former  of  which 
can  be  ascertained  and  adjusted  at  any  time ; and  here  I may 
observe  that  more  than  half  of  the  three  heaviest  items,  viz.; 
the  Superstructure,  Iron  Girders,  and  Rolling  Stock,  are  al- 
ready delivered. 

On  examining  this  Table  it  will  be  seen,  that  the  whole  value 
of  actual  work  to  be  executed,  in  the  construction  of  the  Rail- 
way, is  <£557,100  12  Id.,  of  which  £371,973  12  8d.  was 
done  up  to  the  31st  December,  leaving  £185,126  19  5d.,  or 

about  one  third,  still  to  be  performed.  A careful  perusal  of 
this  Table  will  furnish  the  best  criterion  by  which  the  pro- 
gress of  the  work  may  be  correctly  ascertained. 


•See  blank  form  of  Contract,  Specification  and  Schedule,  upon  which  Works 
have  been  let,  at  end  of  Report. 
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The  quantity  of  Earth  and  Rock  work  on  each  of  these 
Sections;  the  proportion  done  up  to  81st  December;  the 
balance  still  remaining;  the  aggregate  of  the  whole,  and  the 
value  of  the  same  at  current  prices,  are  stated  in  Table  A.,  No. 
10,  by  which  it  will  appear  that  the  whole  Earth  work 
amounts  to  8,383,572  cubic  yards,  and  the  total  Rock  Work 
is  148,620  cubic  yards  ; and  that  of  the  former  1,907,200  cubic 
yards,  or  nearly  three-fifths ; and  of  the  latter  125,034  cubic 
yards,  or  five-sixths  are  already  completed ; or  regarding  the 
money  value  of  these  proportions  of  each  at  one  shilling  and 
three  pence  per  cubic  yard  for  earth,  and  five  shillings  and 
six  pence  for  rock,  and  adding  up  the  amounts  thus  ob- 
tained, it  will  be  seen  that  three-fifths  (in  point  of  value)  of 
the  aggregate  excavation  is  done. 

ESTIMATED  COST. 

The  cost  of  the  whole  Line  from  Mill  Street,  St.  John,  to 
Shediac  Harbor,  including  the  Moncton  Branch,  stations, 
wharves,  rolling  stock  and  land,  damages,  amounts  to 
£927,976  currency  or  £773,313  sterling,  or  an  average  per 
mile,  of  £8500  currency,  or  £7083  sterling,  as  will  be  seen 
by  referring  to  Table  A No.  1,  appended  to  this  Report, 
which  contains  the  final  estimate,  being  a summary  of  the 
cost  of  the  portions  already  completed  — the  work  done  by 
the  former  Contractors,  previous  to  the  Railway  reverting  to- 
the  Pro vince — the  “Superstructure”  (in  which  term  is  included 
the  sleepers,  iron  rails,  chairs,  and  spikes,  &c.,) — the  Sections, 
under  Contract,  as  well  as  the  stations  and  rolling  stock; 
the  cost  of  which  are  severally  enumerated  in  separate  tables, 
consecutively  numbered,  and  attached  to  the  final  estimate  of 
which  they  furnish  the  basis. 

This  estimate  is  grounded  upon  the  actual  cost  of  the 
Divisions  from  Moncton  to  Shediac,  and  from  St.  John  to 
Salmon  Brook,  which  are  finished;  and  the  several  contracts, 
with  but  one  exception,  are  finally  closed  and  the  accounts 
settled.  The  sums  at  which  the  unfinished  Divisions  have 
been  taken  by  the  several  contractors,  have  been  assumed, 
and  as  usual  in  Railway  Estimates  fifteen  per  cent  on  the  whole 
now  under  construction,  has  been  added  for  contingencies. 

In  the  Estimate  for  the  superstructure,  the  value  of  rails, 
chairs,  spikes,  &c.  is  based  upon  the  cost  of  the  latest  impor- 
tation made  of  these  articles ; whatever  variation  may  arise 
in  the  price  of  iron  from  that  stated,  will  of  course  vary  the 
cost  of  the  track. 
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The  sleepers  are  estimated,  by  taking  as  a standard,  the 
average  of  the  prices  bid  by  the  several  contractors,  which  is 
a sufficient  basis  of  estimate.  The  track-laying  and  ballast- 
ing are  included  in  the  section  contracts. 

The  sidings  are  assumed  at  five  per  cent,  of  the  whole 
length  of  superstructure ; this  will  be  sufficient  for  the  purposes 
of  traffic  for  some  time;  but  as  the  business  increases,  they 
will  require  to  be  much  enlarged. 

The  Rolling  Stock  estimate  is  the  same  as  stated  by  Jack- 
son  & Co.  in  their  specification ; it  will  be  sufficient  for  the 
business  of  the  Road  for  one  or  two  years  ; it  is  wdiat,  ordi- 
narily would  be  called,  a moderate  equipment,  as  the  quantity 
needed,  depends  entirely  upon  the  business  to  be  done,  and 
it  can  be  easily  augmented  as  the  traffic  increases. 

A Repair  shop  has  been  erected,  and  suitably  furnished  at 
Shediac;  but  no  buildings  of  this  kind  have  been  included 
in  the  estimate  for  St.  John,  as  it  is  considered  that  the 
Repairs  can  be  made  at  the  several  machine  shops  already 
established  in  the  city,  at  a cheaper  rate  for  some  time  to 
come ; — this  however  is  problematical. 

The  Estimate  for  the  Stations,  includes  several  buildings 
in  addition  to  those  contemplated  by  the  original  Contractors ; 
more  than  half  the  principal  portion  of  which  is  either  already 
built  or  contracted  for,  and  it  is  believed  that  the  remain- 
der can  be  finished  for  the  amount  stated  in  the  estimate. 


I now  proceed  to  review  the  progress  of  the  several  Divi- 
sions and  Sections  of  the  wTork  in  detail,  in  the  order  in  which 
they  were  let  and  have  been  completed. 

MONCTON  DIVISION. 

First,  the  Division  from  Moncton  Station  to  Point  du 
Ohene  in  Shediac  Harbor,  (19  42-100  miles)  as  well  as  the 
Moncton  Branch — (88-100  of  a mile)  making  a total  of  20  3-10 
miles,  was  let  on  the  1st  of  August,  1856,  and  opened  for 
traffic  on  the  20th  August,  1857-  The  earth  works  through- 
out the  whole  of  this  distance  having  consolidated  during  the 
winter  of  1857-8,  the  work  was  thoroughly  finished  during 
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the  past  summer,  and  delivered  over  to  the  Commissioners, 
by  the  Engineer  Department,  with  passenger  and  freight 
stations,  engine  houses,  turn-tables,  wharves  and  all  necessary 
appliances  complete. 

This  Division  is  in  perfect  u running  order  ” and  perma- 
nently finished  with  the  exception  of  the  eastern  abutment  of 
the  Scadouc  viaduct,  and  two  wooden  trestle  bridges  ; these 
structures  were  erected  by  the  former  Contractors  ; the  lat- 
ter have  become  so  “ shakey  ” from  indifferent  timber  having 
been  used  in  their  construction,  and  from  the  piles  being  im- 
perfectly driven,  that  they  are  fast  becomi ng  u nsafe.  As  these 
last  temporary  structures  are  erected  over  insignificant 
streams,  I would  recommend  that  stone  culverts  be  put  un- 
der them  this  winter,  and  the  space  occupied  by  the  bridges 
be  filled  in  with  enbankment  in  the  ensuing  spring. 

The  cost  of  this  alteration  will  not  exceed  one  thousand 
pounds ; should  an  accident  occur  here,  ten  times  that 
amount  might  not  pay  even  the  pecuniar))  damages  which 
might  accrue  or  be  awarded. 

The  eastern  abutment  of  the  Scadouc  viaduct  above  men- 
tioned is  not  now  filled  in  with  earth.  This  was  tried,  but, 
owing  to  cracks  immediately  making  their  appearance  in  the 
masonry,  it  was  found  necessary  to  remove  the  earth  as  the 
abutment  could  not  withstand  the  pressure.  Trestles  have 
therefore  been  erected  inside,  upon  which  the  track  has  hith- 
erto been  sustained. 

The  cost  of  this  Division,  exclusive  of  the  Moncton  and 
Shediac  wharves,  Stations  and  Rolling  Stock,  has  been  £6,485 
per  mile,  as  will  be  seen  by  Table  A,  No.  3 in  the  appendix 
to  this  Report. 

ST  JOHN  DIVISION. 

Secondly,  the  portion  of  Division  No.  2 extending  from 
Mill  street,  St.  John,  to  Salmon  Brook  beyond  the  Kennebe- 
easis  station,,  comprising  a distance  of  9 6-10  miles — put  un- 
der contract  on  the  10th  of  January,  1857  and  opened  for 
traffic  on  the  1st  of  June,  1858 — -has  been  completed. 

The  cost  of  this  portion  of  the  work,  exclusive  of  Stations, 
Rolling  Stock,  and  Land  Damages,  has  been  £10,809  per 
mile,  as  may  be  seen  by  referring  to  Table  A,  No.  2,  annexed.* 


# It  is  worthy  of  remark  that  both  Mr.  Jackson  and  Mr.  Griles  (as  I have  been 
informed  on  reliable  authority)  have  frequently  stated  it  to  be  their  opinion  that 
this  work  would  cost  £10,000  Stg.  per  mile.* 
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Vv  hen  the  heavy  nature  of  the  work  comprising  this  Bivi- 
sion,  the  number  of  bridges  for  the  purposes  of  the  Railway, 
in '-hi  ding  the  several  crossings  of  the  different  public  Roads 
(over  and  under  the  same),  as  well  as  the  numerous  and  .ex- 
pensive level  crossings  of  private  roads  that  occur  at  nearly 
ev'.'i'v  division  of  property,  when  likewise  the  number  of 
in  . • . . ediate  stations,  and  the  superior  character  of  the  works 
generally,  are  taken  into  consideration  (of  which  I do  not 
hesitate  to  say  that  they  will  compare  favorably  with  any  of 
a similar  character  and  extent  executed  elsewhere  in  Amer- 
ica'. everything,  Isay,  being  regarded — the  cost  will  he  satis- 
fa<  • iiy  accounted  for. 

Some  of  the  causes  why  this  Division  lias  proved  the  most 
expensive  portion  of  the  whole  Line,  may  be  ascribed  to  the 
following  tacts  : — 

That  here  nearly  half  of  the  rock  excavation  on  the  whole 
Line  had  to  be  performed,  and  that  of  the  very  hardest  de- 
scription. 

That  there  was  an  entire  absence  of  any  good  natural  bal- 
last upon  this  part  of  the  Division,  this  deficiency  having  to 
be  remedied  by  the  substitution  of  a costly  foundation  of 
broken  stone,  finished  by  a “top  dressing”  of  very  superior 
gravel  ballast  brought  by  tugboats  and  scows  at  an  enhanced 
expense  from  the  opposite  shores  of  the  Kennebecasis  Bay. 

That,  along  the  shores  of  the  Kennebecasis,  it  became 
necessary  to  protect  the  embankment  from  the  action  of  the 
water  and  the  effects  of  freshet,  by  means  of  stone  walls, 
throughout  their  whole  extent. 

That  the  ground  was  of  a soft  and  yielding  nature  at  the 
four  mile  bridge,  Robinson’s  Meadow  and  Lawlor  Lake. 

rho  borings  at  these  last  mentioned  places  were  taken  be- 
foro  the  work  was  commenced,  discovering  twenty  five,  forty 
and  about  one  hundred  feet  of  soft  material,  at  the  deepest 
points  beneath  the  original  surface  of  mud  or  water,  (as  the 
ease  might  he),  and  these  places  there  was  no  possible  way 
of  avoiding  with  propriety. 

fhe  difficulties  were  overcome  as  follows  : first,  at  the  4 
Miie  Bridge  the  seat  of  the.  embankment -was  well  drained, 
and  then  carefully  covered  with  six  feet  of  strong  green  brush. 
The  slopes  of  the  embankment  were  made  very  fiat,  and  the 
first  half  of  the  embankment  made  up  of  the  peat  bog  itself, 
placed  on  in  layers  ; the  top  of  the  Qrnbankment  and  outside- 
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of  slopes  being  completed  with  clay  from  the  adjoining  cut- 
tings. This  method  had  the  double  effect  of  combining  ex- 
treme lightness  with  breadth  of  base,  and  distributing  the 
superincumbent  weight  over  more  surface.  I am  glad  to  say, 
the  work  now  referred  to  has  been  entirely  successful,  as  the 
settlement  of  material  has  been  trifling,  indeed  not  much 
more  than  would  naturally  be  produced  by  the  consolidation 
of  the  particles  of  earth  forming  the  mass. 

Secondly,  at  the  Robinson’s  Meadow  in  the  vicinity  of  the 
Five  Mile  House,  difficulties  of  a nature  similar  to  those  en- 
countered at  the  Four  Mile  Bridge,  presented  themselves, 
only  on  a more  extended  scale,  the  bog  being  deeper  and  the 
embankment  higher. 

The  unavoidable  arrangement  of  the  Grade  Line  at  this 
point  was  such,  that  the  rock  cuttings  on  each  side  were  en- 
tirely insufficient  in  quantity  to  make  up  the  embankment; 
all  that  could  be  spared  from  the  southern  cliff  was  put  into 
this  Meadow.  It  was  soon  found  that  rock  was  an  im- 
proper material  to  make  up  this  embankment  with,  as  from 
its  great  weight  it  broke  through  the  crust,  and  sunk  down 
to  the  bottom  of  the  bog,  throwing  up  the  Marsh  in  ridges 
on  either  side.  It  was  decided  to  reserve  all  the  rock  in 
the  cutting  Horth  of  the  Meadow,  to  put  into  the  Law- 
lor  Lake,  (where  it  was  required  and  would  be  exceed- 
ingly valuable)  and  make  up  the  deficiency  in  the  Robinson 
Meadow  Embankment  from  side  cutting  formed  in  layers, 
with  material  carted  from  the  adjoining  hills;  by  which 
means  it  was  hoped  that  a portion  of  the  settlement  could  be 
in  some  measure  prevented. 

But  here  another  obstacle  presented  itself,  as  the  hills 
turned  out  to  be  composed  of  rock  with  a thin  layer 
of  earth  on  the  surface,  and  no  sufficient  side  cutting 
could  be  obtained  with  a reasonable  lead,  though  search  by 
means  of  trial  pits  was  made. 

The  nearest  side  cutting  that  could  be  obtained  was  at 
McCullough’s  Farm  at  the  further  side  of  the  Lawlor  Lake ; 
but  it  was  obvious,  that  to  get  there  the  Lake  must  be  first 
filled  ; and  as  there  was  no  probability  of  this  being  completed 
with  the  greatest  exertion  before  June,  1858,  and  as  the 
Robinson  Meadow  Embankment,  from  its  requiring  nearly 
the  same  quantity  of  material'as  the  Lake,  would  take  ano- 
ther season  to  complete,  it  was  therefore  decided  that  a tim- 
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ber  viaduct  which  would  last  some  fifteen  years,  by  means 
of  which  the  earth  could  be  convey  ed  to  complete  the  embank- 
ment at  some  future  day. 

The  embankment  at  Lawlor’s  Lake,  with  the  heavy  rock 
cuttings  on  either  side  of  it,  presented  another  serious  ob- 
stacle ; in  fact,  the  most  difficult  point  in  the  whole  Line  as. 
eventually  located. 

On  a revision  of  the  Location  being  made,  with  a view  if 
possible,  to  avoid  the  heavy  work  in  this  neighbourhood,  it 
was  ascertained  by  the  borings,  that  it  was  necessary  to- 
descend  60  feet  deeper,  (to  find  solid  bottom),  than  shewn  on 
the  original  plans  of  survey  made  by  former  Contractors  and 
upon  which  the  works  had  been  1 et.  The  whole  depth  being  as 
already  stated  about  100  feet  instead  of  40  as  shewn,  of  which 
about  40  was  water  and  60  feet  of  very  light  vegetable  de- 
posit. To  counteract  this,  the  original  gradient  through  this 
portion  of  the  work  was  lowered  as  much  as  possible. 

After  most  of  the  rock  cuttings  on  either  side  had  been 
put  into  the  Lake,  there  was  still  a deficiency,  of  about  90,000 
cubic  yards  of  material,  (as  nearly  as  could  be  ascertained  by 
a careful  series  of  cross  sectional  soundings  made  on  so. 
treacherous  a bottom,)  required  to  be  supplied  to  complete 
the  embankment.  To  provide  for  this,  recourse  was  had 
to  a borrow  pit  near  Torryburn ; and  after  a month’s  incessant 
labor,  and  some  ten  thousand  yards  had  been  put  in,  it  was 
ascertained  by  another  set  of  soundings  instituted  during  the 
progress  of  the  operations,  that  the  works  had  progressed  but 
little,  as  the  earth  had  been  dissolved  and  washed  away  by  the 
action  of  the  water  ; and  it  became  evident  that  if  this  system 
was  persisted  in,  the  embankment,  if  completed  in  this  manner, 
would  require  a much  greater  amount  of  material  than  was 
originally  anticipated,  and  even  as  much  perhaps,  as  would 
be  requisite  to  fill  up  the  greater  portion  of  the  Lake.  Under 
all  these  circumstances,  it  was  decided  to  take  advantage  of 
the  ice,  and  construct  a temporary  pile  bridge, — which  was  ef- 
fected by  splicing  long  spars  of  spruce  ; this  bridge  to  be  of 
sufficient  width  to  contain  three  tracks:  the  centre  track  (in 
case  of  emergency)  to  be  used  for  Passenger  Traffic  : the  two 
side  tracks  to  be  used  exclusively  for  “ construction  pur- 
poses,” to  accelerate  the  “tipping”  of  the  earth,  as  by  this 
means  a whole  train  of  cars  could  be  tipped  at  once.  While 
the  bridge  was  in  process  of  construction,  two  rows  of  side 
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piles  were  driven  extending  longitudinally,  parallel  to  tlie 
.Railway ; the  piles  being  placed  at  intervals  of  twenty  feet,  and 
driven  until  their  tops  were  level  with  the  surface  of  the  ice ; 
these  rows  were  placed  75  feet  from  the  centre  of  the  bridge, 
and  on  each  side  of  it ; enclosing  a space  of  150  feet  in  width,  or 
a little  narrower  than  the  seat  of  the  proposed  embankment. 
Between  these  side  piles  and  extending  under  the  temporary 
bridge,  a flooring  of  timber  and  brush  wood  several  feet  in 
thickness,  was  laid  all  over  the  surface  of  the  ice,  which  was 
sawn  away  and  pressed  under  it.  After  the  floor  had  been 
finished,  hundreds  of  tons  of  stone  were  brought  on  by 
means  of  the  temporary  bridge,  and  carefully  loaded  all  over 
the  flooring  equally,  until  the  latter  was  sunk  to  the  level  of 
the  surface  of  the  water ; then  large  u cribs  ” were  built  upon 
the  floor,  and  on  each  side  of  the  bridge,  and  bonded  in  with 
the  floor,  by  placing  long  untrimmed  trees  in  the  alternate  tiers, 
with  the  butts  to  the  outside  of  the  cribs  and  their  tops  over- 
lapping in  the  centre  space  between.  These  side  cribs  were 
composed  of  alternate  layers  of  timber,  brushwood,  and 
stone,  until  they  were  brought  up  nearly  to  the  surface  of  the 
water,  being  held  in  position  by  the  side  piles  during  their  set- 
tlement. On  this  floor, and  between  these  side  cribs,  the  tipping 
was  commenced  in  the  following  manner ; — waggon  loads  of 
rock  wei’e  conveyed  along  the  outer  tracks  of  the  bridge  and 
cast  as  far  over  the  outside,  as  the  men  were  able  to  throw  the 
stone ; after  this  had  been  continued  for  some  time,  earth 
was  tipped  through  the  three  tracks  into  the  V or  centre  space 
between  the  stone.  This  mode  of  operating  succeeded  admi- 
rably— the  Lake  was  filled  in  a very  short  space  of  time — and 
the  settlement  since  the  completion  of  the  work  has  been 
very  trifling  indeed.  The  cost  of  this  work,  including  the 
expense  of  the  flooring  of  timber  and  temporary  bridge,  was 
much  less  than  it  could  possibly  have  been  done  for,  by  any 
other  method  than  that  adopted — while  from  the  fact  of  the 
brush  and  timber  being  permanently  under  water,  this 
portion  of  the  work  will  be  almost  as  durable  as  though  the 
whole  mass  had  been  composed  of  stone. 

LAKEFIFLD  DIVISION. 

Sections  Five  and  Six — from  Salmon  Brook  to  Groom’s  Cove 
near  Hampton,  eleven  miles  in  length,  forming  the  balance  of 
the  Second  Division,  are  the  next  in  order. 

It  is  here  necessary  to  remark,  that  on  the  first  of  these  sec- 


35 


tions  the  most  extensive  departure  from  the  original  locations 
of  the  former  Contractors  was  made ; and  the  very  serious 
difficulties,  well  known  to  exist  in  the  neighborhood  of 
Gondola  Point,  including  the  large  viaduct  through  the  deep 
water  at  Harris’  Cove,  were  entirely  avoided — difficulties  of 
far  greater  magnitude  than  any  that  occur  on  the  line  elsewhere. 

It  was  ascertained  by  a carefully  revised  series  of  prelimin- 
ary surveys,  that  a more  direct  line  by  the  way  of  the  Lake- 
field  Settlement,  up  the  valley  of  the  Salmon  Brook,  and  thence 
downwards  to  Hammond  River,  coinciding  there  with  the  old 
line  and  crossing  the  river  at  the  same  point,  could  be  selected 
at  a reduced  cost. 

This  alteration,  without  involving  a steeper  gradient  than 
the  maximum  of  45  feet  to  the  mile,  as  adopted  upon  thus 
Railway,  effected  a saving  of  upwards  of  400  degrees  of  cur- 
vature and  nearly  one  and  a half  miles  of  distance. 

In  addition  to  these  manifest  advantages,  the  direct  saving, 
including  damages  to  land  and  buildings  was  estimated  at 
£35,000.  Besides  this,  however,  there  was  a prospective  and 
perpetual  saving  provided  for  by  this  important  change,  which 
is  equivalent  to  a further  sum  of  £32,216  ; this  latter  represents 
the  capital  which  would  accrue  from  the  present  and  consoli- 
dated value  of  the  yearly  interest  on  the  money  (£19,070) 
which  would  have  been  required  to  build  this  unnecessary 
1 \ miles  of  Railway, — added  to  the  yearly  running  expenses 
and  wear  and  tear.  These  two  sums  therefore  taken  together, 
exhibit  a total  saving  of  £67,216  effected  by  this  alteration.- 

The  attainment  of  this  great  desideratum  was  hardly  to  be 
expected,  as  the  line  of  country  between  these  points  had 
already  been  repeatedly  explored  without  the  object  in  view 
being  accomplished. 

For  the  purpose  of  obtaining  an  impartial  opinion,  where  so 
many  conflicting  interests  were  at  stake,  the  Commissioners  in 
order  to  verify  the  estimate,  concluded  to  open  each  line  to  the 
competition  of  experienced  contractors;  this  resulted  in  offers 
being  received  to  construct  the  line  through  the  Lakefield  set- 
tlement for  sums  varying  from  £30,000  to  £50,000  less  than 
the  shore  line  by  the  Gondola  Point. 

The  Tender  of  Messrs  Walker  & Co.,  which  was  accepted, 
was  £30,917  less  than  their  offer  for  the  Gondola  Point.  This 
section  was  let  to  them  in  June,  1857,  to  be  completed  i^ 

* For  a further  explanation  see  note  A in  the  Appendix. 
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November,  185S.  The  terms  of  this  contract  with  regard  to 
the  time  of  completion  have  not  been  fulfilled  for  reasons 
hereinafter  explained. 

This  part  of  the  Division  is  peculiarly  situated,  being  about 
6 § miles  in  length. ; the  earth  work  is  heavy,  averaging 
Nearly  60,000  cubic  yards- to  the  mile  ; the  heaviest  portion  of 
it,  situated  at  or  near  the  summit,  has  to  be  conveyed  by  en- 
gine power,  either  way  to  embankments  situated  at,  and  near 
the  foot  of  each  incline. 

By  the  terms  of  the  contract  it  was  stipulated  to  furnish  a 
Locomotive  Engine,  and  forty  ballast  Cars  to  the  Contrac- 
tors ; these  should  have’  been  in  their  hands  as  early  as  possible 
in  the  season,  the  Engine  was  not  delivered  before  the  latter  end 
of  October,  1857,  and  the  Cars  in  the  following  December  ; so- 
that  on  the  heavy  or  governing  poimts  of  the  work,  a good  por- 
tion of  the  first  season  was  virtually  lost.  The  want  of  the' 
Locomotive  Engine,  prevented  theContractor  from  “stripping”' 
the  earth  off  the  principal  rock  cutting  ne’ar  Otty’s,  before  the 
setting  in  of  the- frost — and  for  this  reason,  but  little  rock  was 
excavated  at  this  point,  during  the  winter  of  1857-8,  when 
properly  the- whole  of  it  should  have  been  finished. 

An  additional  Engine,  and  45  extra  Earth  Waggons,  were 
furnished  to  the  Contractors  in  July,  1858,  after  the  works  at’ 
Lawlor’s-  Lake  had  been  completed  ; and  these  have  been 
working  steadily  since  that  date. 

A Steam  Excavator  was  likewise  procured  at  the  sugges- 
tion of  Mr.  Parker,  the  Consulting  Engineer  ; it  has  been 
kept  at  work  near  the  summit  up  to  this  time  but,  notwith- 
standing this  assistance,.,  the  works  still  require  a period  of 
time  ; — includingsome  months  of  summer  to  complete  them;  and 
these,  in  justice  to>  the  Contractor,  should  be  allowed  him  in 
consideration  of  the  delay  caused  by  the  want  of  the  Loco- 
motive and  Cars. 

It  should  also  be-  borne  in  mind,  that  in  such  a confined 
working  area  as  is;  here  presented,  only  a limited  number  of 
men  can  be  simultaneously  employed.  If  the  Contractor  is; 
allowed  three  months  from  the  1st  of  April  -next,  this  will 
afford  a sufficient  time  to  open  the  Road,  if  the  work  is  ener- 
getically urged  forward. 

The  Locomotive  has  already  passed  six  times  over  the  whole' 
extent  of  the  Line  from  St.  John  to.  Hammond  River  during: 
the  past  year 
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Section  6,  which  forms  the  eastern  portion  of  this  Division, 
extending  from  Hammond  River  to  Groom’s  Cove,  near  Hamp- 
ton, was  let  to  the  same  parties  (Messrs.  Walker  & Co.)  to  be 
completed  at  the  same  time  with  the  above  work.  Upon  this 
Section,  the  Government  were  to  furnish  no  Plant  of  any  kind  ; 
the  works  are  not  so  backward  as  those  -on  Section  5,  but  they 
are  still  far  from  being  complete  ; a portion  of  the  Grading  and 
all  the  bridges  are  unfinished,  although  nearly  half  of  the  Grad- 
ing is  done  and  the  Track  laid  upon  it. 

Some  excuse  should  however  be  made  for  the  contractors 
on  this  Section  also,  as  the  exact  location  of  the  eastern  por- 
tion, including  th-e  heaviest  embankment  through  Groom’s 
Cove,  could  not  be  definitely  decided  upon,  for  some  months 
after  they  took  the  Contract.  The  position  of  the  line  across 
this  Cove  was  controlled  by  the  fact  of  questions  arising  whether 
the  Railway  should  pass  through  Hampton  Village  or  the  Osse- 
keag  Valley,  questions  which  the  Commissioners  were  not  in  a 
position  to  decide,  until  the  completion  of  the  locations  to  Sus- 
sex in  October,  1857,  gave  the  preference  to  the  route  adopted. 

From  the  limited  time  allowed  in  preparing  the  plans  of  con- 
struction for  this  Division  from  the  absence  of  thatknowledge  that 
more  definite  surveys  could  alone  supply,  and  from  the  fact 
that  at  this  time  the  Engineering  Staff  was  far  from  complete, 
some  of  Mr.  Giles’  general  plans  were  '(in  order  to  save 
time)  adopted,  which,  as  well  as  others  prepared  under  my 
own  supervision,  had  in  some  cases  to  be  modified  to  suit 
the  altered  circumstances. 

At  this  time  too,  a system  of  letting  the  Contracts,  different 
to  that  which  had  hitherto  been  adopted  at  Shediac,  and  from 
St.  John  to  Kennebecasis  Station,  was  decided  upon  for  this 
Division  ; those  Divisions  having  been  let  and  tendered  for 
upon  a Schedule  of  prices  only.  By  this  latter  mode  of  pro- 
ceeding it  was  to  a certain  extent  immaterial  to  the  Contrac- 
tor how  much  or  how  little  work  was  to  be  executed,  or  what 
{plan  the  Engineer  decided  to  adopt  ; the  former  merely  being 
paid  by  the  cubic  yard  for  any  description  of  work  at  his  Sche- 
dule price,  this  system  giving  the  Engineer  the  advantage  of 
preparing  his  plans  as  the  works  progressed,  exactly  suited  to 
the  nature  of  the  case,  or  such  as  a further  experience  of  the 
particular  locality  may  have  shown  to  be  necessary  and  ex- 
pedient to  adopt. 

It  will  be  borne  in  mind,  moreover,  that  these  lettings  em- 
braced proposals  for  the  Gondola  Point  Line,  .as  well  as  foo: 
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that  by  the  Lakefield  Settlement,  as  the  adoption  of  the  lat- 
ter, as  already  stated,  was  dependent  upon  the  comparison  of 
the  tenders  for  each  route. 

The  two  lines,  with  the  Hammond  River  Viaduct  and  Sec- 
tion 6,  embraced  an  extent  of  some  twenty  miles  in  length, 
and  included  the  very  heaviest  portions  of  the  road  : much 
care  and  time  were  obviously  requisite  for  the  preparation  of 
the  necessary  drawings. 

Even  if  the  same  system  of  letting  had  been  adopted  on 
these,  as  that  on  the  former  Sections,  (which  it  was  my  expecta- 
tion at  the  time  would  have  been  done),  the  addition  of  the 
Gondola  Point  Line  was  alone  sufficient  to  have  doubled  the 
office  work.  But,  it  was  not  until  a short  time  before  the 
period  appointed  for  receiving  the  tenders,  that  I was  informed 
that  the  Government  insisted  upon  the  works  being  let  upon 
“gross”  sums  for  each  Section  and  all  it  contained. 

On  this  account,  previously  to  the  letting,  it  became  neces- 
sary to  prepare  a distinct  set  of  Contracts,  Specifications,  Sche- 
dules, Estimates  and  Plans  of  every  description,  necessary  for 
each  route;  as  likewise  drawings  in  detail  of  every  separate 
piece  of  work  required  in  both. 

For  the  proper  carrying  out  of  this  arrangement,  there  was 
not  sufficient  time,  nor  were  there  means  to  prepare  the  plans 
required,  even  had  there  been  time.  No  draughtsman  had 
been  appointed,  although  I had  several  times  remonstrated  on 
the  impossibility  of  perfecting  works  of  the  magnitude  here 
involved,  with  an  insufficient  standing  staff. 

However,  the  most  that  could  be  done  under  the  circum- 
stances, was  done  ; .but,  after  the  location  of  a portion  of  the 
Grades  and  Alignment  had  been  revised,  some  of  the  structures 
had  to  be  modified  ; this  caused  some  delay  in  getting  the 
designs  ready,  and  it  was  not  until  March,  1858,  that  all  the 
drafts  were  finally  arranged  for  this  Section,  though  it  is 
proper  to  state,  that  they  generally  were  prepared  as  fast  as 
they  were  required  by  the  Contractor. 

IIAMMOND  RIVER  VIADUCT. 

The  Hammond  River  Viaduct,  situated  midway  between 
Sections  5 and  6,  was  let  at  the  same  time  to  Messrs.  Small 
& Crosby,  to  be  completed  in  October,  1858. 

This  is  a massive  structure,  and  the  most  extensive  of  the 
kind  on  the  whole  route,  being  composed  of  stone  and  iron. 


39 


or  rather  the  most  substantial  Iron  Girders  of  “ Fairbairn’s 
Patent,”  supported  upon  Piers  and  Abutments  of  dressed 
Granite,  resting  upon  elaborately  constructed  pile  foundations, 
which  have  been  laid  some  12  feet  below  the  summer  water 
level,  and  executed  with  the  greatest  care  and  regard  to  per- 
manency, in  order  to  withstand  the  rush  of  water  that  annually 
takes  place,  upon  this  very  hazardous  stream  at  the  periodical 
breaking  up  of  the  ice. 

The  Contractors  have  had  a good  many  difficulties  to  con- 
tend with,  in  the  preparation  of  their  artificial  foundations, 
which  have  been  somewhat  more  expensive  than  at  first  con- 
templated; they  have  therefore  had  to  execute  more  work,  than 
it  was  expected  would  be  required,  at  the  time  when  they 
entered  into  the  contract. 

The  site  of  the  Viaduct  is  peculiar;  the  line  of  Railway  neces- 
sarily crossing  the  river  at  a point  where  the  stream  is  divided 
by  an  island. 

The  Viaduct  as  originally  designed  by  Jackson  & Co.  was 
composed  of  seven  spans  of  SO  feet  each,  crossing  a portion  of 
both  branches  of  the  stream  and  the  intervening  island  ; ne- 
cessitating the  construction  of  two  abutments  and  six  piers. 

As  all  the  water  passed  through  a span  of  235  feet,  half  a 
mile  above  at  the  crossing  of  the  post  road,  this  number  of 
piers,  requiring  very  expensive  foundations  and  great  width 
of  costly  superstructure,  appeared  excessive;  and  at  the  letting 
of  June,  1S57,  a different  plan  was  prepared  for  three  Spans 
of  one  hundred  feet  each,  supported  on  two  Piers  and  two 
Abutments,  to  be  erected  over  the  Eastern  or  Main  Channel, 
in  which  the  borings  taken,  disclosed  a hard  bottom  some  30 
feet  below  the  surface  of  the  general  depth  of  water  during 
the  summer;  and  drawings  of  the  foundations  were  prepared 
accordingly.  As  soon  after  the  letting,  however,  as  an  Engin- 
eer could  be  spared  from  the  office,  an  elaborate  Survey  was 
made  of  the  whole  river,  half  a mile  above  and  below  the  in- 
tended Bridge  site,  which  fully  demonstrated,  that  it  was  better 
to  erect  the  proposed  structure  on  the  intervening  island,  and 
that  a new  water  way  should  be  made  through  the  same,  the 
original  channels  being  filled  up  on  either  side  with  embank- 
ments. 

This  site  was  therefore  adopted  ; thus  dispensing  with  four 
Piers,  including  their  costly  foundations,  besides  260  feet  of 
unnecessary  superstructure,  and  thereby  enhancing  the  per- 


40 


manent  safety  of  the  Railway,  besides  effecting  a very  consid- 
erable reduction  of  cost. 

This  arrangement,  by  placing  the  longitudinal  centre  line 
of  the  Bridge,  at  right  angles  to  the  general  direction  of  the 
current,  allowed  the  water  to  pass  freely  between  the  Piers, 
and  gave  the  Contractor  the  advantage  of  working  upon  dry 
land  during  the  period  of  construction. 

This  alteration,  has  also  been  of  service,  in  reducing  the  cost 
of  “unwatering”  the  coffer  dams  for  the  Piers  and  Abutments. 

When  the  bearing  Piles  under  the  foundation  came  to  be 
driven,  it  was  found  that  the  specified  depth  of  eighteen  feet, 
which  was  deemed  at  the  time  as  the  utmost  they  could  have 
been  made  to  penetrate  into  the  gravelly  substratum — was 
insufficient.  From  the  fact  of  quick-sand  unexpectedly  pre- 
senting itself,  it  was  necessary  to  drive  the  piles  forty  feet  below 
the  bottom  of  the  dam,  instead  of  the  distance  specified. 

This,  of  course,  caused  an  extra  expense  to  the  Contractor, 
in  consequence  of  more  pumping  being  required  during  the 
driving  of  the  longer  piles,  as  well  as  the  expense  of  the 
additional  length  of  pile. 

The  upper  surfaces  of  the  foundations,  are  laid  at  a depth 
of  about  twelve  feet  below  the  level  of  summer  water  ; there- 
fore the  piles  composing  their  support,  extend  to  a depth  of 
fifty-two  feet  below  this  level. 

From  the  fact  of  all  the  Coffer  Dams,  being  more  or  less 
underlaid  with  Gravel  and  Quicksand,  the  continued  and  sim- 
ultaneous use  of  three  of  “Gwynn’s  Patent”  Steam  Pumps, 
has  been  required  in  each  dam,  during  the  greater  portion 
of  the  time.  These  difficulties,  I am  happy  to  be  enabled  to 
state,  are  now  entirely  overcome. 

In  the  Spring  of  1S5S,  after  due  deliberation,  and  after  the 
Stream  had  been  carefully  watched  through  the  previous 
winter,  to  observe  the  effects  of  the  ice,  it  was  decided,  that  it 
would  be  safer  to  raise  the  level  of  the  Bridge  three  feet 
higher,  to  ensure  it  against  damage  from  ice,  in  case  of  an  extra- 
ordinarily high  freshet.  This  was  effected,  by  putting  in  three 
feet  more  masonry  in  the  footing  courses  of  the  Piers  and  Abut- 
ments, without  making  any  material  change  in  the  Plan  or 
description  of  the  work.  This  additional  masonry  was  found 
to  be  necessary,  and  would  have  been  inserted  at  first,  if  the 
same  knowledge  of  the  stream  had  existed  at  the  time  of  let- 
ting, as  was  afterwards  obtained  by  more  extended  observa- 
tion. 
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As  any  elevation  of  the  Bridge,  necessitated  a corresponding 
elevation  of  the  embankment  on  either  side,  the  quantity  in 
the  latter  was  thereby  largely  increased.  It  may  be  as  well 
here  to  observe,  that  at  the  letting  in  June,  1857,  it  was  an 
object  to  keep  these  embankments  as  low  as  possible  to  save 
-expense,  it  being  known  that  they  could  be  easily  raised  after- 
wards— if  required. 

These  alterations  of  detail,  will  now  be  paid  for  as  extras,  upon 
a just  and  fair  Schedule  of  prices,  instead  of  appearing,  as 
they  would  have  done  at  first,  in  the  Contract 

It  may  be  as  well  here  to  state  that  I consider  it  better  po- 
licy to  pay  afterwards  as  an  extra,  upon  a fair  Schedule  of 
prices,  (as  is  fully  provided  for  in  this  Contract)  for  what  is 
really  required  than  to  use  so  large  a margin  in  the  calcu- 
lation of  quantities  (on  work  that  may  be  to  a certain  extent 
problematical)  for  the  sake  of  avoiding  the  popular  outcry 
against  extras,  and  thus  run  the  risk  of  having  to  pay  Con- 
tractors a price  for  work  that  they  may  never  do  ; for  it  is 
well  known  that  in  “ gross  sum”  Contracts  (particularly 
with  governments,)  they  generally  manage  to  get  an  ad- 
ditional price  for  any  extras  that  may  arise  ; while  on  the 
other  hand,  no  matter  what  the  deductions  may  have  been, 
they  endeavour  to  get  the  full  amount  of  the  orginal  price  in 
the  Contract. 

The  present  condition  of  the  Work  may  be  stated  as  follows: 

The  Foundation  of  the  Piers  and  Abutments  are  all  laid  ; 
She  two  centre  Piers  are  nearly  completed  ; the  Eastern  Abut- 
ment is  - above  the  level  of  the  water,  and  the  Contractor  is 
now  laying  the  Masonry  in  the  footing  courses  of  the  Western 
Abutment,  which  is  being  laid  “dry,”  to  admit  of  the  work 
being  prosecuted  during  the  winter. 

Nearly  the  whole  of  the  Granite  for  the  completion  of  the 
Bridge,  is  delivered  and  dressed  ; and  if  ordinary  exertion  is 
used,  to  get  the  two  Abutments  during  the  present  winter  above 
the  level  of  the  usual  spring  freshet — so  that  the  works  may 
not  be  stopped  during  the  recurrence  of  the  same  in  June  and 
July  next;  there  will  be  no  difficulty  in  finishing  the  Masonry 
by  the  beginning  of  August,  1859.  The  -Iron  Girders  are  all 
delivered  and  housed,  awaiting  the  completion  of  the  Mason- 
ry in  the  Piers,  before  a commencement  is  made  towards 
erecting  the  former  into  position. 

As  the  Girders  can  be  raised  upon  a scaffolding  before  the 
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Abutments  are  completed,  it  follows  that  the  whole  Viaduct 
may  be  finished  simultaneously  with  the  Masonry,  and  the 
Railway  carried  over  it  about  the  first  of  August  next.  In 
case  it  should  be  desired  to  open  at  an  earlier  day,  a tempora- 
ry pile  bridge  can  easily  be  erected  in  the  Spring,  at  a small 
expense. 

This  Viaduct  though  it  has  progressed  slowly,  so  far  as 
completed,  is  well  done  ; and  would  be  acknowledged  by  com- 
petent judges  to  be  good  work  any  where,  and  considering 
the  low  price  at  which  this  work  was  undertaken,  the  execution 
reflects  credit  on  the  Superintending  partner,  Mr.W.  H.  Crosby. 

SECTIONS  T,  8 AND  9. 

Sections  7,  8 and  9,  Hampton  District,  and  5 and  4,  Salis- 
bury, next  in  order,  were  let  on  the  15th  of  December,  1857, 
to  Messrs.  Blackie  & Johnston, — Dillon  P.  Myers, — Thomas 
King  & Co., — Walker  &:  Co.,  and  McDonald  & McBean — con- 
secutively,— to  be  completed  on  the  1st  November,  1S59. 

The  two  first,  and  the  last  of  these  Sections  are  well  ad- 
vanced ; a reference  to  Table  A,  No.  9,  in  the  Appendix, 
will  show  that  if  they  proceed  at  the  same  rate  during  each 
portion  of  the  allotted  period,  that  they  have  hitherto,  they 
will  be  completed  within  the  time  specified. 

Sections,  No.  9,  Hampton,  and  No.  5,  Salisbury  District,  are 
not  nearly  in  so  satisfactory  a state,  and  redoubled  exertions 
will  be  required  upon  these  Sections,  during  the  ensuing  Sum- 
mer, to  complete  them  in  accordance  with  the  terms  of  the 
Contracts — otherwise  the  final  opening  of  the  Railway  may 
be  delayed. 

During  the  past  Summer,  the  location  between  Sussex  and 
Salisbury,  28  miles  in  extent,  has  been  completed.  This 
division  was  divided  into  seven  Sections  of  about  four  miles 
each ; and  the  Grading,  Masonry  and  Bridging,  put  under  Con- 
tract on  the  8th  day  of  October  last.  The  Track-laying  and 
Ballasting,  being  reserved,  to  be  let  hereafter  as  a separate 
Contract. 

This  latter  course  was  adopted,  in  consequence  of  it  being 
found,  that,  where  these  items  were  included  with  the  other 
work,  the  Contractors  injured  the  Permanent  Material  (Rails, 
Chairs,  Spikes  and  Sleepers,)  by  using  them  for  their  own 
temporary  purpose,  in  the  construction  of  their  work  ; the 
damage  thus  caused,  exceeded  the  additional  cost  of  doing  the 
work  without  such  aid.  The  Iron  Rails  were  frequently  so 
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injured  in  removing  a few  trifling  yards  of  earth,  from  neglect 
in  not  “ packing”  the  sleepers,  &c.,  as  to  render  them  unfit  for 
Permanent  Track. 

These  Contracts,  which  are  for  the  last  remaining  portion 
of  the  Road  to  be  let,  are  to  be  completed  by  the  1st  of  June, 
1860.  The  “ clearing”  throughout  this  Division  is  completed, 
and  the  Grading  as  well  as  the  delivery  of  stone  for  Bridges, 
materials  for  Fencing  and  Sleepers,  &c.,  have  been  com- 
menced upon  all  the  Sections. 

From  the  light  nature  of  the  Grading  upon  this  Division, 
averaging  under  24,000  cubic  yards  of  earth  to  the  mile,  there  is 
not  the  least  doubt  but  that  the  Contractors  will  be  enabled  to 
finish  their  work  within  the  time  specified. 

Should  circumstances  occur  to  render  it  an  object  of  impor- 
tance to  open  the  whole  Railway  before  the  first  of  July,  1860, 
there  would  be  no  great  difficulty  in  so  doing ; as  by  giving  a 
small  bonus  to  the  several  Contractors,  the  Earth  work  on  all 
the  Sections  above  referred  to,  could  be  completed  by  the  1st  of 
October,  1859,  instead  of  1st  June,  1860. 

A portion  of  the  ballast  could  in  the  meantime  be  carted  on 
the  several  Sections  ; and  as  soon  as  the  Railway  is  ready  for 
the  Cars,  over  the  Hampton  and  Salisbury  Divisions,  so  that 
the  Rails  can  be  delivered  at  Sussex  and  Salisbury  respectively, 
the  laying  of  the  Track  between  these  points  may  be  immedi- 
ately commenced,  and  successfully  prosecuted  to  completion 
during  the  Winter  of  1859-60  ; and  sufficient  ballast  can  be 
easily  laid  on  during  the  Spring,  to  admit  of  the  whole  Road 
being  certainly  opened  with  safety  by  the  1st  of  July,  1S60,  or 
by  the  1st  June,  if  necessary. 

From  what  has  now  been  said,  in  reference  to  the  completed 
and  still  progressive  portions  of  the  Road,  its  state  of  progress 
may  be  briefly  summed  up  as  follows  : — 


1st  Division — Moncton  to  Shediac, 


2d 


3d 

4th 

5th 


completed , 
completed , 


— Saint  John  to  Salmon  Brook, 

—Section  5 and  6, 

including  Hammond  River  Viaduct,  %ths  dove , 

— Hampton  to  Sussex,  ...  ^ done, 

— Moncton  to  head  of  Petitcodiac,  - ' 2-bths  done, 

— Sussex  to  head  of  Petitcodiac — located,  let, 
cleared,  and  work  well  begun, 


Branch  to  wharves  at  Moncton, 


completed , 


Miles. 

19.42 

9.60 

11.C0 

23.18 

20.59 

24.51 

0.88 

109.18 


Total  Miles 
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It  having  been  recommended  that  the  locations,  as  com- 
pleted by  Messrs.  Peto,  Brassey,  Betts  and  Jackson,  should 
be  revised.  I now  proceed  to  give  the  characteristics  of  both 
locations,  as  well  as  a description  of  the  character  of  work 
proposed  to  have  been  built  by  that  firm,  as  compared  with 
that  now  in  course  of  construction. 


CHARACTERISTICS  OF  THE  ROAD  AS  ORIGIN- 
ALLY LOCATED. 

The  Line,  as  originally  located,  commenced  on  the  eastern 
side  of  the  Marsh  Creek,  outside  the  bounds  of  the  City  of 
Saint  John,  and  proceeded  up  the  fiat  of  the  Marsh,  crossing 
a bend  of  the  Creek  near  the  One  Mile  House,  (so  called)  until 
it  struck  the  rough  and  broken  ground  near  the  “Moose  Path,” 
here  passing  the  present  Post  Road  on  the  level,  thence  to  be- 
yond Torryburn,  when  the  location  followed  the  general 
contour  of  the  shore  of  the  Keenebecasis  Bay,  intersecting 
Davidson’s  Cove,  and  thence  having  passed  over  the  points  of 
land  intervening  between  Davidson’s  Cove  and  Sandy  Cove, 
it  again  met  the  Kennebecasis,  afterwards  pursuing  with  but 
little  variation  its  sinuosities,  until  it  reached  Harris’s 
Cove — one  quarter  of  a mile  East  of  Gondola  Point, 

From  this  place,  still  skirting  the  shore  line  to  the  head  of 
Forrester’s  Cove,  the  Road  would  have  passed  over  the  inter- 
vening points  of  land  to  the  Hammond  River,  and  crossed 
the  River  by  an  Iron  Girder  Bridge,  560  feet  in  length.  Pro- 
ceeding from  thence  the  line  skirted  the  shores  of  Darl- 
ing’s Lake,  crossing  Groom’s  Cove,  and  was  carried  over  to 
the  head  of  the  Ossekeag,  and  from  thence  following  to  the 
South  side  of  the  Kennebecasis  River — the  present  Channel  of 
that  River  being  crossed  on  the  interval  near  the  mouth  of 
the  Passekeag  Creek,  thus  rendering  (if  this  location  had  been 
adopted)  an  expensive  diversion  of  the  river  necessary. 

Between  this  point  and  Sussex  Yale,  the  line  was  intended 
to  have  been  carried  over  the  several  brooks,  requiring  to  be 
crossed,  by  means  of  wooden  trestle  bridges,  varying  from 
30  to  180  feet  in  length. 
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From  Sussex  Vale,  by  this  location*,  the  Road  would  have- 
crossed  Trout  Brook  and  Salmon  River,  by  wooden  and  iron 
Girder  Bridges,  600  feet,  and  420  feet  respectively  in  length  ; 
and  passing  through  Upper  Sussex  and  turning  up  the  Valley 
of  Stone’s  Brook,  following  the  same  until  it  struck  the  head 
waters  of  the  Anagance.  From  hence  the  Line  kept  the 
Southern  side  of  the  Anagance — still  holding  an  Easterly  direc- 
tion, and  crossing  that  river  a little  below  its  confluence  with 
the  North  River,  at  which  place  the  name  of  the  river  becomes 
the  Petitcodiac ; from  thence  keeping  the  Petitcodiac  to  the 
South,  the  Line  followed  nearly  the  general  bends  of  the  Post 
Road  to  Moncton  ; crossing  the  brooks  which  fall  from  the 
Northward  into  the  Petitcodiac,  near  their  mouths  by  wooden 
trestle  Bridges, — thus- continuing  till  it  reached  the  Station  at 
Moncton. 

From  Moncton,  the  Line  wound  round  the  rear  of  the  town, 
crossedllall’s  Creek,  and  proceeded  circuitously  up  the  Valley 
of  Harris’  Mill  Stream  to  its  crossing — thence  to  Cook  A 
Brook,  passing  over  the  summit  161.9  feet  above  high  water 
spring  tide  level  at  Saint  John  Harbor — passing  on  through 
the  Shediac  Station  to  Cape  Brule,  a distance  of  110  miles; 
from  the  Marsh  Bridge  at  Saint  John. 

CHARACTERISTICS  OF  THE  LINE  AS  AT 
PRESENT"  LOCATED. 

The  Line  as  at  present  located,  begins  at  the  Mill  Pond" 
Station,  St.  John,  and  takes  an  Easterly  course,  keeping  on 
the  Northern  side  of  the  Marsh  Creek,  until  it  crosses  it,  op- 
posite the  residence  of  Robert  Jardine,  Esquire,  where  it  joins- 
the  Line  previously  located  ; this  portion  of  the  original  loca- 
tion having  been  previously  partially  constructed.  From  the 
Three  Mile  House,  the  Line  diverges  Bom  that  first  located, 
and  taking  a direct  course  passing  fourteen  feet  above  the 
level  of  the  Post  Road  at  the  Four  Mile  Bridge  and  'under 
the  same  at  Lawlor’s  Lake,  where  it  again  intersects  the  old 
Line  ; from  thence  to  the  Nine  Mile  House,  the  new  line  does 
not  differ  materially  from  the  old  one.  But  from  the  Nin  e Mile 
House  to  Hammond  River,  it  will  be  seen  by  reference  to  a 
former  portion  of  this  Report,  that  the  new  line  deviates- 
widely  from  that  originally  located,  being  also  much  shorter 
and  in  every  way  preferable.  From  Hammond  River  to 
Hendricks’,  the  two  lines  vary  but  little.  Leaving  this  point., 
% marked  deviation  is  observable  ; the  new  line  passes  over 
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tlie  summit  near  the  corner  of  the  Passakeag  Road,  wind- 
ing round  the  large  bend  in  the  Kennebecasis,  and  again 
joining  the  former  location  at  a distance  of  27  miles  from  St. 
John.  By  this  cletour  the  heavy  excavations  which  would 
otherwise  have  been  required  for  the  alteration  of  the  Chan- 
nel of  the  River,  and  the  effects  of  the  annual  heavy  freshets 
(often  of  a most  disastrous  nature)  have  been  avoided. 

From  the  point  last  named,  to  within  a mile  of  the  boun- 
dary between  Kings  and  Westmorland  Counties,  the  new 
line,  pursuing  the  same  general  direction,  differs  in  many 
essential  points  from  that  originally  located.  Curves  of  larger 
radii  and  tangents  of  greater  length  have  been  substituted. 
From  hence  to  Moncton  the  whole  location  consists  of  only 
four  very  long  tangents  and  four  curves  of  large  radii.  A 
great  saving  in  Curvature  has  been  effected  thereby,  while 
the  Gradients  are  not  in  any  way  heavier  than  those  designed 
for  the  former  road. 

From  Moncton  to  Shediac,  the  line  having  been  partly  con- 
structed by  Messrs.  Jackson  & Co.,  it  became  necessary  to 
adopt  the  previous  location  ; but  here  some  changes  were 
made,  longer  tangents  being  adopted  in  several  places,  there- 
by effecting  a direct  saving  in  the  curvature  and  distance. 
From  Shediac  Station  to  Point  du  Chene,  the  constructed  line 
was  followed  for  a short  distance,  but  for  the  remainder  a 
new  line  was  located  down  to  the  present  wharf. 

The  whole  distance  from  Mill  street,  St.  John,  to  Point  du 
Chene  in  Shediac  harbor,  is  108  3-10  miles  or  only  eight  per 
cent  longer  than  a straight  or  “air”  line,  and  it  is  also  shorter 
than  the  original  location  by  2,  2-3  miles. 

A Branch  Line  S8-100  of  a mile  in  length  has  been  con- 
structed from  the  Station  in  Moncton  to  the  public  wharf  in 
that  place.  As  this  line  crosses  the  heads  of  the  wharves  in 
this  town,  Sidings  and  Loading  Platforms  have  been  provided 
for  the  accommodation  of  those  using  them.  The  public  wharf 
has  been  entirely  remodelled,  repaired  and  furnished  with  a 
moveable  loading  and  landing  Slip.  Additions  have  also  been 
made  to  the  bed,  so  that  vessels  may  lay  at  low  tide  with 
safety.  A commodious  Freight  house  has  also  been  fitted  up 
with  conveniences  for  loading  and  storing  freights. 

The  maximum  Gradients  on  either  location,  are  at  the  rate 
of  forty-five  feet  per  mile. 

Table  B.,  No.  2,  contains  a summary,  shewing  the  lengths 
of  each  description  as  designed  for  both  lines.  On  the  ori- 
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ginal  location  the  minimum  radius  of  curvature  between  St 
John  and  Shediac  was  1584  feet, — the  maximum  was  5280 
feet. 

On  the  revised  location,  the  minimum  radius  of  curvature 
is  2865  feet  between  St.John  and  Moncton,  and  the  maximum 
12,278  feet.  Between  Moncton  and  Shediac  the  radii  of 
the  curves  are  the  same  as  those  of  the  original  location.  On  the 
original  location,  the  total  amount  of  curvature  between  St. 
John  and  Shediac  was  3901  degrees  or  35  degrees  per  mile. 

On  the  revised  location  to  Point  du  Chene,  the  total  amount 
of  curvature  is  2173  degrees  or  20  degrees  per  mile. 

On  the  original  location  the  total  amount  of  straight  line 
was  70.9  miles  , and  of  curved  line  40.1  miles. 

On  the  revised  location,  the  total  amount  of  straight  line,  is 

79.7  miles,  and  of  curved  line  28.6  miles,  making  a gain  of 

8.7  miles  of  straight  line,  and  a reduction  ot  curvature  ex- 
pressed in  length  of  11.4  miles. 

The  whole  amount  of  the  ascents  on  the  revised  location 
from  St.  John  to  Shediac,  is  1063  feet,  and  the  amount  of  the 
descents,  is  1075  feet. 

The  summit  or  highest  point  on  the  line,  is  twelve  and  a half 
miles  from  St.  John,  and  has  an  elevation  ofl65  feet  above  the 
level  of  high  water  in  St.  John  Harbour. 

Table  B.  No.  2,  exhibits  the  details  of  the  gradients  as  de- 
signed for  the  new  location — shewing  their  length, — total 
distance  from.  St.  John — rate  per  100  feet — grade  per  mile, 
ascent  and  descent,  and  elevation  above  the  tide  water  at  Saint 
John. 

Table  B.,  No.  3,  gives  a summary  of  the  curves  and  tangents 
as  designed  for  both  routes 

Table  B.,  No.  1,  shews  the  lengths  between  the  different 
locations. 

From  the  foregoing  remarks,  it  will  appear  that  the  advan- 
tages that  have  resulted  from  revising  the  locations  previously 
made,  by  Messrs.  Peto,  Brassey,  Betts  & Jackson  are  very 
decided,  and  may  be  stated  in  general  terms  as  follow  : — 

Seventy-five  curves  have  been  dispensed  with,  and  straight 
lines  substituted  ; ten  of  them  being  dangerous  “ reversed7' 
curves,  and  sixteen  others,  connected  by  short  tangents  of  from 
twenty  to  ninety  feet,  between  the  points  of  “ reversion” — 
that  are  scarcely  less  dangerous. 

On  the  revised  location,  the  shortest  tangent  line  between 
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two  curves  in  opposite  directions  is  400  feet;  the  minimum  ra- 
dius of  curvature  has  been  increased  from  15S4  to  2865  feet. 

By  these  reductions  of  curvature  and  elongations  of  radii , 
the  Railway  will  admit  of  very  greatly  increased  speed  with 
safety , and  these  improvements  will  also  be  the  cause  of  a 
great  permanent  saving  of  wear  and  tear  in  the  working  of 
the  road. 

Sharp  curves  are  always  highly  objectionable,  particularly 
on  passenger  roads,  from  their  “ wear  and  tear”’  of  Engines 
and  Cars,  and  displacement  of  Rails,  &c. ; and  the  danger  of 
running  off  the  track,  is  very  much  increased  thereby,  especially 
at  high  velocities. 

The  actual  saving  in  distance  effected  from  St.  John  to  the* 
end  of  the  wharf  at  Shediac,  is  two  and  two  thirds  miles,  while* 
at  the  high  rate  of  speed  that  can  and  will  be  maintained  upon 
this  Railway,  should  its  connection  with  proposed  lines  from 
East  and  West  be  effected,  the  absolute  reduction  of  1727  de- 
grees of  angular  deflection,  (technically  termed  “ curvature,”) 
equal  to  four  and  eight  tenths  entire  circles,  will  be  equivalent 
to  a further  reduction  in  the  working  expenses  of  the  road,  of 
six  miles  ; or,  in  other  words,  the  amount  of  curvature  here 
stated,  had  it  remained  in  the  Line,  would  have  entailed  an 
expense  in  friction  and  loss  of  power,  (exclusive  of  wear  and 
tear)  equivalent  to  that  on  six  straight  and  level  miles.* 

These  two  items  therefore,  I maintain,  virtually  make  a 
permanent  saving  in  the  working  expenses  of  the  passenger 
traffic  equivalent  to  a reduction  of  eight  and  two  thirds . miles 
of  distance. 

CHARACTERISTICS  OF  CONSTRUCTION-  ONT  PRE- 
SENT ROAD. 

The  Railway  is  laid  out  as  a single  line  of  five  feet  six 
inches  guage  ; although  the  ample  quantity  of  100  feet  in  width 
of  land  taken,  as  well  as  the  location  of  the  centre  line,  like- 
wise the  Station  Buildings,  are  arranged  for  a double  Track,, 
if  required  hereafter. 

The  Permanent  Way  consists  of  a single  T rail,  of  the  latest 
improved  American  pattern,  63lbs.  to  the  yard,  of  Staffordshire 
hammered  iron,  fastened  down  at  the  rail  joints  only,  (with 
cast  chairs,  of  24lbs.  weight  each,  manufactured  from  “ best 
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Welsh  cold  blast  ” iron,)  to  sleepers,  of  cedar,  hacmatac  or 
pine,  nine  feet  in  length,  ten  inches  wide,  and  six  inches  deep, 
laid  two  feet  four  inches  apart  from  centres,  the  largest  being 
at  the  joints,  and  all  bedded  in  clean  ballast,  twelve  feet  wide 
at  the  base  of  rail,  and  extending  twenty  inches  in  depth  be- 
low the  same  level.  The  width  of  the  Roadbed  is  not  less 
than  twenty  feet,  on  embankments,  and  twenty-four  feet  in 
excavations  at  “ formation  level”  which  is  two  feet  below 
rail  height. 

The  side  slopes  are  nowhere  less  than  one  and  a half  hori- 
zontal, to  one  perpendicular,  though,  where  required,  these  have 
been  reduced  to  one  and  three  quarters,  and  two  to  one. 

In  construction,  the  road-bed  has  invariably  been  kept  two 
or  three  feet  above  the  general  level  of  the  ground  whenever 
practicable,  in  order  to  ensure  a good  drainage  and  facilitate 
the  removal  of  the  snow,  (a  very  necessary  precaution  in  this 
climate  ;)  when  this  could  not  be  effected  without  incurring  too 
much  expense,  and  when  material  obtained  from  excavation 
of  ordinary  width,  was  insufficient  to  complete  the  adjoining 
embankment,  the  low  and  wet  cuttings  liable  to  be  deluged  with 
water,  have  been  increased  to  thirty-five  feet  in  width  at  for- 
mation level,  and  capacious  ditches  opened  on  either  side  ; 
thereby  forming  as  it  were  embankments  throughout  the  cut- 
tings— a desideratum  very  essential  for  the  efficient  working  of 
railways  in  the  severe  winters  in  this  climate. 

On  steep  side  hill  cuttings  also,  where  ice  would  be  liable  to 
be  formed  over  the  rails,  the  excavations  on  the  double  track 
side,  have  been  enlarged  to  twenty  feet  from  centre,  or  thirty- 
two  feet  in  all,  and  a “ catch  water  ” drain  ten  feet  in  width  and 
two  feet  in  depth,  below  formation  level,  has  been  inserted 
between  the  side  hill  and  the  Railway ; wherever  the  depth  of 
embankments  exceeded  thirty-feet,  the  formation  width  has 
been  increased  to  twenty-two  feet,  and  the  side  slopes  made 
two  to  one  ; and  wherever  the  action  of  water  had  to  be 
especially  guarded  against,  “ rip  rap  ” or  bank  paving  has  beeu 
placed  as  a protection.  The  rock  excavations,  are  not  less  than 
twenty-four  feet  in  width,  with  si^e  slopes  of  three  inches 
to  the  foot. 

The  Masonry  for  the  large  and  more  important  bridges,  is 
the  best  “Ashlar  ” with  “ hammer  dressed”  beds,  and  rough  or 
quarry  faces,  laid  in  hydraulic  cement ; while  that  of  the  smaller 
class  bridges,  is  of  good  substantial  punched  rubble  laid  dry. 
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The  superstructure  of  all  bridges  of  spans  above  forty-feet 
is  composed  of  wrought  iron;  all  of  these  bridges  have  been 
so  designed,  as  to  ensure  safety  and  stability,  with  proper  re- 
gard to  economy. 

The  patterns  adopted,  are  of  three  kinds,  viz.  : — ■“  Stephen- 
son’s, Fairbairn’s,  and  Warren  & Kennard’s  patents.” 
Those  that  have  hitherto  been  executed,  may  rank  with  the 
best  of  their  respective  kinds  in  other  lands. 

I may  here  remark,  that  latterly,  all  the  iron  rails  and  girders, 
have  been  prepared  under  the  superintendence  of  Charles 
May,  Esq.,  C.  E,  of  No.  3,  Great  George  Street,  Westmin- 
ster— and  it  is  but  an  act  of  justice  to  that  gentleman  to 
observe,  that  he  has  executed  this  duty  with  ability  and 
fidelity. 

The  superstructure  of  Bridges  of  Spans  under  forty  feet,  is 
of  wood,  composed  of  the  best  well  selected  St.  John  pine 
timber.  Table  B.,  No.  4,  gives  a statement  of  the  quantity 
of  iron  and  wooden  bridging,  that  was  to  have  been  erected  by 
the  former  Contractors,  and  also  shews  the  greatly  reduced  quan- 
tity of  bridging  now  being  completed.  A perusal  of  this  Table 
will  show,  that  although  iron  superstructure  has  been  extended 
to  the  ten  principal  bridges,  or  to  all  spans  of  upwards  of  forty 
feet,  while  the  original  Specification  only  contemplated  apply- 
ing iron,  to  four  Bridges  of  Spans  of  one  hundred  feet  and 
upwards,  yet  the  total  quantity  of  Iron  Bridges  has  been 
reduced,  from  eighteen  hundred  and  twenty,  to  thirteen  hun- 
dred and  ten  lineal  feet.  The  wooden  superstructure,  has  also 
been  reduced,  from  four  thousand  and  eighty-four,  to  two  thou- 
sand three  hundred  and  eighty-six  feet,  or  nearly  one-half.  It 
is  likewise  worthy  of  remark,  that  nearly  all  the  wooden  bridg- 
ing, was  originally  intended  to  have  been  composed  of  /resile 
work,  with  the  earth  slopes  running  directly  through  the  posts — 
a method  of  all  others,  the  least  permanent.  The  wooden 
bridges  now  being  constructed,  are  the  best  of  their  several 
kinds;  the  material  and  workmanship,  in  all,  are  to  be  of  the 
best  description,  carefully  planed  and  painted,  and  protected 
from  the  weather  as  much  as  possible,  by  a covering  of  asphal- 
fum  or  zinc.  They  Emprise  twelve  of  woodwork  alone,  and 
twenty  two,  having  a similar  superstructure  with  the  former, 
but  with  the  addition  of  stone  abutments, — the  span  between 
which  (with  a special  view  to  permanency)  has  been  con- 
tracted to  the  shortest  length,  consistent  with  the  requisite 
space  for  the  water:— -this  will  account  for  a portion  of  this  re- 
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duction.  A further  reduction  of  trestle  bridging  has  been 
effected,  by  the  substitution  of  arch  and  box  culverts  of  stono, 
with  embankments,  wherever  practicable ; by  which  the  conse- 
quent demand  for  repairs  and  liability  to  accident,  has  been 
greatly  reduced. 

Nearly  all  the  main  roads  intersected  by  the  Railway,  have 
been  crossed  either  over  or  under,  by  means  of  substantial 
bridges, ^level  crossings,  (as  originally  intended,)  being  the 
exception  rather  than  the  rule. 

The  arch  culverts  on  the  Line,  vary  from  4 to  12  feet  span  $ 
they  are  of  the  ver  j best  description  of  material  and  workman- 
ship, and  laid  in  hydraulic  cement. 

The  box  culverts  are  of  different  sizes,  and  are  with  a few 
exceptions,  of  a very  good  description  of  strong  punched  rub- 
ble masonry  laid  dry;  no  wooden  culverts  on  the  main  Line, 
covered  by  earth- work,  have  been  permitted. 

From  Moncton  to  Point  du  Chene,  the  superstructure  is 
composed  of  the  U or  bridge  rails  imported  by  Messrs  Jack- 
son  & Co.  As  a previous  and  extended  experience  of  this 
Rail  on  the  St.  Andrews  and  Quebec  Railway,  had  confirmed 
me  in  the  opinion  that  the  single  X or  American  pattern,  was 
a superior  form  of  rail  for  this  climate,  its  adoption  was 
recommended,  for  the  residue  of  the  line  between  Moncton  and 
St.  John,  as  already  stated.* 

In  crossing  the  several  viaducts  and  bridges  between  St. 
John  and  Moncton,  “ Winslow’s  Compound,”  or  continuous 
hearing  Rail  has  been  adopted.  This  dispenses  with  both 
joints  and  fishes  &c.,  and  thus  adds  largely  to  the  safety  of  the 
Railway. 

A pier,  1S50  feet  in  length,  has  been  built  at  the  Shediae 
terminus  at  Point  du  Chene, — 1000  feet  of  which,  is  thirty 
feet  wide;  and  770  feet,  forty  feet  in  width;  at  the  end  an 
L SO  x 150  has  been  placed.  A single  Track  has  been  laid 
down  and  a carriage  road  constructed  alongside  the  railway 
throughout  its  whole  length  ; suitable  mooring  posts  and  rings 
have  been  provided,  thus  ensuring  (as  far  as  possible)  safety 
to  ships  moored  alongside  the  Pier.  Loading  Platforms  have 
also  been  erected,  and  cranes  have  been  procured  to  facilitate 
the  shipment  of  freight  or  cargo. 

In  further  explanation  of  the  style  on  which  the  works  are 


♦ Sjo  latter  part  of  Note  C.  on  this  subject. 
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being  executed,  I beg  to  refer  to  the  form  of  Specification  at- 
tached to  the  Contract  at  the  end  of  this  Report  ; and  I take 
this  opportunity  of  stating,  that  a strict  adherence  to  the  terms 
of  these  Specifications,  is  invariably  insisted  upon. 

In  concluding  these  remarks  upon  the  several  constructions 
in  this  Railway,  I beg  to  say,  that  the  works  generally  are 
being  built  in  a thorough  and  substantial  manner,  and  with  a 
due  regard  to  the  ultimate  requirements  and  permanent  effi- 
ciency of  the  Road,  and  at  the  same  time  with  every  atten- 
tion to  a proper  economy. 

As  some  test  of  the  goodness  and  safety  of  the  Road,  it  is 
worthy  of  remark,  that  since  the  two  divisions  from  Moncton 
to  Shediac,  and  from  St.  John  to  Kennebecasis  have  been 
opened,  doing  a considerable  traffic,  and  at  an  average  rate  of 
speed  of  about  30  miles  per  hour,  (while  the  train  is  in  motion,) 
and  extending  over  a period  collectively  of  nearly  two  seasons, 
during  which  no  accident,  or  failure  of  any  kind  has  taken 
place,  arising  from  imperfections  in  construction,  or  from  any 
inherent  defect  in  the  way,  works,  or  rolling  stock. 

And  I believe  I am  justified  in  saying,  that  no  Engine  or 
Train  has  been  thrown  off  the  Main  Line,  through  any  of  the 
above  causes  ; indeed,  no  accident  of  this  kind  has  occurred, 
and  this  is  the  more  remarkable,  when  is  remembered,  that 
both  the  above  Divisions  were  opened  for  Traffic,  before  the 
Ballasting  was  completed,  and  while  a considerable  proportion 
of  the  work  was  in  an  unfinished  state. 

ROLLING  STOCK. 

Table  A,  No.  8,  shows  a list  of  required  quantity  of 
Engines,  Cars,  Snow-ploughs  and  equipment  generally 
designed  for  the  Railway  ; it  will  he  sufficient  to  say  that  they 
are  of  the  newest  and  most  approved  American  pattern,  and 
are,  in  my  opinion,  better  adapted  to  the  climate  of  this  country 
and  the  traffic  to  be  anticipated,  than  any  other. 

The  experiment  of  building  the  Locomotives  in  this  city  (St. 
John,)  has  been  entirely  successful,  and  I have  no  doubt  that 
the  enterprising  builders,  Messrs.  Flemingand  Humbert,  having 
perfected  their  arrangements,  can  make  Engines  equal  to  those 
imported  from  Boston. 

The  Passenger  Cars  on  this  Railway,  are  especially  worthy 
of  notice  ; in  point  of  interior  capacity  and  general  arrange- 
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ment,  I do  not  hesitate  to  say,  (although  made  in  this  city)  that 
they  are  unsurpassed  in  America,  and  reflect  much  credit  on 
Mr.  James  the  Contractor,  who  has  spared  no  pains  in  their 
completion. 

As  it  is  very  desirable  that  all  the  Rolling  Stock  of  a Rail- 
way, each  of  their  respective  kinds,  be  of  uniform  size  and 
pattern  so  that  the)?"  may  be  as  much  as  possible  duplicates  of 
each  other  ; and  as  there  is  now  a large  proportion  of  the 
stock  required  already  on  the  road,  prepared  in  accordance 
with  well  digested  designs,  I cannot  conclude  this  notice  with- 
out recommending  that  the  original  patterns  be  generally 
adhered  to. 

Exception  has  been  taken  to  the  wrought  iron  trucks  under 
the  Freight  and  Platform  Cars  as  they  are  liable  to  get  out  of 
adjustment  ; but,  as  this  only  happens  in  the  event  of  Cars 
running  off  the  rail,  which  very  rarely  occurs  on  this  Rail- 
way, it  is  questionable  whether  the  objection  would  not  be 
overruled  by  the  superior  permanency  of  the  iron  truck. 

OBSERVATIONS  ON  THE  CONTRACT  MADE  WITH 
MESSRS.  JACKSON  & Co. 

The  superiority  of  the  Road  now  being  constructed,  over 
that  which  would  have  been  made  under  the  original  con- 
tracts with  Messrs.  Jackson  & Co.  having  been  assumed  in 
this  Report,  it  is  proper  to  state  succinctly  and  clearly,  the 
grounds  on  which  a comparison  of  the  two  lines,  is  presumed 
to  be  favourable  to  the  former. 

Such  a comparison  cannot  be  fairly  made,  without  adopt- 
ing some  standard,  by  which  the  merits  of  both  lines  can  be 
measured. 

Assuming,  therefore,  that  a road  is  in  every  point  of  view 
the  best, — which  is  the  shortest,  the  most  level,  durable — and, 
at  the  same  time, — the  cheapest  which  can  be  made — the 
following  comparison  may  be  instituted. 

To  facilitate  this  enquiry  it  is  well  to  refer  to,  and  thor- 
oughly examine,  the  original  specification' (marked  A)  a copy 
of  which  is  annexed. 

It  must  be  remembered,  that  it  has  been.considered  judici- 
ous to  substitute  work  of  a superior  character  to  that  specified 
and  as  exhibited  on  the  drawings — and  to  add  thereto. 
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From  the  character  of  the  specification  it  will  also  he  evi- 
dent that  extra  work  (not  provided  for  therein)  would  have 
been  imperatively  required. 


The  points  here  briefly  referred  to,  as  particularly  demand- 
ing attention,  are  more  fully  discussed  in  Note  C.  The 
additional,  cost  to  that  which  would  have  been  incurred,  by 
strict  adherence  to  the  former  contracts,  was  rendered  neces- 
sary for  the  attainment  of  the  following  objects  ; — 

1st,  additional  cost  of  Iron  for  superstructure. 

2nd,  widening,  straightening,  and  perfecting  the  grading. 


3d,  the  substitution  of  arch  culverts,  covered  by  embank- 
ments, and  permanent  bridging — in  place  of  trestle  work 
(occasional)  wooden  culverts,  or  level  crossings. 

4th,  the  erection  of  five  additional  wood  and  water  stations. 

5th,  grading  depot  grounds. 

6th,  the  construction  of  Shediac,  Moncton  and  Torryburn 
wharves. 

7tli,  making  35  miles  additional  Fencing  and 

liquidating  land  damages. 

* The  proper  value  of  these  several  additional  items  is  as 
follows  : — 


Original  contract  price  <£6,500  stg.  per  mile  £7,800 

Additional  cost  of  Iron  above  that  specified,  at  per  mile  240 
Additional  earth  work  for  widening,  straight- 
ening, and  perfecting  grading,  at  per  mile  633 

Additional  cost  of  permanent  bridging  in 
lieu  of  trestle  work,  wooden  culverts, 
and  level  crossings,  at  per  mile  351 

Additional  wood  and  water  stations,  at  per  mile  35 

Additional  depot  grounds,  at  per  mile  138 

Additional  wharves,  at  per  mile  83 

Additional  fencing,  at  per  mile  51 

Land  damages,  at  per  mile  277 

Total  cost  of  present  road  by  original  contract  per  mile  £9,608 

Present  estimated  cost  per  mile  8,500 


Saving  per  mile , 


£1,108 


* For  a further  explanation  of  this  comparative  estimate,  I refer  to  Note  C, 
where  the  causes  of  these  items  being  charged,  are  enlarged  upon  ; and  I also 
call  attention  to  the  significant  quotations  from  the  Report  of  Mr.  Charles  HnUon 
Gregory,  and  M[r.  Walter  Shauly  on  the  Grand,  Trunk  Railway, 
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From  this  it  is  evident,  that  it  was  only  by  the  substitution 
of  less  perfect  and  permanent  work,  that  the  Road  could  have 
been  built  cheaper  than  it  is  now  being  constructed. 

It  may  not  be  improper  here  to  call  attention  to  the  com- 
parative estimate,  which  has  been  furnished  to  you,  of  the 
average  cost  per  mile  of  the  Nova  Scotian,  New  York,  and 
European  and  North  American  Railways.*  It  will  therein 
be  perceived  that,  in  the  items  of  Grading,  Masonry  and 
Bridging,  the  cost  of  this  Road  is  large  in  proportion  — this 
increase  it  must  be  remembered,  is  for  work  of  an  enduring 
and  permanent  character,  (which  governs  the  annual  outlay 
for  repairs) — while  in  rolling  stock,  buildings,  engineering 
and  contingencies,  the  proportion  of  this  is  small. 

This  Table  is  worthy  of  study  and  is  very  significant,  af- 
fording, as  it  does,  a true  criterion  by  which  the  permanent 
character  and  economy  of  expenditure  on  the  European  and 
North  American  Railway,  may  be  judged. 

The  system  of  allowing  contractors  to  prepare  their  own 
specifications  — select  their  engineers  — design  their  loca- 
tions— and  superintend  their  own  constructions  — is  one 
which  renders  them  to  a great  degree  irresponsible, — enabling 
them  in  fact,  to  make  a Railway  to  suit  their  own  pecuniary 
advantage,  and  is  altogether  incompatible  with  the  true  inter- 
ests of  a Provincial  undertaking,  especially  one  of  the  mag- 
nitude and  importance  here  involved. 

While  investigating  the  comparative  merits  of  the  two 
mentioned  methods  of  Railway  construction,  it  has  been  my 
somewhat  unenviable  duty,  to  institute  a comparison  between 
the  Line  as  first  located,  and  the  works  as  now  being  comple- 
ted,— and  I trust,  that  in  so  doing,  I have  not  laid  myself 
open  to  the  charge  of  drawing  invidious  conclusions  or  of 
making  contrasts  further  than  was  necessary  to  render  the 
subject  fully  intelligible. 

It  is  far  from  ny  intention,  to  convey  the  impression,  that 
the  contractors  or  engineers  did  not  fulfil  their  several  en- 
gagements, as  defined  and  ascertained,  by  a strict  construc- 
tion of  the  terms  of  the  original  contract.  On  the  contrary, 
I do  not  hesitate  to  say  that  these  gentlemen  fully  executed 
the  works  as  specified , which  were,  as  far  as  completed,  con- 
structed in  accordance  with  the  contract.  If  just  cause  for 
complaint  here  exists,  it  is  to  be  attributed  to  the  want  of 


* See  page  14. 
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definiteness  in  tlie  specifications,  which  admitted  of  such 
latitude  of  interpretation. 

The  line  as  at  first  located  was  such  a one  as  a judicious 
engineer,  whose  special  duty  it  was  to  study  the  pecuniary 
interest  of  his  employers  — without  any  regard  to  the  subse- 
quent cost  of  maintenance  and  running  expenses  — would 
have  designed.  It  was,  it  is  true,  very  curvilinear  : but, — 
when  it  is  taken  into  consideration,  that  it  was  to  have  been 
paid  for  by  the  mile  and  therefore  rendering  it  a requisite 
object  that  the  road  should  be  made  as  long,  and  as  easy 
to  build  as  possible, — this  should  cause  no  great  surprise ; — 
in  fact,  it  might  have  been  much  less  direct  than  it  was,  and 
still  have  fulfilled  all  the  requirements  of  the  contract. 

The  present  excellent  location  of  the  European  and  North 
American  Railway,  is  mainly  attributable  to  the  numerous 
surveys  and  plans  previously  made  of  it  by  several  eminent 
civil  engineers. 

The  first  survey  was  made  by  John  Wilkinson,  Esq.,  an 
exceedingly  careful  and  scientific  geodetic  surveyor,  whose 
accurate  and  very  superior  topographical  plans  have  been  of 
the  most  essential  service  — a survey  subsequently  prosecuted 
by  Messrs.  Beattie  and  Campbell,  well  known  in  the  profes- 
sion— afterwards  by  Frank  Giles,  Esq.,  assisted  by  a very 
competent  staff',  whose  comprehensive  profiles  and  plans 
were  of  the  greatest  value  in  selecting  the  present  location, 
(these  being  subject  to  the  approval  of  A.  C.  Morton,  Esq.,  the 
consulting  engineer).  All  the  gentlemen  above  referred  to, 
contributed  to  render  the  final  survey  and  location,  compara- 
tively easy,  and  gave  to  their  successor  and  the  Province  the 
benefits  of  all  their  previous  labors  and  experience. 

Before  speaking  of  the  Engineering  Staff  I must  first  beg 
to  acknowledge  the  very  valuable  advice,  and  courteous 
consideration  which  I have  invariably  received  from  Mr.  Par- 
ker, C.  E.,  of  Boston,  who  was  employed  by  the  Government  to 
Inspect  and  Report  upon  the  Works. 

ENGINEERING  STAFF. 

The  staff  has  been  organized  upon  the  American  system, 
which  is  considered  the  best  adapted  for  the  requirements  of 
the  construction  of  Public  Works  on  this  Continent 
wherever  the  general  and  promiscuous  way  of  letting  works 
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to  men  of  all  classes  is  entertained,  without  any  special  regard 
being  had  to  their  qualifications,  and  so  long  as  the  lowest 
tender  for  work  must  necessarily  be  accepted,  such  an  organi- 
zation of  the  staff  will  be  imperatively  requisite. 

In  England  a different  system  is  adopted  ; the  Public 
Works  are  rarely  let  except  to  bona  fide  contractors,  well 
known  to  have  extensive  experience  and  capital ; such  men 
have  generally  a thorough  knowledge  of  their  business,  and 
keep  in  their  employ  a regular  staff  of  Engineers.  The 
works  are  generally,  let  to  the  contractors,  after  the  locations 
and  plans  have  been  carefully  arranged  and  decided  upon, 
— they  becoming  responsible  for  the  works  ; and  executing 
them  under  the  supervision  of  their  own  Engineers ; the 
Company  or  the  Government,  as  the  case  may  be,  merely 
employing  a Chief  Engineer  and  such  a limited  staff  of 
Resident  Engineers  and  Inspectors,  as  may  be  sufficient  for 
the  general  supervision  of  the  Works. 

This,  it  is  evident,  could  not  be  done  in  this  country,  as 
for  the  reasons  already  stated  the  contractors  have  not  the  ex- 
perience as  a general  thing,  nor  have  they  the  Engineers  in 
their  employ  — and  the  result  would  be  that  if  works  were 
let  to  them  under  the  English  system  the  Engineering  (if 
done  at  all)  would  be  done  very  badly,  while  the  construction 
generally  would  be  “ scamped.” 

The  English  system  has  to  a certain  extent  been  tried  in 
Rova  Scotia,  and  I find  from  the  very  able  Report  of  Mr. 
Laurie,  the  Civil  Engineer  appointed  by  the  Government  of 
that  Province,  to  examine  and  report  upon  the  Rova  Scotia 
Railway,  that  the  result  has  not  been  satisfactory. 

Extract  from  Mr.  Laurie’s  Report,  page  41 : — 

“ It  may  be  proper  to  state,  that  I consider  the  Engineer  Department  of  the  road 
as  having  been  organized  on  too  limited  a scale,  originating,  no  doubt,  in  the  laud- 
able desire  of  economy,  but  in  this  it  is  quite  possible  to  go  too  far.  The  force 
employed  has  not  been  sufficient  to  give  the  requisite  levels  and  stakes  during  the 
progress  of  the  work,  and  we  consequently  find,  at  several  places,  the  grading  out 
of  line,  excavations  and  embankments  too  wide,  and  at  others  not  wide  enough, 
improper  ballasting  used,  and  other  matters  of  detail  imperfectly  executed.  Some 
of  the  bogs  and  lakes  which  have  swallowed  up  such  large  quantities  of  material, 
could  have  been  partially  or  wholly  avoided,  and  no  doubt  would  have  been,  had 
proper  soundings  been  taken  to  determine  their  depths  on  the  original  surveys. 
The  services  of  one  or  two  well  qualified  assistant  Engineers  in  addition  to  those 
who  have  been  employed  on  the  road,  to  have  given  a personal  superintendence  to 
the  work,  would  have  saved  large  expenditures  at  many  points — expenditures 
which,  although  nominally  borne  by  the  contractors,  have  generally  in  the  end  to 
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be  made  up  to  them  in  the  shape  of  allowances  or  otherwise.  The  duties  of  Chiof 
Engineer  are  such,  in  the  office,  as  prevents  his  spending  much  of  his  time  upon 
the  line  during  the  construction  of  a road.” 

With  the  above  view,  the  Engineering  Staff  has  been  lat- 
terly organized  upon  as  limited  a scale  as  was  compatible 
with  thorough  efficiency,  and  the  work  has  been  systemati- 
cally carried  on  in  the  following  manner.  As  soon  as  the  sur- 
veys and  locations  had  been  completed,  the  plans  and  draw- 
ings prepared  and  the  contracts  let  and  signed — the  Road  was 
divided  into  eight  separate  Divisions — each  averaging  about 
13  miles  in  length  and  placed  under  the  charge  of  Division 
Engineers. 

The  duty  of  these  Engineers,  was  to  attend  to  the  careful 
“setting  out”  of  the  numerous  works  and  structures,  to  see 
that  they  were  built  of  the  best  material,  in  a proper  manner 
and  in  accordance  with  the  specifications,  to  make  to  the 
Chief  Engineer  regular  returns  of  all  work  done  and 
material  delivered  on  their  respective  Divisions,  for  each 
month  then  ending,  so  that  the  Contractors  -could  receive 
monthly  payments  for  the  exact  amount  of  work  done: — In 
fact,  to  take  sole  and  full  charge  of*  all  the  Works  on  their 
respective  Divisions  receiving  orders  from,  and  reporting 
weekly  to  the  Chief  Engineer,  who  by  this  means  is  kept 
constantly  and  correctly  informed  of  everything  transpiring 
on  each  Division  of  the  Road. 

A principal  assistant  Engineer,  of  matured  experience,  was 
also  appointed,  whose  duty  it  was  to  take  the  general  super- 
vision of  the  whole  of  the  works  and  act  under  and  carry  out 
the  particular  views  and  orders  of  the  Chief  Engineer  and 
pass  over  the  Work,  as  often  as  possible,  consulting  and  ad-, 
vising  with  the  several  Division  Engineers  on  the  state  of  the 
works  generally  and  on  any  particular  difficulty  that  might 
at  any  time  arise. 

In  the  principal  Office  at  St.  John  a Draughtsman  and  two 
Assistants,  and  also  a Clerk  have  been  appointed.  The 
duty  of  the  former  was  to  prepare  all  maps,  plans,  and  draw- 
ings of  structures  of  every  description,  under  the  especial 
direction  of  the  Chief  Engineer  and  the  Principal  Assistant. 
This  important  service  lias  been  very  onerous,  from  the  fact 
of  each  Section  being  let  separately  for  a “gross  sum,”  neces- 
sitating the  preparation  of  distinct  sets  of  drawings  in  full 
detail  for  each  Contract  in  duplicate;  and  it  is  but  justice  to 
say,  that  the  execution  of  these  latter  reflects  the  greatest 
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credit  upon  the  gentlemen  to  whom  this  service  has  been 
entrusted.  In  addition  to  his  special  duties  as  Clerk,  Mr. 
Stone  has  made  out  all  the  Contractors  monthly  accounts  as 
well  as  the  pay  lists  and  vouchers  of  the  Engineering  Depart- 
ment. 

The  following  list  shows  the  names  and  special  duties  of 
the  Officers  of  the  Staff;  hut  it  should  be  stated  that  some 
of  the  situations  referred  to  are  not  at  present  occupied  by 
their  original  holders  : — 

LIST  OF  ENGINEERING  STAFF. 


R.  W.  Burrowes, 


Principal  Assistant  Engineer. 


George  Wightman,* 
Thomas  Ramsay,* 

Endicott  King,* 

John  Stone, 

William  Lunn, 

H.  G.  C.  Ketchum, 
John  T.  C.  McKean, 


Locating  Engineer, 

Assistant  Locating  Engineer. 

Resident  Engineer,  St.  John  to  Hampton. 

Chief  Clerk,  Principal  Office  St.  John. 

Chief  Draughtsman,  “ “ “ 

Assistant  Draughtsman,  “ “ “ 

<<  a a K i< 


Chas.  F.  Ely,  Engineer  in  charge  of  Division, 

F.  P.  Tuck,  Second  Assistant, 


W.  J.  Croasdale,  Engineer  in  charge  of  Division, 

Fredk.  L.  Dibblee,  Second  Assistant, 


W.  S.  Rovvson,  Engineer  in  charge  of  Division, 

C.  F.  Gregory,  Second  Assistant, 


IL  F.  Perlcy,  Engineer  in  charge  of  Division, 

William  L.  Hazen,  Second  Assistant, 


R.  R.  Thompson, 
E.  R.  Burpee, 

W.  H.  Rankin, 

G.  F.  Crookshank, 

J.  Ewd.  Boyd, 
John  H.  Parks, 


Engineer  in  charge  of  Division, 
Second  Assistant, 

Engineer  in  charge  of  Division, 
Sei  ond  Assistant, 

Engineer  in  charge  of  Division, 
Second  Assistant, 


P.  D.  Cox, 
J.  Mahood, 


♦Left  tho  Road. 
♦Left  the  Road. 
♦Left  the  Road. 


Engineer  in  charge  of  Division, 
Second  Assistant, 


Moncton 

<4 

Salisbury. 

Anagance. 

u 

Sussex 
Norton. 
Hampton. 
Lake  field. 
St.  John. 


In  justice  to  the  whole  Staff,  I cannot  allow  this  general 
notice  of  its  various  members  to  pass  without  gratefully  ack- 
nowledging the  ability,  assiduity  and  faithfulness  which  have 
distinguished  the  entire  corps.  In  this  Report  it  would  be  out 
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of  place  to  particularize  individual  claims  to  regard  ; nor  would 
it  be  in  accordance  with  my  own  feelings,  to  contrast  the 
merits  of  the  several  Officers  mentioned,  who  have  each  and 
all,  manifested  an  untiring  zeal  for  the  success  of  the  Road, 
and  whose  general  conduct  has  been  such  as  to  entitle  them 
to  the  warmest  commendation  ; it  is  indeed  to  their  zeal,  fidel- 
ity and  ability,  that  the  degree  of  success  attained  in  the  pro- 
secution of  the  details  of  the  work,  to  which  I can  refer  with 
satisfaction,  is  in  a great  measure  attributable. 

Of  every  member  of  the  Staff  1 can  with  sincerity  say,  that 
he  has  established  a claim  to  a higher  position  than  that  which 
he  now  occupies. 

As  Heads  of  Departments,  Messrs.  Burrowes,  Wightman 
and  King,  are  obviously  entitled  to  special  attention.  If  the 
position,  of  these  gentlemen  in  the  Corps,  did  not  even  demand 
this  notice,  my  own  grateful  sense  of  the  valuable  and  ready 
assistance  (which,  whenever  required,)  they  have  afforded  me, 
calls  for  my  warmest  acknowledgement. 

As  Principal  Assistant  Engineer — his  superior  general  Engin- 
eering talents,  practical  knowledge  of  Mechanics,  and  a previous 
experience  as  Contractor  as  well  as  Engineer,  have  enabled  Mr. 
Burrowes  to  afford  me  invaluable  co-operation.  To  Mr. 
Wightman’s  skill  as  Locating  Engineer,  added  to  great  experi- 
ence and  very  superior  judgment  in  selecting  routes  through  a 
difficult  and  partly  wilderness  country — the  superiority  of 
the  present  location  of  the  road,  over  that  formerly  adop- 
ted, is  mainly  attributable. 

Mr.  King’s  unremitting  attention  to  the  onerous  duties, 
which  devolved  upon  him,  as  Resident  Engineer  in  charge  of 
the  very  heavy  Division  between  St.  John  and  Hampton — to- 
gether with  his  strict  adherence  to  approved  system,  and 
thorough  practical  knowledge,  rendered  his  services  of  great 
value. 

As  Resident  Engineer  on  the  Moncton  and  Shediac  Division, 
Mr.  H.  F.  Perley’s  indefatigable  zeal  during  the  completion  of 
this  portion  of  the  road,  entitle  him  to  great  credit.  To  Mr. 
Perleyalso,  as  well  as  to  the  reliable  assistance  of  Mr.  H.  G. 
C.  Ketchum,  I am  much  indebted  for  the  aid  they  have  afforded 
me  in  collecting  many  particulars,  and  arranging  a portion  of 
the  data,  to  be  found  in  the  tables  which  accompany  this  Report. 
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In  conclusion,  I have  to  observe,  that  although  this  Report 
has  exceeded  the  limits  in  which  I had  supposed  it  could  be 
comprised,  I trust  it  will  not  be  regarded  as  unnecessarily 
prolix  or  minute.  When  the  great  interest  is  considered,  which 
is  justly  attached  to  the  European  and  North  American  Rail- 
way— an  interest  not  confined  to  this  Province  : — when  the 
powerful  influence  which  the  success  or  failure  of  the  road 
must  have  on  the  present  fortunes,  and  in  (its  widest  sense) 
the  future  welfare  of  our  people  : — when  especially  it  is  con- 
sidered, that  not  hastily  adopted  or  perhaps  ill  founded  expec- 
tations, are  entertained,  that  this  road  will  ere  long  become 
the  great  thoroughfare  of  British  North  America — to  form,  it 
may  not  he  presurnptous  to  hope,  before  many  years  elapse, 
the  Eastern  portion  of  a great  highway  from  the  Atlantic  to 
the  Pacific — all  these  momentous  topics  for  consideration 
being  regarded, — it  is  surely  most  desirable,  that  every  official 
statement  or  report  relative  to  the  road,  should  be  comprehen- 
sive and  thorough. 

I have  the  honor  to  be, 

Sir,  your  obedient  servant, 

ALEX.  L.  LIGHT, 

Engineer. 
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]STOTE  A. 


In  further  explanation  of  the  amount  virtually  saved  by  the  adoption  of  the 
shorter  route  through  Lakeficld,  it  is  necessary  that  the  data  forming  the  basis  of 
the  calculations  made  in  the  body  of  the  Report,  should  be  more  fully  enlarged 
upon. 

The  cost  of  the  original  line  from  Salmon  Brook  to  Hammond  River,  around 
Gondola  Point,  8 .12  miles  in  length,  would  have  been  by  the  lowest  tender 
£106,794,  or  at  the  rate  of  £13,152  per  mile,  including  superstructure,  stations, 
rolling  stock,  and  land  damages. 

The  saving  in  distance,  effected  by  adopting  the  line  through  Lakeficld,  was 
1 .45  miles,  which  at  the  before  mentioned  rate  would  amount  to  £19,070,  the 
annual  interest  on  which  sum  at  six  per  cent,  is  £1144. 

The  annual  wear  and  tear,  and  repairs,  as  well  as  the  cost  of  running  the  trains, 
that  would  have  arisen  upon  this  unnecessary  1 .45  miles  of  railway,  will  be 
ascertained  by  the  following  investigations  : — 

The  expense  for  repairs  of  iron  rails,  after  allowing  for  the  value  of  the  old 
material,  has  been  found  to  be  equal  to  the  cost  of  an  entire  renewal  once  in  every 
fourteen  years— that  for  cross  ties  to  a renewal  once  in  eight  years. 

The  annual  cost  of  repairs  per  mile  upon  a substantially  finished  way  and  works 
may  be  stated  as  £100. 

Thus  we  obtain  for  annual  wear  and  tear  and  repairs  the  sum  of  £370  upon 
this  distance  saved. 

Assuming  four  as  the  least  number  of  trains  that  would  daily  have  passed  each 
way  over  this  1.45  miles  of  Railway,  if  it  had  been  constructed,  we  have  an  aggre- 
gate saving  per  annum  of  3500  miles  of  distance,  effected  by  the  adoption  of  the 
Lakeficld  route. 

The  cost  of  running  a train  may  be  stated  at  two  shillings  and  nine  pence  per 
mile,  including  all  incidental  expenses,  except  wear  and  tear  and  repairs  of  Track; 
this  makes  a saving  of  £419  for  this  item. 

In  a word,  assuming  the  cost  of  this  1 .45  miles  of  railway  to  be  above 
£13,152  per  mile,  or  £19,070  lor  the  whole  distance,  the  interest  of  which  i» 
£1144;  the  annual  repairs  as  well  as  wear  and  tear  of  superstructure,  to  be  i'37Q, 
and  the  annual  running  expenses  also  £419;  the  total  annual  expense  will  then 
be  £l 933,  which  is  the  interest  of  £32,216  at  £6  per  cent.,  which  sum  might 
profitably  have  been  expended  in  shortening  the  Railway  1 45  miles. 

It  so  happened  that  the  line  through  the  Lakefield  settlement,  instead  of  requir- 
ing this  sum  to  be  expended  upon  it  over  and  above  the  cost  of  the  Gondola  Point 
Line,  was  actually  obtained  for  £31,500  less  money  than  the  longer  line — adding 
together,  therefore,  the  sum  actually  saved  and  the  sum  that  might  properly  have 
been  expended  to  obtain  the  shorter  route  ; we  have  the  sum  of  £63,716  as  the 
virtual  saving  by  the  adoption  of  the  line  by  Lakefield,  which  was  in  every  way 
superior. 

The  following  is  an  extract  from  a work  by  W.  M.  Gillespie,  C.  E.,  Professor 
of  Civil  Engineering,  entitled  “Roads  and  Railroads,”  wherein,  as  he  himself 
expresses  it,  “the  results  of  an  engineering  experience  in  all  parts  of  the  United 
States,  &c.,  have  been  combined. 

Tliis  extract,  from  such  a well  known  and  undoubted  authority,  so  fully  em- 
bodies my  own  views  upon  this  important  subject  that  I will  make  no  apology  fo? 
inserting  it. 
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“ ECONOMY  OF  STRAIGHTNESS. 

“ From  the  great  cost  of  the  superstructure  of  a Railroad,  and  the  continually 
increasing  expense  of  keeping  it  in  repair,  it  is  highly  desirable  that  it  should  be 
us  straight,  and  consequently  as  short  as  possible. 

“ As  the  earthwork  of  a -railroad  costs  almost  nothing  for  repairs,  while  those  of 
its  perishable  superstructure  are  very  great  and  proportioned  to  its  length,  as  is 
also  the  cost  in  fuel,  wages,  and  wear  and  tear  of  the  engines  of  running  the  road, 
it  will  often  be  advantageous  to  make  large  expenditures  for  the  former  clement  of 
cost.,  in  order  to  lessen  the  length  of  the  road,  and  consequently  the  annual  ex- 
penditures for  the  latter. 

“ Suppose  the  total  cost  of  a railroad  to  be  $30,000  per  mile,  the  interest  of 
which  is  $1800;  the  annual  repairs  of  the  superstructure  $1000  per  mile  ; and 
the  expenses  of  engines  also  $1000  per  mile.  The  total  annual  expense  will 
then  be  $3800,  which  is  the  interest  of  $63,000,  which,  sum  might  profitably  bo 
expended  to  shorten  the  road  one  mile,  or  $12  to  shorten  it  one  foot  of  length. 
If  this  single  foot  gained  was  the  only  result  of  a day’s  labor  of  a locating  party, 
it  would  be  a satisfactory  equivalent  for  the  expenses  of  such  a day’s  work. 

“ On  these  grounds,  a short  route,  which  has  the  faults  of  steep  grades  and 
curves  of  small  radius,  may  profitably  receive  an  outlay  of  capital  upon  it,  for  the 
purpose  of  lessening  these  defects,  equivalent  to  the  cost  of  the  difference  of  dis- 
tance between  it  and  a lunger  line,  which  has  better  grades’ and  curves. 

From  these  considerations  it  is  also  seen  that  a line  ought  not  to  diverge  from 
the  direct  course  between  its  extremities,  and  thus  increase  its  distance,  for  the 
sake  of  the  trade  of  a small  town,  for  whose  benefit  the  time  and  fare  of  all  the 
passengers  and  freight  on  the  whole  line  would  thus  be  taxed.  It  would  be  pre- 
ferable to  make  a branch  track  to  the  town.” — See  “ Roads  and  Railroads'' — * 
page  270. 

R’OTE  B. 


REMARKS  ON  CURVES. 

The  theory  of  a perfect  railway  requires  that  it  shall  follow  a right  line  on  plan 
and  l)c  uniformity  level  from  end  to  end. 

These  two  conditions  are  made  impracticable  by  the  interposition  of  natural 
obstacles,  such  as  hills,  rivers,  buildings  &c.,  which  must  be  avoided,  or  crossed, 
or  passed  within  certain  limits. 

The  principles  regulating  all  lateral  deviation  rre,  first,  that  they  can  be  made 
only  in  curves,  angles  being  incompatible  equally  w tli  the  speed  to  be  attained  on 
Railways,  and  with  the  constantly  parallel  axes  of  the  four  or  six  wheeled  ma- 
chines impelled  upon  them  ; and  secondly  that  as  the  perfect  condition  is  a right 
line,  so  does  comparative  perfection  consist  in  the  minimum  amount  of  deviation 
from  it,- that  is,  in  the  largest  possible  radius  of  curvature. 

The  Count  De  Pambour,  in  his  work  on  Locomotive  Engines,  says  “ Curves  ia 
railways  present  inconveniences  which*  are  by  so  much  the  greater  as  their  degree 
of  curvature  is  greater. 

These  inconveniences  are  of  three  kinds:  1st  when  a wagon  moves  in  a curve 
the  wheel  which  follows  the  outer  rail  necessarily  goes  over  more  ground  than 
that  which  follows  the  inner  rail.  Now,  in  wagons  at  present  in  use,  the  two 
wheels  of  the  same  pair  are  not  indt  pendant  of  each  other,  but  are  fixed  invariaLly  on 
the  axle  which  turns  with  them.  Therefore  the  distance  described  by  the  on® 
cannot  be  less  than  the  distance  described  by  the  ether,  except  the  latter  be  drawn 
without  turning  over  the  difference  between  the  two  distances  to  be  described. 
Thin  is  in  consequence  an  additional  resistance  offered  to  the  motion. 
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2nd  The  centrifugal  force  created  in  the  passage  of  the  curve,  by  virtue  of  the 
velocity  of  the  motion,  may  urge  the  wagon  outwards,  so  far  as  to  produce  a con- 
tact and  consequently  a friction  of  more  or  less  energy  of  the  flange  of  the  wheel 
against  the  outer  rail ; and  the  resistance  produced  by  this  cause  is  much  more 
injurious  than  the  former  one,  because  the  friction  takes  place  on  the  whole  of  the 
distance  performed  by  the  wheel,  and  not  merely  on  the  difference  of  the  distance* 
performed  by  the  two  wheels. 

3rd  Finally,  the  centrifugal  force  of  the  motion  may  be  such  as  not  only  to 
press  the  flange  of  the  outer  wheel  against  the  outer  rail,  but  by  pushing  the 
wheel  violently  in  a direction  tangential  to  the  curve, it  may  drive  the  flange  of 
the  wheel  over  the  rail,  and  thus  throw  the  train  out  of  the  rails.” 

The  following  tabular  statement,  compiled  from  the  “ Third  Report  of  the  offi- 
cers of  the  Railway  Department,”  in  England,  in  1843,  exhibits  the  average 
velocities  attained' on  five  different  railways  — the  great  difference  in  which  was 
mainly  attributed  to  the  difference  in  their  curves  only  : — 

Average  velocity  attained. 


Northern  and  Eastern, 

Great  Western, 

36 

miles 

44 

per  hour. 

44  44 

London  and  Birmingham, 

27 

<4 

44  4 4 

Manchester  and  Leeds 

«« 

44  44 

Birmingham  and  Gloucester,. 

23^ 

<4 

44  44 

The  “Northern  and  Eastern  Railway,”  with  the  exception  of  one  sharp  curve 
where  it  joins  the  “ Eastern  Counties,”  line  is  very  straight,  occasionally  extend- 
ing for  several  miles  in  a perfectly  straight  direction. 

The  “London  and  Birmingham” — constructed  through  a difficult  country  — 
has  moderate  curves  and  gradients.  The  “ Manchester  and  Leeds”  Railway  ha» 
curves  generally  of  ^ of  a mile  radius,  and  some  still  less. 

Thus  it  would  appear  that  the  sharper  the  curve,  the  greater  the  resistance 
offered  to  the  impelling  power,  and  consequently  the  greater  expenditure  of  fuel 
in  the  Locomotive  Engine  to  overcome  that  resistance ; an  increased  amount  of 
wear  and  tear  to  the  rails  and  flanges  ; and  it  may  be  added,  as  the  result  of  ac- 
tual experience,  entails  an  additional  outlay  for  maintenance  of  near  25  per  cent. 

The  following  fact  may  also  be  deduced,  namely  — that  reducing  the  curvature 
on  a line  of  Railroad,  not  only  actually  shortens  the  distance  to  be  travelled  over, 
but  virtually  reduces  that  distance  still  further  by  enabling  a much  greater  ?ato 
of  speed  to  be  attained,  with  safety  and  economy. 

From  this  brief  compiled  history  of  the  disadvantages  of  curves  upon  railways, 
I now  proceed  to  analyze  as  nearly  as  possible  (from  such  data  as  are  extant  upon 
the  subject)  the  approximate  value  of  the  virtual  saving  made  by  the  reduction 
of  curvature  upon  this  road. 

It  is  much  to  be  regretted  that  the  experiments  which  have  hitherto  been  made 
relative  to  the  resistance  caused  by  curvature  at  high  rates  of  speed  have  not  been 
conducted  upon  a more  enlarged  scale  and  in  a more  comprehensive  manner;  al- 
though sufficient  is  known  to  warrant  very  decided  conclusions  being  made  upon 
the  subject. 

From  various  experiments  made  upon  Curves  of  different  radii  to  ascertain  the 
resistance  due  to  curvature,  it  has  been  found  that  the  resistance  at  the  same  speed 
Is  inversely  in  proportion  to  the  radii,  commencing  with  a curve  of  6000  feet  radius 
and  merely  moving  the  load,  the  ratio  of  increase  of  resistance,  as  the  radii  were 
reduced,  shows  that  200  feet  radius  is  the  Curvature  upon  which  theoretically  the 
resistance  would  be  doubled,  or  upon  which  it  would  require  double  the  power  to 
draw  a given  load  that  would  be  required  upon  a level  straight  line. 

A full  circle  of  this  latter  radius  would  be  about  1256  feet  in  length  ; it  follows* 
therefore,  that  in  passing  round  a full  circle  of  this  radius  the  consumption  of  powe* 
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which  would  be  required  will  be  twice  that  which  would  be  necessary  upon  a level 
straight  line  of  1256  feet  in  length  ; or,  in  other  words,  the  extra  consumption  of 
power  required  by  the  resistance  due  to  the  curve,  would  have  drawn  the  load  an 
additional  distance  of  1256  feet  on  a level  straight  line. 

The  resistance  due  to  curvature  being  found,  as  before  stated,  to  be  precisely  in 
inverse  proportion  to  the  radius,  it  follows  that  the  total  amount  of  resistance  due  to  a 
full  circle,  or  360  degrees  of  Curvature,  would  be  the  same  whatever  the  radius 
might  be ; and  that  the  extra  consumption  of  power,  required  to  overcome  that 
amount  of  Curvature,  would  be  sufficient  to  draw  the  load  1256  feet  of  additional 
distance  upon  a level  straight  line. 

It  must,  however,  be  understood  that  this  result  is  deduced  from  experiments 
made  upon  a load  merely  moving  at  a very  slow  rate  of  speed. 

No  satisfactory  experiments  have  yet  been  made  in  this  country,  to  determine  the 
resistance  on  a given  curve  due  to  high  rates  of  velocity,  but  it  cannot  be  doubted 
that  the  increased  resistance  upon  a given  curve,  would  be  precisely  in  proportion  to 
the  speed. 

In  merely  moving  a load  upon  a level  straight  line,  no  resistance  except  friction  is 
developed  ; this  having  been  assumed  in  these  experiments  to  be  about  8 pounds 
per  ton,  and  the  power  necessary  to  move  the  load  on  a curve  of  200  feet  radius, 
being  double  that  amount,  it  follows  that  eight  pounds  per  ton  is  the  resistance  due 
to  that  curvature  when  a load  is  merely  moved. 

In  estimating  therefore,  the  value  of  a road  designed  for  moving  heavy  loads  at  a 
very  low  speed,  that  is  to  say,  in  reducing  the  length  of  such  a road  to  its  equivalent 
length  of  straight  line,  it  would  be  a fair  rate  to  add  to  the  measured  length,  1256 
feet  for  every  360  degrees  of  curvature. 

Applying  this  rule  to  the  line  under  consideration,  the  saving  of  distance  upon  the 
new  location,  in  consequence  of  the  reduction  of  curvature  would  be  about  one  mile 
and  a quarter;  but  when  taking  into  view  the  fact,  that  we  are  constructing  a Rail- 
way for  moving  trains  at  a speed  of  from  2i)  to  50  miles  per  hour,  the  actual  saving 
of  distance  that  will  be  found  upon  a proper  equation  will  be  far  greater. 

The  above  experiments  of  Mr.  Latrobe  the  Chief  Engineer  of  the  Baltimore  and 
Ohio  Railway,  were  made  with  great  care,  and  are  perfectly  reliable ; they  fully 
demonstrate  the  value  of  the  resistance  of  curvature,  when  the  load  was  merely 
moved ; but  no  exact  proportion  has  yet  been  accurately  ascertained,  of  the  value  of 
the  additional  resistance,  due  to  any  increased  rate  of  speed. 

In  the  autumn  of  1855,  Mr.  McCallum,  the  eminent  superintendent  of  the  New 
"V  ork  and  Erie  railroad,  instituted  a careful  series  of  experiments  for  the  purpose  uf 
determining  the  relative  power  required  upon  the  several  divisions  of  the  Road,  for 
the  transportation  of  heavy  freight. 

Previous  to  the  date  of  these  experiments — it  had  been  customary  to  estimate  the 
friction  of  cars  with  wheels  of  30  inches  and  journals  of  3 inches  diameter  at  about  7 
lbs.  per  ton,  or  8 lbs  per  ton,  for  wheels  of  33  inches  — but  the  average  of  six  ex- 
periments ?t  a speed  of  ten  miles  per  hour,  conclusively  shewed  that  the  friction  of 
the  loaded  cars  did  not  exceed  4^  to  5 pounds  per  ton. 

After  a careful  examination  and  comparison  of  the  loads,  moved  upon  the  ruling 
grades  and  curves  of  various  sections  of  the  road,  it  was  certainly  ascertained  that 
the  friction  of  the  cars  was  4^  lbs.  per  ton  (of  2,000  lbs.)  The  resistance  of  curves 
being  £ lb.  per  ton  for  a deflection  of  one  degree  of  curvature  per  100  feet,  at  the 
same  rate  of  speed.  Assuming  the  friction  at  5 lbs  per  ton,  the  resistance  upon  the 
deflection  of  one  degree  of  curvature  per  100  feet,  would  be  10  per  cent,  additional ; 
and  as  the  resistance  at  the  same  speed  is  inversely  in  proportion  to  the  radius  as  al- 
ready stated,  it  follows,  that  a curve  with  a deflection  of  10  degrees  per  100  feet,  or 
of  573  feet  radius,  would  double  the  resistance  : a full  circle  of  this  radius  would  be 
x5 
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about  3618  feet  in  circumference,  therefore  in  passing  round  this  curve  the  consump- 
tion of  power,  which  would  be  required,  would  be  doubled,  or  otherwise,  the  power  re- 
quisite to  carry  the  load  around  this  curve,  would  have  drawn  it  an  additional  distance 
of  3618  feet  upon  a straight  and  level  line.  By  this  it  will  be  apparent  that  the  re- 
duction of  every  three  hundred  and  sixty  degrees  of  curvature,  would  be  tantamount 
to  a reduction  of  3618  feet  of  distance. 

In  estimating  therefore  the  value  of  a road,  designed  exclusively  for  freight,  at  a 
speed  of  ten  miles  per  hour,  that  is  to  say-^-in  reducing  such  a road  as  previously 
stated,  to  its  equivalent  length  of  straight  line,  it  would  be  a fair  rate  to  add  to  the 
measured  length  3618  feet  for  every  360  degrees  of  curvature  or  vice  versa,-  applying 
this  rule  to  the  line  under  consideration  ; — the  saving  of  distance  in  consequence  of 
the  reduction  of  1727Q  of  curvature,  would  be  about  3£  miles. 

The  only  reliable  experiments  on  the  resistance  of  curvature  at  high  velocities  are 
those  of  that  eminent  Civil  and  Mechanical  Engineer,  Daniel  Kinnear  Clark,  Esq. 
These  trials  were  made  in  England,  on  one  continuous  run  on  varying  gradients,  and 
with  various  curves,  of  and  under  one  mile  radius. 

Mr.  Clark  found  that  at  a speed  of  forty-five  miles  per  hour,  on  curves  of  one  mile 
radius  and  under,  the  resistance  was  upwards  of  2«>  per  cent,  more  than  on  a straight 
line.  As  he  does  not  state  what  proportion  of  the  curves  were  less  than  a mile 
radius,  the  data  are  to  a certain  extent  indefinite.  It  is  well  known  that  by  the 
Statute  Law  of  England,  curves  having  a radius  less  than  a mile,  are  the  exception 
upon  Railways;  it  would  therefore  not  he  improper  to  assume  a mile  as  the  radius 
upon  which  the  resistance  will  be  increased  20  per  cent,  at  the  above  speed.  This 
point  being  established,  the  following  results  will  be  a natural  consequence. 

It  being  borne  in  mind  that  the  resistance  increases  in  inverse  proportion  to  the 
radius,  it  follows  that  a radius  of  one-fifth  of  a mile,  or  a deflection  of  five  degrees  and 
twenty-five  minutes  per  hundred  feet,  would  double  the  resistance.  The  periphery 
of  a full  circle  of  the  latter  radius,  will  be  about  6635  feet,  consequently,  in  passing 
round  such  a circle,  the  consumption  of  power  required  will  be  twice  that  which 
would  be  necessary  on  a level  straight  line  of  6635  feet  in  length. 

Applying  this  calculation  and  deduction,  therefore  to  the  line  under  consideration, 
and  to  the  data  previously  given,  we  have  a direct  proportion  as  follows  : — as  the 
number  of  degrees  in  an  entire  circle,  is  to  the  number  of  degrees  of  curvature  saved 
by  the  present  location,  so  is  the  circumference  of  a curve  of  one-fifth  of  a mile 
radius,  to  the  total  virtual  saving  of  distance  (in  consequence  of  the  reduction  of  cur- 
vature) upon  the  new  location,  which  saving  has  been  ascertained  to  be  31,829  feet  or  a 
little  more  than  six  straight  and  level  miles — adding  this,  therefore,  to  the  direct 
saving  of  2.66  miles  before  shown,  we  have  altogether  a saving  equivalent  to  eight 
and  two-thirds  miles  of  distance. 

Assuming  these  deductions  and  conclusions  to  be  correct — (as  it  may  safely  be 
presumed  they  are) — being  based  upon  the  experiments  of  three  of  the  most  distin- 
guished Engineers  of  the  age.  The  question  next  arises — what  expense  might 
have  profitably  been  incurred,  to  obtain  this  permanent  virtual  reduction  of  friction, 
and  consequent  diminution  of  running  expenses  1 

Assume  the  direct  saving  of  2^  miles  road,  at  a cost  of  £7,800  per  mile  (the 
original  contract  price,)  the  total  will  be  £20,800,  the  interest  of  which  is  £1248  ; to 
this  add,  the  annual  saving  of  reduced  running  expenses  over  the  whole  8-f  miles,  ( vir- 
tually saved,)  which  (by  using  the  same  figures  already  explained  in  Note  A.  is  found 
to  be  equal  to  that  upon  21,000  miles  of  distance,  and  which  at  the  rate  of  two  shillings 
and  nine  pence  per  mile,)  is  £2987 ; this  latter  sum  added  to  the  interest  upon  the  ac- 
tual saving  above  mentioned,  makes  a total  of  £4135  which  is  the  interestof  £68,916 
at  6 per  cent,  which  sum  I maintain  might  profitably  have  been  expended  in  virtually 
shortening  the  Railway  the  above  distance, 
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The  actual  cost  of  this  reduction  has  been  £34,458,  which  may  be  seen  as  fol- 
lows : The  additional  cost  of  grading  as  stated  in  the  report,  was  £633  per  mile ; of 

this  item,  — one  half  was  due  to  widening  embankments  and  perfecting  grading  ge- 
nerally, which  would  have  been  required  on  any  line,  — the  other  half,  chargeable  to 
shortening  and  straightening,  was  equal  to  £34,458  as  above  stated. 

Thus,  it  will  be  seen,  that  the  clear  gain  effected  by  the  shortening  and  straightening 
alone,  (exclusive  of  wear  and  tear  of  superstructure,  already  stated  to  be  twenty -five 
per  cent.,)  without  taking  into  account  the  increased  safety  insured  thereby,  amounts 
to  the  sum  of  £34,458. 


jSTOTE  c. 


In  arriving  at  the  conclusion  which  I have,  with  regard  to  the  extra  sums  that 
must  be  added  to  the  original  contract  price  of  £78U0  per  mile  to  bring  the  road,  as 
designed  by  former  Contractors  to  the  same  standard  of  excellence  as  the  Railway 
now  building,  as  stated  in  the  estimate  in  the  body  of  the  Report,  the  following  data 
have  been  employed  : — 

1st.  Those  obtained  by  a careful  examination  of  the  several  very  explicit  plans, 
profiles  and  estimates  for  the  route  originally  intended  to  have  been  pursued,  which 
were  left  by  the  former  Contractors,  and  transferred  to  me  by  order  of  the  Govern- 
ment. 

Secondly,  Those  furnished  by  an  intimate  knowledge  of  the  character  of  the 
works  executed  between  Moncton  and  Shediac,  on  this  line,  as  well  as  by  a close 
inspection  of  all  the  works  in  Canada  completed  by  the  same  firm. 

Thirdly,  The  final  cost  of  the  latter,  and  the  remarks  of  the  several  Engineers 
who  have  reported  thereon — in  addition  to  those  afforded  by  a careful  study  of  the 
Specification  (marked  A.  appended  to  this  Report)  which  confirmed  the  opinion  adop- 
ted in  reference  to  this  subject,  and  which  I now  proceed  to  analyze. 

1st.  The  Contract,  of  which  this  Specification  forms  a part,  defines  that  should 
the  first  cost  of  iron  in  England  exceed  £6  per  ton,  the  additional  cost  should  be  re- 
garded as  an  extra.  The  iron  used  upon  this  railway  has  cost  £8  per  ton  sterling, 
making  a difference  on  the  required  quantity  (at  the  rate  of  100  tons  per  mile)  equal 
to  £240  currency. 

Secondly,  The  embankments  are  required  by  the  Specifications  to  be  15  feet  wide 
at  formation  level,  with  slopes  of  one  and  a half  horizontal  to  one  perpendicular  ; 
this  has  been  found  insufficient,  and  they  have  been  increased  to  20  feet  in  width, 
and  the  slopes  in  many  instances  on  high  embankments  have  been  increased  to  two 
to  one  ; this  added  to  the  additional  quantity  required  in  straightening  the  line, 
increased  the  earthwork  by  1,300,000  cubic  yards.  The  Rock  work  has  been  re- 
duced from  194,000  to  125,000  cubic  yards,  by  the  change  from  the  Gondola  Point  to 
the  Lakefield  route.  By  equating  these  differences  of  quantities  at  their  respective 
values,  it  is  found  that  here  £G  13  per  mile  has  to  be  charged  to  the  original  contract. 

The  next  item  is  the  extra  expense  occasioned  by  the  substitution  of  permanent 
bridging  in  lieu  of  trestle  work,  wooden  culverts,  and  level  crossings;  here,  the  spe- 
cifications stated  “that  bridges  under  the  Railway,  of  100  feet  span  and  upwards,  te 
be  constructed  of  iron,  and  under  that  span,  of  timber  or  stone,  or  both,  at  the  dis- 
cretion of  the  Contractors,  &c.”  On  reference  being  had  to  the  Plans  it  was  found 
that  there  were  four  bridges  marked  “ iron”  of  an  aggregate  length  of  1800  feet 
over  Scadouc,  Salmon,  Trout  and  Hammond  Rivers,  twenty-two  marked  “wood.” 
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As  these  bridges  were  all  designed  with  spans  less  than  100  feet — and  as  there  was 
no  necessity  for  making  more  than  the  specified  width  of  iron,  it  would  have  been  in 
excess  of  contract  if  they  had  been  so  completed. 

It  is  impossible  to  say  of  what  character  of  work  these  bridges  might  have  ulti- 
mately been  ; though  in  this  comparison  it  has  been  assumed  that  they  would  be 
completed  with  iron. 

There  were  bridges  designated  in  the  plans  as  “wooden  viaducts”  of  an  aggregate 
length  of  4084  feet.  If  those  bridges  built  between  Shediac  and  Moncton  by  the 
former  Contractors,  and  which  were  specified  in  a similar  way  upon  the  Plan,  may 
be  taken  as  a criterion  of  the  character  of  work  in  which  the  remainder  would  have 
been  completed,  the  price  stated  of  £5  per  lineal  foot  would  be  considered  as  ample 
compensation  for  the  construction  of  the  whole. 

The  actual  cost  (by  contract),  of  completing  the  permanent  bridging  between  St. 
John  and  Moncton,  exclusive  of  the  three  Iron  bridges  common  to  both  lines,  is 
.£58,497  ; deducting  £20,420  as  the  value  of  the  trestle  work  above  stated,  there  is  a 
balance  of  £38,077,  or  £351  per  mile  to  be  added  to  the  original  contract. 

It  will  be  seen  by  comparing  Table  A,  No.  6 with  the  list  of  Stations  in  Specifica- 
tion A,  before  mentioned,  that  there  have  been  added  to  the  latter,  five  wood  and 
water  stations — amounting  in  the  aggregate  to  the  sum  of  £3750 — equal  to  £35 
per  mile. 

Grading  of  Depot  grounds,  is  an  extra,  and  is  the  same  as  charged  in  Table  A, 
No.  1,  £14,982  which  is  equal  to  £138  per  mile. 

The  additional  wharves  (at  Shediac,  Moncton,  and  Torryburn)  are  the  same  as 
charged  in  Table  A,  No.  1,  and  equal  in  the  aggregate  cost  to  £9022  or  £83  per 
mile.  These  wharves  were  not  included  in  the  original  Specification. 

The  fencing  was  only  to  be  “where  required,  of  post  and  rail.”  As  a considerable 
portion  of  the  original  location  was  through  a wilderness  country,  it  is  considered 
that  for  at  least  one  third  of  the  whole  distance,  the  fencing  would  have  been  entirely 
dispensed  with.  On  the  present  location  the  fencing  is  constructed  on  both  sides  of 
the  line  (of  a very  permanent  character)  for  the  entire  length  ; therefore  the  charge 
of  £5,600  for  a distance  of  35  miles  (or  at  the  rate  of  five  shillings  per  rod),  equal  to 
£51  per  mile  on  the  aggregate  distance,  is  deemed  a just  one. 

The  Land  Damages,  it  will  be  seen  by  reference  to  the  Specification  were  not  taken 
into  account ; the  proper  liquidation  of  this  item  is  estimated  in  Table  A,  No.  1 
to  be  £30,000,  equivalent  to  the  sum  of  £277  per  mile. 

All  these  items  taken  together,  make  up  the  sum  of  £1808 — which,  added  to  the 
original  contract  price  of  £6,500  sterling,  or  £7,800  currency,  makes  an  increase  (as 
previously  shewn  in  tabular  form)  over  and  above  our  present  estimated  cost  equiva- 
lent to  £11  08  per  mile. 


As  the  selection  of  the  best  form  of  Rail  is  a matter  of  paramount  importance,  I 
beg  leave  in  confirmation  of  my  previously  expressed  opinion,  to  refer  to  the  follow- 
ing quotations  from  the  Report  of  Mr.  Charles  Hutton  Gregory,  (the  eminent  Civil 
Engineer  sent  out  from  England  by  the  Grand  Trunk  Railway  Company )“  upon 
the  construction  of  the  Railway,  the  character  of  the  Works,  and  the  quality  of  the 
Rolling  Stock  supplied  under  the  Contracts”  of  that  Railway. 

PERMANENT  WAY. 

“The  description  of  Permanent  Way  specified  and  executed  on  your  Railway  was, 
f understand,  settled  after  a consideration  of  the  forms  and  details  found  to  be  most 
successful  on  the  lines  of  the  Northern  States. 
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“The  action  of  the  severe  frosts  and  rapid  thaws  distorts  the  whole  structure  of 
the  road  to  such  an  extent  that  the  English  system  of  continuous  bearing,  or  cast 
iron  chairs  with  fittings,  were  alike  inadmissible  ; and  it  was  necessary  to  adopt  a 
form  of  great  simplicity. 

***#*##**#** 

“The  Rail  of  63  lbs.  per  yard,  which  is  either  of  the  form  called  the  Bridge  rail, 
or  that  called  the  single  f rail,  rests  directly  on  sleepers,  2 feet  6 inches  apart,  and  is 
secured  to  them  by  spikes.  The  joints  are  supported  on  a wrought  iron  chair,  weigh- 
ing, in  some  cases,  8 lbs,  and  in  some  cases  12  lbs,  the  former  being  the  prevailing 
weight. 

“Simplicity  is  no  doubt  thus  attained  ; and  from  all  the  inquiries  1 made,  I am  led 
to  the  conclusion  that  the  arrangement  adopted  is  the  one  approved  by  most  of  the 
local  Engineers ; and  an  identical  arrangement  has  been  adopted  by  eminent  English 
Engineers  on  the  Haddiscoe  and  Halesworth  Railway,  in  England,  on  the  Altona 
and  Kiel,  on  the  Royal  Danish  Railway,  and,  1 believe,  on  other  lines  on  the  Con- 
tinent. 

“These  circumstances  undoubtedly  justified  the  adoption  of  such  a system  in  the 
Specifications.  This  road  is  certainly  superior  to  the  road  laid  with  light  cast-iron 
chairs,  so  common  in  the  Northern  States  ; and  where  it  is  fully  ballasted  and  well 
maintained  with  good  material  it  runs  well  ; but  from  a study  of  those  parts  of  your 
line  where  it  has  been  most  severely  tried,  I have  concluded  that  present  experience 
might  lead  you  to  the  adoption,  in  future  works,  of  the  single  T rail,  with  fished 
joints,  or  with  Adam’s  Bracket  Chair  of  wrought  iron,  either  of  which,  I believe,  would 
make  a more  perfect  road;  but  it  is  right  to  add  that  even  the  first  and  best  known 
of  these  was  not  generally  accepted  as  an  improvement  when  your  road  was  designed. 
Meanwhile,  on  the  existing  portions  of  your  system,  I believe  that  a sensible  improve- 
ment might  be  effected  by  putting  in  large-sized  Sleepers  at  the  joints,  and  arranging 
the  spaces  between  the  Sleepers  so  as  to  be  least  next  the  joint  sleepers. 

“ The  crossings  of  your  permanent  way  are  of  good  construction,  and  the  simple 
shifting  rail  adopted  for  Switches  is,  in  my  opinion,  the  best  suited  for  this  climate.” 
— See  Report  ( page  34)  Grand  Trunk  Railway,  1857. 

***#  * * * * # 

“The  Earthworks  appear  to  have  been  properly  executed ; but  the  contract  width 
of  15  feet  was  found  to  be  insufficient  for  the  embankments,  which  were  subsequently 
increased,  and  the  additional  work  allowed  for  in  the  final  settlement.” — See  same 
Report,  page  25.  ******  * 

“ Many  of  the  culverts  have  been  made  with  timber  tops  to  facilitate  the  clearing 
of  them,  and  I do  not  consider  this  variation  Jrom  the  Specification  to  be  objectionable, 
while  the  saving  to  the  Contractors,  where  any  exists,  w'ould  be  inconsiderable.” — 
See  same  Report — page  26.  * * * * * * 

“It  is  also  noteworthy  that  the  permanent  character  of  the  important  Bridges  on 
the  Grand  Trunk  Railway  proper,  will  in  the  course  of  years  be  productive  of  great 
saving,  from  the  absence  of  those  losses  by  decay,  or  fire,  or  flood,  which  as  you  know 
to  your  cost  are  too  prevalent  elsewhere,  both  in  Canada  and  the  United  States.” — See 
same  Report — page  37. 

Extract  from  Report  of  W.  Shanly,  Esq.,  Chief  Engineer -of  the  Grand  Trunk 
Railway. — Seepage  11 — Report,  December  1858. 

“ East  of  the  St.  Lawrence  the  whole  line  to  Portland,  having  been  originally  con- 
structed without  that  view  to  permanency,  which  characterizes  it  between  Toronto 
and  Montreal,  and  between  Richmond  and  Quebec,  the  outlay  called  for  in  the 
renewal  of  wooden  bridges,  the  reconstruction  of  imperfect  masonry,  and  the  bal- 
lasting of  the  permanent  way,  &c.,  has  necessarily  been  very  large,  and  must  continue 
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to  be  large  for  some  years  to  come.  The  Wooden  Bridges  are  the  main  source  of 
expense.  There  were  originally  upwards  of  9000  feet  in  length  of  this  perishable 
description  of  structure  between  Longueuil  and  Portland.  Renewals  in  iron  have,  to 
a certain  extent,  taken  place  already — the  most  important  being  that  of  the  Bridge 
over  the  river  Richelieu  where  900  feet  in  length,  of  tubular  girder,  have  been  sub- 
stituted for  the  original  wooden  bridge,  which  was  far  advanced  in  decay.  A good 
many  other  bridges,  also,  which  were  no  longer  safe,  have  been  renewed  in  wood, 
and  the  work  of  reconstruction  is  still  going  forward,  and  the  road  gradually  assuming 
in  other  respects,  as  well  as  in  the  bridge  work,  a stable  and  permanent  character. 

“The  largest  proportion  of  the  expenditure  is  due  to  the  American  section  of  the 
Line — 149  miles — from  Island  Pond  to  Portland,  where  the  outlay  chargeable  to 
capital  for  the  past  year  amounts  to  £438  10s.  2d.  per  mile.” 


IN'.  B. — I may  state  that  the  approved  portion  of  this  super- 
structure— as  well  as  the  improvements  recommended,  (with 
the  exception  of  the  “ Adams  bracket  chair”)  were  adopted 
on  this  railway  as  early  as  the  winter  of  1856-7. 


TABLES  REFERRED  TO 

IN 


THE  FOREGOING  REPORT. 


TABLE  A.—NO.  1. 


APPROXIMATE  ESTIMATE  OF  THE  COST  OF  THE  EUROPEAN  AND  NORTH  AMERICAN 
RAILWAY  FROM  MILL  STREET,  ST.  JOHN,  TO  SHEDIAC  HARBOR INCLUDING 


STATIONS,  ROLLING  STOCK,  AND  LAND  DAMAGES. 


Grading,  Masonry,  Bridging,  Fencing,  laying 
Track  and  Ballasting,  First  Division,  from 
St.  John  to  Salmon  Brook,  as  per  Table, 
No.  2, 

Grading,  Masonry,  Bridging,  Fencing,  laying 
Track  and  Ballasting  from  Salmon  Brook 
to  Sussex  Yale  as  per  table  No.  9, 

Fencing,  as  per  table  No.  9, 

Grading,  Masonry,  Bridging  and  Fencing,  from 
Sussex  to  Salisbury,  as  per  Table  No.  9, 
Clearing,  as  per  Table,  No.  9, 

Track  laying  and  ballasting, 

Grading,  Masonry,  Bridging,  Fencing,  laying 
Track  and  Ballasting  from  Salisbury  to 
Moncton, 

Clearing,  as  per  Table  No.  9, 

Grading,  Masonry,  Bridging,  Fencing,  laying 
Track  and  Ballasting,  from  Moncton  and 
Shediac,  as  per  Table  No.  3, 

Grading  and  preparing  Depot  Grounds, 
Stations,  as  per  Table  No.  6, 

Plant  and  Surveys  by  Jackson  & Co,  see 
Table  No.  7, 

Appleby’s  wharf  as  per  Table  No.  9, 

Moncton,  do.  as  per  Table  No.  9, 

Shediac,  do.  as  per  Table  No.  9, 

Total  amount  of  Contract  Work,  as  per 
Table  No.  9, 

Contingencies,  &c.,  15  per  cent  on  £339,026 
3s.  6d.  (being  am’t  of  work  under  construction,) 
109.18  miles  superstructure  at  £1653  per 
mile, 

5 per  cent,  for  sidings, 

Iron  Girders  for  Bridges 
Rolling  Stock,  as  per  Table  No.  8, 

Land  Damages, 


£ 86,784  5 8 


£160,921  4 3 

2,400  0 0 163,321  4 3 


58,796 

3 

4 

1,500 

0 

0 

19,000 

0 

0 

79,296  3 4 

55,059 

7 

9 

1,850 

16 

5 

56,910  4 2 

92,531  15  4 

14,982  17  8 

24,515  14  1 

29,735  17  1 

373  15  3 

498  12  7 

8,150  2 8 


£557,100  12 

1 

50,853  18 

2 

180,474  10 

9 

9,023  14 

6 

20,000  0 

0 

80,523  13 

8 

30,000  0 

0 

Currency , 

£927,976  9 

2 

Sterling , 

£773,313  14 

10 

Total  distance  including  Moncton  Branch  equal  to  109  .18  miles,  making  cost 
per  mile  £8,500  currency.,  or  £7,083  sterling. 
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TABLE  A.— NO.  2. 


COST  OF  FIRST  DIVISION  FROM  MILL  STREET,  ST.  JOHN,  TO  SALMON  BROOK,  A DIS- 
TANCE OF  9.60  MILES EXCLUSIVE  OF  STATIONS,  ROLLING  STOCK  AND  LAND 

DAMAGES. 


SECTION. 

No.  1.  Charles  Walker,  Dillon  P.  Myers  & J* 
Brookfield, 

£4,191 

18 

8 

No.  2.  Dillon  P.  Myers, 

39,799 

2 

8 

No.  3,  Walker  Rankin  & Walker, 

9,694 

18 

7 

No.  4.  John  Brookfield, 

17,524 

4 

9 

71,210  4 8 


Miscellaneous  account, 

Iron  and  Girders, 

Fencing, 

Levelling  and  Ridging, 

Proportion  of  Engineering, 

Work  done  by  Jackson  & Co., 

9.60  M»iies  of  superstructure  at 

£1,653  per  mile, 

Sidings  on  ditto 


Equal  to  £10,809  per  mile. 


6,476  0 0 

700  0 0 

2,029  0 0 

120  0 0 
4,061  11  0 


2,187 

10 

0 

15,574 

1 

0 

86,784 

5 

8 

15,868 

16 

0 

1,114 

0 

0 

16,982 

16 

0 

£103,767 

1 

8 

TABLE  A.— NO.  3. 


COST  OF  LINE  FROM  MONCTON  TO  POINT  DU  CHENE,  SHED  I AC,  INCLUDING  THE 

MONCTON  BRANCH 20.30  MILES  IN  ALL EXCLUSIVE  OF  STATIONS,  ROLLING 

STOCK  AND  LAND  DAMAGES. 


John  Brookfield,  Section  No.  3,  £ 

16,181 

11 

8 

William  Stevens,  Section  No.  2, 

16,354 

7 

8 

Walker  Rankin  & Walker,  Section  No.  1, 

27,178 

4 

1 

59,714 

3 

5 

Work  done  by  Jackson  & Co., 

17,812 

10 

0 

Fencing  Moncton  to  Point  du  Chene, 

2,768 

3 

3 

Proportion  of  Engineering, 

4,506 

13 

4 

Miscellaneous  acct.  including  Maintenance, 

7,730 

5 

4 

32,817 

11 

11 

£92,531 

15 

4 

20.30  miles  of  superstructnre  at  £1,653 

per  mile. 

33,555 

18 

0 

Sidings,  sloping  and  soiling, 

2,562 

0 

0 

Iron  Girders  for  Scadouc  Viaduct,  (charged 

39,117 

18 

in  Table  No.  7. 

3,000 

0 

0 

0 

£131,649 

13 

4 

Equal  to  £6,485  per  mile, 
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TABLE  A.— NO.  4. 


APPROXIMATE  ESTIMATE  OF  ONE  MILE  OF  SUPERSTRUCTURE  AND  BALLAST. 


98  tons  Iron  Rails  (63  lbs.  to  the  yard)  0 

£12  10  0 £1,225  0 0 

2 “ Iron  Rails  additional  for  waste  0 

£12  10  0 25  0 o 

100  Total,  £1,250  0 0 


5 tons  8 cwt.  Cast  Iron  Chairs  (of  24&s.  each)  0 

£10  0 0 per  ton,  54 

12  “ Cast  Iron  Chairs,  additional  for 

waste,  0 £10  0 0 6 

G tons,  Total, 


2$  tons  Spikes  0 £21  0 0 

2,400  Sleepers,  0 2s.  Id. 

Proportion  of  permanent  points  and  crossings, 
Total  for  Track, 

4,350  Cubic  yards  of  ballast, 

N.  B.  Tracklaying  included  in  Contracts. 


0 0 
0 0 

60  0 0 

52  10  0 

250  0 0 

40  10  0 

£1,653  0 0 

500  0 0 


TABLE  A. — No.  5. 


APPROXIMATE  ESTIMATE  OF  THE  ACTUAL  VALUE  (AT  CURRENT  PRICES)  OF  WORK 
DONE  BI  JACKSON  & CO.  BETWEEN  SHEDIAC,  BEND  AND  ST.  JOHN,  AS  NEARLT 
AS  CAN  BE  ASCERTAINED  FROM  MEASUREMENTS  TAKEN  ON  RECEPTION  OF  THE 
wonK. 


BEND  AND  SHEDIAC  DISTRICT. 

Clearing. 

Workmanship  on  Scadouc  Bridge, 

125,800  Cubic  yards  Earth  Excavation,  0 
Is  3d. 

1500  Cubic  yards  Masonry,  0 20s, 

180  Lineal  feet  Wooden  Bridging  0 80s 
2900  Tons  Iron  Distributed  0 8s. 


£570  0 0 

6000  0 0 

7862  10  0 

1500  0 0 

720  0 0 
1160  0 0 

£17,812  10  0 


SAINT  JOHN  DISTRICT. 

18,750  Cubic  yards  Earth  Excavation,  0 Is.  937  10  0 

4,000  Cubic  yards  Rock  Excavation,  0 6s  3d.  1250  0 0 

2,187  10  0 

£20,000  0 0 


Total  Amount 
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TABLE  A.— No.  6. 


ABSTRACT  OF  STATIOXS. 


No.  1 “Saint  John”  Class  No.  1. 

Passenger  station(wooden)  including  shed, 

£1,526 

0 

0 

Car  House,  45  x 335, 

1,331 

0 

0 

Engine  House,  (brick)  175ft.  diameter, 

2,941 

5 

0 

Woodshed  30x100 

256 

0 

0 

Freight  House  50  x 150 

1,000 

0 

0 

7,054 

5 

0 

No.  2 “ Kennebecasis”  Class  No.  2 

Passenger  station  50  x 28  platform  &c. 

655 

0 

0 

Tank  House,  Woodshed,  Privies  &c. 

586 

1 

10 

1,241 

1 

10 

No.  3 “ Nauwigewauk”  Flag  Station  and  Plat- 

form,  &c.  Class  No.  4 

150 

0 

0 

No.  4 “ Ossekeag”  Class  No.  2 

including  Passenger  Station,  Freight 
House,  Tank  and  Woodshed, 

1,455 

0 

0 

No.  5 “Passekeag”  Flag  Station  and  platform 

Class  No.  4, 

150 

0 

0 

No.  6 “Norton”  Passenger  Station,  F’t  House, 

Tank  and  Woodshed,  Class  No.  3, 

970 

0 

0 

No.  7 “Apohaqui”  Flag  Station  and  Platform, 

Class  No.  4, 

150 

0 

0 

No.  8 “Sussex”  Class  No.  2 

Passenger  Station  50  x 28 

1,675 

13 

6 

Tank  House  18  x 18 

111 

5 

0 

Woodshed  100x30 

303 

10 

0 

Freight  House  70  x 45 

553 

0 

0 

Engine  House  70  x 60  (3  pits) 

1,463 

0 

1 

Turntable  45ft.  diameter 

466 

10 

0 

4,572 

18 

7 

No.  9 “Plumweseep”  Flag  Station  and  plat- 

form, Class  No.  4 

150 

0 

0 

No.  10  “ Penobsquis”  Flag  Station  and  platform. 

Class  No  4 • 

150 

0 

0 

No.  11  “Anngance”  Passenger  Station,  &c. 

Class  No.  3 

970 

0 

0 

No.  12  “Portage”  Flag  Station  and  platform, 

Class  No.  4, 

150 

0 

0 

No.  13  « Peticodiac”  Class  No.  3 

970 

0 

0 

No.  14  “ Salisbury  ” Class  No.  2 

No.  15  “Boundary  Creek”  Flag  Station  and 

1,342 

1 

10 

Platform,  Class  No.  4, 

150 

0 

0 

No.  16  “ Moncton  ” Station  and  Turntable, 

Class  No.  2, 

1,556 

7 

5 

Woodshed  required, 

256 

0 

0 

Freight  shed  on  wharf, 

274 

6 

0 

530 

6 

0 

No.  17  “ Shediac  ” Station  and  Turntable, 

_ 

Class  No.  2, 

1,947 

13 

5 

Woodshed  Required, 

256 

0 

0 

Freight  House  on  wharf  at  Point  du  Chene 

600 

0 

0 

2.803 

13 

5 

£24,515  14  1 
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TABLE  A. — Eo.  7. 

STATEMENT  SHEWING  WHY  THE  SUM  OF  £29,735  17 S.  id.  IS  INCLUDED  IN  ESTI- 
MATE NO.  1 ATTACHED,  AND  HOW  THE  WHOLE  AMOUNT  OF  £90,000  STERLING 
IS  ACCOUNTED  FOR. 


Amount  paid  Jackson  & Co.,  for  Surveys, 
Work,  Iron,  Rails  and  Permanent  Material 
delivered,  and  Plant  furnished  £90,000 
sterling,  equivalent  to 

Rails,  chairs,  spikes,  sleepers  in  St.  John,  Bend 
& Shediac,  delivered  by  Jackson  & Co.,  and 
included  in  estimate  of  superstructure, 
Stationary  Engine,  and  Fixings  for  Shediac 
Sta.,  included  in  estimate  of  Rolling  Stock, 
Permanent  wheels  for  Carriages,  included 
in  estimate  of  Rolling  Stock, 

Locomotive  Engines  “ Hercules”  and  “ Samp- 
son,” included  in  estimate  of  Rolling  Stock, 
Iron  Girders  for  Scadouc  Viaduct,  included  in 
estimate  from  Moncton  to  Shediac, 

Probable  value  of  Plant  remaining  after  com- 
pletion of  the  Railway, 

Actual  value  of  work  done  by  Jackson  & Co., 
as  shewn  in  Table  A,  No.  5, 

Balance  charged  in  Estimate  A,  No.  1, 


£108,000  0 0 


£46,888  2 11 

762  0 0 

224  0 0 

5,390  0 0 

3.000  0 0 

2.000  0 0 


58,264  2 11 

20,000  0 0 
29,735  17  1 

£108,000  0 0 


TABLE  A. — Eo.  8. 


APPROXIMATE  ESTIMATE  OF  ROLLING  STOCK  AND  MACHINERY. 


1 Locomotives,  “St.John,” 

£1575 

16 

0 

“ Kennebecasis,” 

1700 

0 

0 

“ Peticodiac,” 

2350 

0 

0 

“ Anagance,” 

2731 

6 

2 

“ Loostauk,” 

2325 

0 

0 

“ Scadouc,” 

2350 

0 

0 

“ Hercules,” 

2695 

0 

0 

“ Sampson,” 

2695 

0 

0 

Engines  on  Road — Total  costj 

£18,422 

2 

2 

8 more  ditto required,  (2) 

£2500  0 0 

20,000 

0 

0 

12  First  Class  Passenger  Cars,  “ 

650  0 0 

7,800 

0 

0 

4 Second  Class,  “ “ “ 

404  5 0 

1,617 

0 

0 

4 Express  and  Baggage  Cars, 

375  0 0 

1,500 

0 

0 

80  Covered  Box  Freight  Cars, 

170  0 0 

13,600 

0 

0 

120  Platform  Cars, 

145  0 0 

17,400 

0 

0 

40  Ballast  Cars, 

2,350 

0 

0 

20  Hand  Cars, 

20  0 0 

400 

0 

0 

4 Snow  Ploughs, 

252  10  0 

1,010 

0 

0 

Shediac  Sta’ry  Engine,  &c.,  Planer,  Lathe,  Small 

Tools,  Pump,  Hoisting  Gear,  Shop  Fixtures,  &c., 

1,814 

11 

6 

Total  value  of  Rolling  Stock, 

£85,913 

13 

8 

2 Locomotives  charged  in  amt.  pd.  Jackson  & Co., 

5,390 

0 

0 

Balance  as  charged  in 

Table  A,  No.  1, 

£80,523 

13 

8 

TABLE  A.— No. 
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TABLE  A.— No.  10.— EARTH  AND  ROCK  WORK. 


80 


. ? 

— 00 

(M 

CO 

CO 

00 

Cl 

CD 

'sD 

r.  c;  M 

03 

Tj<  — 

r#* 

M 

-^1 

0 

© 

d 

o^o 

O 

O 00  ID 

O 

cq^ 

CD 

J> 

GO 

*o 

W CO 

(M 

■P 

co' 

©" 

rs 

S 3 

d 

oO 

5 73 

00 

03 

O -cf< 

O 

00 

0 

CD 

Cl 

co 

d 

00 

© 

© 

d 

i> 

OC  'J  h' 

or: 

00  ^ 

CO 

<M 

»D 

C3 

iD 

0 

ID 

ID  © 

© 

© 

00 

© 

>k  >»■« 

C3 

o 

CD  O 

00 

O 

O 

CD 

i> 

CD 

CD 

. i>  O 

© 

©_ 

©' 

o.«  * 

*>■' 

in  »— < 

CD 

co" 

cd' 

co" 

iD* 

— d' 

J>" 

©" 

CO 

feS  w 

CD 

CD  — > 

CO 

00 

CO 

CD 

00 

CO 

00  © 

00 

d 

rm4 

o 

1-1 

i as 

-■ 

O ~ 

d 

t" 

03 

o 

C3  CM 

00 

J> 

d 

d 

00 

© 

© 

d 

a ? m 

© 

O 

O 

00 

CO 

ID  CM 

ID 

© 

© 

© 

© 

© 

© 

1- 

© 

^ o 

© 

ID 

00. 

CO  rf 

C3 

CO 

TT1 

d 

© 

© 

cq 

©^ 

d 

© 

p • O Q 

o •??  £-» 

' ID* 

CO 

Cl  o' 

-T 

Cl" 

J>" 

00“ 

d" 

co 

r}<" 

©" 

^2  ^ 

y—i 

Cl 

§ 30 

o 2 _ 

I 

CO 

CO 

CO 

o 

r-i 

O J> 

ID 

CO 

l> 

CO 

CO 

0 

00  d 

© 

rf 

t- 

© 

© 

© 

- 

\§ 

"0  £ . 

Tj< 

05 

o 

00 

03 

03  O 

<M 

CO 

0 

03 

iO 

Cl 

0 

CD  — ■ 

© 

00 

© 

© 

© 

© 

© 

— 1 

5-3 

©_ 

TO 

00 

CO 

00 

iD 

(M 

3 

Cl 

©_ 

© © 

© 

Cl 

© 

© 

00 

i> 

© 

Q*  P ' 

©" 

CM 

P 

o' 

CO 

ID 

03"  0 

co" 

CD 

ID* 

cd" 

rH 

co" 

00' 

f-Z  d" 

©" 

CD 

CD 

t~" 

d" 

©' 

00' 

©" 

©’ 

(> 

S 3^ 

d 

Tf 

© 

00 

CD 

CO  00 

CO 

03 

Cl 

f— \ 

.— i 

© 

J> 

CD 

d 

r-t 

(M 

•| 

^ 5 1 

1 

— 1 

as 

1» 

03 

(M 

0 0 

0 

O 

© 

0 

© 

© 

t- 

J> 

© 

© 

© 

o 

O 

o 

00 

O 

0 

O 

CO 

0 

© 

© 

© 

© 

© 

d 

o o 

o 

©_ 

"— 1 

(M 

0 

©^ 

CO 

© 

© 

oo_ 

© 

©^ 

CD 

Cjo  O 

rr 

■cf 

ID 

Gi 

ci 

id" 

d" 

00 

d 

CO 

rjT 

©" 

oo" 

+Jprt 

I5 

F"4 

rj 

5,§ 

CO 

CO 

CO 

o 

03 

CO 

O — 

rf< 

CO 

Cl 

?>  t}< 

00 

CO 

d Tt< 

d 

rH 

0 

© 

© 

O 

d 

^ e S i 

03 

o 

O 

03 

GO 

L-  ID 

vD 

CO 

CD 

00 

ci 

iD 

d O 

© 

00 

© 

© 

© 

© 

0 

©_ 

©_ 

CO 

rj^ 

W 

T* 

r~l  00 

CD 

LD 

Cl 

— 1 

03 

cq 

CD 

CO 

©_ 

o- 

© 

© 

CD 

© 1 

g os  1 

CO 

d" 

— ~ 

O 

^-T 

co" 

0"  cd" 

O 

03" 

03" 

co" 

tH 

d" 

co" 

co"  T*" 

co" 

d" 

co' 

d" 

©' 

CD 

©" 

0"  | 

00 

(M 

-3* 

00 

CO 

CD  C3 

— 

(M 

CO 

CD 

i> 

0 

i> 

00  © 

© 

© 

00 

—1 

ci 

1— 1 

CO 

<M  (M 

cc 

ci 

d 

CO 

r— 1 

6 I 

■ 

© 

© CO 

© cd 

t--  oo 

N r* 

cf  cd" 
© 


O i- 

o ^ 

S 00 

d CO 


c *3 

>1 

C® 

K 


. CO 


i O 


2 fcX) 
_>>  e 


£ 5 £ 


-D  - — 

» O pq 

» s ^ s 1 1 1 1 
cfpiljl 
4&j£°a=n 


© ^ 

<D  1 


2 2 

<a 


o 

O 

x"=8 

g - 

S “ 


~ >i  > ^ o 


o .. 

§2 


o o 

2 P 
cq  sq 

c c 


^ E“ 


P ^ 

■5°^ 

^ u, 

£ 2 

— 


a - 

> 

a>  O 

® og 


bp  2 


q = 

° o 


r r c 
o o ® 

ooS 

c#  M 

c a B 

O O C3 


CO  <= 
i>  i" 

T*<  00 


'H  - 

ce 

>> 

o 

IS 

3 - 

o 


a 

o - 


2 - ^ (3 


3 

-O 

C C/3 


O .. 

c - 

o 


GQ  CQ  CQ 


CQ 


o 

' .-  cd" 

« 

_ o 

B£ 

is 

tSl 


iD©©'^©d'-*©d  _ 

>-♦  —i  - kj  « 

(Nc^C 

* ~ _T^ 

J3 

O 

. - --  C 


0 


■£  ^ 

s-«  o 

a o. 

H W 


p ft 


81 


TABLE  B— Do.  1. 


Statement  showing  the  difference  between  the  original  loca- 
tions from  Saint  John  to  Cape  Brule,  and  the  revised  Lo- 
cation from  Saint  J ohn  to  Point  Du  Chene. 


ORIGINAL  LOCATION  TO  CAPE  BRULE. 


From  Mill  Pond  Station  to  Zero  St.  John 
“ St.  John  to  Moncton 
“ Moncton  to  Cape  Brule 
Add  for  Wharf  at  Cape  Brule 

Total  Distance 


.878 

89.975 

19.850 

.350 

111.053  Miles. 


REVISED  LOCATION  TO  POINT  DU  CHENE. 

From  Mill  Pond  Station  to  Zero  St.  John  .878 

“ Zero  St.  John  to  Moncton  - - 88.085 

“ Moncton  to  Point  Du  Chene  - - 19,075 

Add  for  Wharf  at  Point  Du  Chene  - - .350 

Total  Distance  108.388  Miles. 


Distance  per  original  location  from  St.  John 
to  Moncton  - 

“ “ “ Devised  do. 

“ Saved  by  Devised  location 


89.975 
88.085 
1.890  Miles. 


Distance  per  original  location  from  Moncton 

to  Cape  Brule  - 19.850 

“ Devised  do  “ “ 

to  Point  du  Chene  ...  19.057 

Saved  by  Devised  location  - .775  Miles. 


Total  Saving  by  Devised  location  from  St.  John 
to  Point  du  Chene  over  original  do.  to 
Cape  Brule  - - 2.665  Miles. 
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TABLE  B. — No.  2. 

Table  of  Curves  and  Tangents,  as  originally  located  on  the 
European  and  North  American  Railway,  between  St.  John 
and  Shediac. — Beginning  at  Mill  Pond  Station. 


SAINT  JOHN  TO  MONCTON.  MONCTON  TO  SHEDIAC. 


Length  of 

Radii 

Deflection 

Total 

v.  m 

Length  of 

Radii 

Deflection 

Total 

o g 
>■ 

Curves  of 

Deflection. 

O o 

Curve  of 

Deflection. 

same  Radii 

° S 

same  Radii 

Miles 

ft. 

o / 

Q / 

Miles 

ft. 

o t 

O t 

9 

2.183 

1584 

427.30 

2 

.442 

1584 

85.00 

4 

.750 

1848 

120.30 

4 

1.217 

1980 

167.00 

4 

.670 

2112 

93.00 

1 

.154 

2244 

22.00 

1 

.330 

2376 

41.00 

6 

1.979 

2640 

226.30 

42 

11.250 

2640 

1300.00 

1 

.146 

3630 

12.00 

6 

1.500 

2904 

153.00 

2 

.095 

3960 

7.00 

6 

1.375 

3168 

97.30 

2 

.572 

4752 

36.30 

1 

• 115 

3300 

19.00 

5 

1.992 

5280 

112.30 

1 

.470 

3696 

44.00 

26 

6.649 

3960 

454.30 

23 

6.597 

668.30 

1 

.758 

4158 

58.00 

13.253  Tangents. 

29 

7.471 

5280 

424.30 

.350  Wharf  at  Cape  Brule, 

130 

33.521 

3232.30 

20.200  Miles. 

; 57.332  Tangents. 


90.853  Miles. 

From  Mill  Pond  Station  St.  John,  to  Moncton*  90.853 

Cl  Moncton  to  end  of  Wharf,  Cape  Brule,  20.200 


111.053  Miles. 


Total  No.  of  Curves  from  St.  John  to  Shediac,  153=3901.00 
Amount  of  Curvature  per  Mile,  35.11 
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TABLE  B.  No.  2. — Continued. 


Table  of  Curves  and  Tangents  on  the  revised  location  of  the 
European  and  North  American  Railway  ^between  St.  John 
and  Shediac. — Beginning  at  Mill  Pond  Station. 


SAINT  JOHN  TO  MONCTON.  MONCTON  TO  SHEDIAC. 


Length  of 

Radii 

Deflection 

Total 

Length  of 

Radii 

Deflection 

Total 

O OJ 

Curves  of 

Deflection. 

o S 

Curve  of 

Deflection, 

6 £ 

same  Radii 

O % 

same  Radii 

ft. 

o t 

© * 

ft. 

© rf 

24 

6.689 

2865 

714.38 

2 

.442 

1584 

85.00 

1 

.228 

3016 

22.46 

2 

.756 

1980 

96.00 

2 

.593 

3243 

55.23 

5 

1.507 

2640 

173.30 

1 

.868 

3263 

81.15 

l 

.146 

3630 

12.00 

2 

.621 

3438 

54.39 

2 

.095 

3960 

7.00 

6 

1.670 

3822 

132.48 

2 

.572 

4752 

36.30 

1 

.845 

4033 

63.22 

4 

2.136 

5280 

116.00 

1 

.650 

4912 

39.59 

— 

l 

.816 

5542 

44.32 

18 

5.654 

526.00 

15 

5.940 

5730 

313.57 

13.421  Tangents. 

1 

.614 

5807 

31.36 

.350  Wharf  Point  du  Chene. 

4 

2.256  11.460 

63.00 

1 

1.214  12.278 

29.54 

19.425  Miles. 

60  23.004  1647.49 

65.959  Tangents. 


88  963  Miles. 


From  Mill  Pond  Station  to  Moncton,  88.963  Miles 

“ Moncton  to  end  of  Wharf  Point  du  Chene,  19.425 


108.388  Miles. 


Total  No.  of  Curves  St.  John  to  Shediac,  78=2173.49 
Amount  of  Curvature  per  Mile,  20.08 

SAVING  EFFECTED  BY  REVISED  LOCATION. 


Number  of  Curves 

Amount  oi  Curvature  per  Mile, 


75=1727.11 
= 15.03 


TABLE  B.— No.  3, 


TABLE  OF  GRADIENTS  ON  REVISED  LOCATION  FROM  ST.  JOHN  TO  9HEDIAC. 


Dist.  from 

Lgth. 

Inclination. 

Grade 

Ascent 

Saint 

of 

of 

per 

of 

Johu. 

Grade. 

Grade. 

mile. 

Grade. 

M.  dec. 

M.  dec. 

per  100ft 

ft. 

.000 

.253 

.253 

.727 

38.38 

9.75 

.385 

.132 

Level. 

.689 

.304 

.812 

42.87 

3.538 

2.849 

Level. 

4.098 

560. 

.44 

23.23 

13.00 

4.334 

.236 

Level. 

5.378 

1.044 

.853 

45.00 

47.00 

5.544 

.166 

Level. 

7.054 

1.510 

.69 

36.43 

7.886 

.832 

Level. 

8.075 

.189 

.40 

21.12 

4.00 

8.264 

.189 

.40 

21.12 

8.453 

.189 

Level. 

8.832 

.379 

.15 

7.92 

3.00 

9.245 

.413 

.25 

13.20 

5.44 

12.582 

3.337 

.853 

45.00 

150.32 

12.616 

.034 

Level. 

15.996 

3.380 

.85 

44.88 

16.276 

.280 

Level. 

16.901 

.625 

-15 

7.92 

17.166 

.265 

Level. 

17.431 

.265 

.57 

30.00 

8.00 

17.506 

.075 

Level. 

17.771 

.265 

.57 

30.00 

17.865 

.094 

Level. 

18.149 

.284 

.40 

21.12 

6.00 

19.058 

.909 

Level. 

19.172 

.114 

.50 

26.40 

3.00 

19.211 

•039 

Level. 

19.438 

.227 

.57 

30.00 

19.476 

.038 

Level. 

19.817 

.341 

.85 

44.88 

15.30 

19.855 

.038 

Level. 

20.265 

.410 

.76 

40.12 

20.441 

.176 

Level. 

20.744 

.303 

.52 

27.45 

8.30 

22.715 

1.971 

.05 

2.64 

23.435 

.720 

.45 

23.76 

17.10 

23.510 

.075 

Level. 

23.983 

.473 

.25 

13.20 

25.119 

1.136 

.65 

34.62 

39.00 

25.175 

.056 

Level. 

26.482 

1.307 

.716 

37.80 

Descent  Elev.  above 


of 

High  wtr., 

Locality 

Grade. 

Bpg.  tides, 

ft. 

St.  John. 
5.25 
15.00 

15.00 

Stat.,  Garden  Street. 

13.00 

2.00 

2.00 

15.00 

15.00 

Marsh. 

62.00 

62.00 

Lawlor’s  Lake. 

55.00 

7.00 

7.00 

11.00 

Torryburn. 

4.00 

7.00 

Nine  mile. 

7.00 

10.00 

15.44 

Station. 

165.76 

165.76 

Summit. 

151.76 

14.00 

14.00 

Hammond  River. 

6.00 

8.00 

8.00 

16.00 

16.00 

8.00 

8.00 

8.00 

14.00 

14.00 

17.00 
17.00 

Darling’s,  Mill-strm. 

6.84 

10.16 

10.16 

25.46 

25.46 

Matthews’  Ferry. 

16.46 

9.00 

9.00 

17.30 

Groom’s  Cove. 

5.25 

12.05 

29.15 

29.15 

Hampton  Station. 

6.25 

22.90 

61.90 
61.90 

49.40 

12.50 

Passokeag. 
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TABLE  B. — No.  3. — Continued. 


Dist.  from 

Lgth. 

Inclination  Grade 

Ascent 

Descent 

Elev.  above 

Saint 

of 

of 

per 

of 

of 

High  wtr.  Locality. 

John 

Grade. 

Grade. 

mile. 

Grade. 

Grade. 

spg.  tides, 

M.  dec. 

M.  dec. 

per  100ft 

ft. 

ft. 

St.  John, 

27.362 

,880 

Level 

12.50 

27  694 

.332 

.57 

30.00 

10.00 

22.50 

27.959 

.265 

.25 

13.20 

3.50 

26.00 

28-850 

.891 

.28 

14.70 

13.16 

12.84 

28.944 

.094 

Level 

12.84 

29.835 

.891 

.25 

13.20 

11.75 

24.59 

Moose  horn  Brook. 

30.877 

1.042 

Level 

24.59 

31.824 

.947 

.05 

2.64 

2.50 

22.09 

31.892 

.068 

Level 

22.09 

33.074 

1.182 

.40 

21.10 

24.86 

46.95 

33.112 

.038 

Level 

46.95 

Stark’s  Brook. 

33.510 

.398 

.85 

44.88 

17.85 

29.10 

33.863 

.353 

Level 

29  10 

34.381 

.518 

.49 

25.80 

13.32 

42.42 

34.419 

.038 

Level 

42.42 

34.742 

.323 

.60 

31.60 

10.20 

32.22 

35.409 

.667 

Level 

32.22 

Drummond’s  Brook. 

36.503 

1.094 

.29 

15.30 

16.06 

48.28 

36.873 

.370 

.40 

21.12 

7.80 

40.48 

38.086 

1.213 

Level 

40.48 

Sproul’s  Ferry. 

39.010 

.924 

.48 

25.34 

23.44 

63.92 

39.080 

.070 

Level 

63.92 

39.894 

.814 

.44 

21.64 

17.63 

46.29 

Musquash  Brooke 

40.936 

1.042 

Level 

46.29 

41.163 

.227 

.52 

27.45 

6.24 

52  53 

42.507 

1.344 

.10 

5.28 

7.10 

45.43 

43.570 

1.063 

.18 

9.50 

10.10 

55.53 

Sussex  Station. 

43.814 

.244 

Level 

55.53 

43.947 

.133 

.21 

11.08 

1.47 

57.00 

44.761 

.814 

.0544 

2.87 

2.34 

59.34 

45.102 

.341 

.44 

23.64 

7.99 

67.33 

45.139 

.037 

Level 

67.33 

45.925 

.786 

.36 

19.00 

15.33 

52.00 

Salmon  River. 

46.579 

.654 

Level 

52.00 

46.957 

.378 

.186 

9.82 

2.00 

54.00 

47.525 

,568 

Level 

54.00 

48.869 

1.344 

.073 

3.84 

5.16 

59.16 

Wallace’s  Road. 

49.437 

.568 

.600 

31.70 

18.00 

77.16 

49,569 

.132 

Level 

77.16 

50.213 

.644 

.2038 

10.76 

6.93 

70.23 

51.237 

1.024 

.19 

10.00 

10.26 

80.49 

Salmon  River. 

52.013 

,776 

.22 

11.60 

9.08 

89.57 

52.525 

.512 

Level 

89.57^ 

53.301 

.776 

.60 

31.70 

24,43 

114.00  | 

i Stone’s  Brook,  or  Pe 

53.585 

.284 

Level 

114,00  ' 

55.232 

1.647 

.46 

24.28 

40.00 

154.00 

nobsquis. 

55.470 

.238 

Level 

154.00  j 

1 

56.586 

1.116 

.56 

29.66 

33.00 

121.00 

59.271 

2.685 

.0141 

.75 

2.00 

119.00 

Anagance  River. 

60.271 

1.000 

.75 

39.60 

39.75 

158.75 

TABLE  B. — No.  3. — Continued, 


Dist.  from 

Lgth. 

Inclination  Grade 

Ascent 

Descent  Elev.  above 

Saint 

of 

of 

per 

of 

of 

High  wtr. 

Locality. 

John. 

Grade. 

Grade. 

mile. 

Grade. 

Grade. 

spg.  tides, 

M.  dec* 

M.  dec. 

per  100ft 

ft. 

ft. 

St.  John. 

60.335 

.064 

Level 

158.75 

61.410 

1.075 

.4923 

26.00 

27.95 

130.80 

61.447 

.037 

Level 

130.80  l 

Leek's  Brook,  or  Por- 

61,882 

.435 

.391 

20.50 

9.00 

139.80  5 

tage. 

61.958 

.076 

Level 

139.80 

62.545 

*587 

.516 

27.40 

16.00 

123.80 

62.602 

.057 

Level 

123.80 

Hayward’s  Mill  Brook, 

63.114 

.512 

.518 

27.40 

14.00 

137.80 

63.189 

.075 

Level 

137.80 

64.344 

1.155 

.77 

40.70 

47.00 

90.80 

67.033 

2.689 

.0352 

1.84 

5.00 

85.80 

Steves’  Brook. 

67.980 

.947 

.40 

21.12 

20.00 

105.80 

68.055 

.075 

Level 

105.80 

68.567 

,512 

.296 

15.60 

8.00 

97.80 

69.331 

.764 

.77 

40.70 

31.00 

66.80 

71.987 

2.656 

Level 

66.80 

Peticodiac  River. 

72.529 

.542 

.675 

38.00 

19.35 

86.15 

74.421 

1.892 

.12 

6.33 

12.03 

74.12 

74.934 

.513 

Level 

74.12 

75.447 

.513 

.73 

38.54 

19.68 

93.80 

75.560 

.113 

Level 

93.80 

76.033 

.473 

.20 

10.56 

5.00 

88  80 

76.108 

.075 

Level 

88.80 

Salisbury  Station. 

76.539 

.431 

.20 

10.56 

4.60 

93.40 

76.633 

.094 

Level 

93.40 

Wortman’s  Creek. 

77.611 

.378 

.20 

10.56 

4.00 

89.40 

77.087 

.076 

Level 

89.40 

77.352 

,265 

.20 

10.56 

2.80 

93.20 

77.409 

.057 

Level 

93.20 

77.636 

.227 

.20 

10.56 

2.40 

89.80 

77.693 

.057 

Level 

89.80 

78.016 

.323 

.20 

10.56 

3.40 

93.20 

78.187 

.171 

Level 

93.20 

79.420 

1.233 

.513 

27.00 

33.40 

59.80 

79.974 

.554 

Level 

59.80 

Nixon’s  Brook. 

81.029 

1.055 

.70 

36.50 

39,00 

20.80 

81.120 

.091 

Level 

20.80 

Steves’  Lake. 

82.840 

1.720 

.83 

43.98 

75.42 

96.22 

83.340 

.500 

.061 

3.20 

1.58 

97.80 

83.378 

.038 

Level 

97.80 

83.643 

.265 

.28 

14.70 

3.92 

93.88 

83.700 

.057 

Level 

93.88 

Chartres’  Brook. 

83.908 

.208 

.14 

7.40 

1.55 

95.43 

83.946 

.038 

Level 

95.43 

84.381 

.435 

.25 

13.20 

5.75 

89.68 

84.419 

.038 

Level 

89.68 

85.129 

.710 

.11 

5.80 

4.12 

93.80 

85.583 

.454 

.46 

24.29 

11,00 

82.80 

Horsman’s  Creek. 

86.152 

.569 

.833 

43.98 

25.00 

57.80 

86J95 

.043 

Level 

57.80 
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TABLE  B. — No.  8. — Continued. 


Dist.  from 

Lgth. 

Inclination  Grade 

Ascent 

Saint 

of 

of 

per 

of 

John. 

Grade. 

Grade. 

mile. 

Grade. 

M.  dec. 

M.  dec. 

per  100ft 

ft. 

86.422 

.227 

.80 

42.24 

9.00 

86.811 

.389 

Level 

87.700 

.889 

.833 

43.98 

87.769 

.069 

Level 

88.110 

.341 

.833 

43.98 

15.00 

88.280 

.170 

Level 

88.667 

.387 

.833 

43.98 

88.799 

.132 

Level 

88.963 

c .164 

.80 

42.24 

6.92 

89.063 

£.100 

.80 

42.24 

4.02 

89.463 

.400 

Level 

89.738 

.275 

.80 

42.24 

11.76 

89.850 

.112 

Level 

90.350 

.500 

.833 

43.98 

90.531 

.181 

Level 

90.702 

.171 

.636 

33.58 

6.38 

90.849 

.147 

.861 

44.90 

90.924 

.075 

Level 

91.699 

.775 

.833 

43.98 

34.21 

91.764 

,065 

Level 

91.942 

.178 

.833 

43.98 

92.162 

.220 

Level 

93.271 

1.109 

.71 

37.48 

41.06 

93.446 

.175 

Level 

93.833 

.387 

.80 

42.24 

16.05 

94.033 

.200 

.636 

33.58 

5.95 

94.183 

.150 

.833 

43.98 

6.60 

94.258 

.075 

Level 

94.533 

.275 

.833 

43.98 

12.10 

94.595 

.062 

Level 

94.770 

.175 

.33 

17.42 

95.082 

.312 

.833 

43.98 

95.182 

.100 

.15 

7.92 

95.297 

.115 

.363 

19.16 

2.16 

95.619 

.322 

.863 

45.56 

14.82 

95.894 

.275 

Level 

96.081 

.187 

.275 

14.52 

2.73 

96.143 

.062 

.50 

26.40 

96.693 

.550 

.13 

6.86 

3.96 

97.230 

.537 

.81 

42.76 

23.27 

97.280 

.050 

.11 

5.80 

.30 

98.155 

.875 

.833 

43.98 

98.205 

.050 

Level 

98.555 

.350 

.833 

43.98 

15.40 

99.217 

.662 

.833 

43.98 

99.642 

.425 

Level 

99.879 

.237 

.31 

16.36 

4.00 

100.154 

.275 

.833 

43.98 

12.00 

100.289 

.135 

Level 

Descent  Elev.  above 


of 

High  wtr. 

Locality. 

Grade. 

spg.  tides, 

ft. 

St.  John. 

66.80 

66.80 

39.00 

27.80 

27.80 

42.80 
42.80 

Post  Road,  Milner1 

17.00 

25.80 

25.80 

Jonathan’s  Creek. 

32.72 

36.74 

Zero,  Moncton. 

36.74 

48.50 

48.50 

Station  Moncton. 

22.40 

26.10 

26.10 

32.48 

Hall’s  Creek. 

6.68 

25.80 

25.80 

60.01 

60.01 

Chandler’s  Marsh 

7.97 

52.04 

52.04 

93.10 

93.10 

109.15 

115.10 

121.70 

121.70 

133.80 

133.80 

Harris,  Mill  Str. 

2.94 

130.86 

13  75 

117.11 

*.80 

116.31 

118.47 

133.29 

133.29 

136.02 

Cook’s  Brook. 

1.65 

134.37 

138.33 

161.60 

161.90 

Summit. 

38.50 

123.40 

123.40' 

138.80 

Hemlock  Hill. 

29.00 

109.80 

109.80 

113.80 

125.80 
125.80 
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DLst.  from 

Length  Inclination  Grade 

Ascent 

Descent  Elev.  above 

Saint 

of 

of 

per 

of 

of 

High  wtr. 

Locality. 

John. 

Grade 

Grade. 

mile. 

Grade. 

Grade. 

spg.  tides., 

M.  dec. 

M.  dec. 

per  100ft. 

ft. 

ft. 

St.  John. 

100.476 

.187 

.79 

41.71 

8.00 

117.80 

100.798 

.322 

.33 

17.42 

5.50 

112.30 

101.235 

.437 

Level 

112.30 

101.458 

.223 

.79 

41.71 

8.50 

103.80 

101.745 

.287 

Level 

103.80 

102.180 

.435 

.69 

36.43 

16.00 

87.80 

Post  Road  to  ■> 

102.305 

.125 

Level 

87.80 

Dorchester.  3 

102.542 

.237 

.833 

43.98 

10.00 

97.80 

102.592 

.050 

Level 

97.80 

102.717 

.125 

.45 

23.76 

3.00 

94.80 

103.057 

.340 

.833 

43.98 

15.00 

79.80 

103.234 

.177 

Level 

79.80 

104.552 

1.318 

.833 

43.98 

58.00 

21.80 

Girder  Bridge, 

104.702 

.150 

Level 

21.80 

Scadouc  River.  5 

105.327 

.625 

.64 

33.79 

20.00 

41.80 

105.389 

.062 

.188 

9.92 

1-00 

42.80 

105.641 

.252 

.68 

35.90 

9.00 

33.80 

106.144 

.503 

Level 

33.80 

Shediac  Station. 

106.644 

.500 

.60 

31.68 

17.00 

16.80 

106.769 

.125 

Level 

16.80 

107.382 

.612 

.60 

31.68 

19.00 

-2.20 

107.925 

.543 

Level 

-2.20 

108,038 

.113 

.70 

39.60 

4 50 

-6.70 

108.388 

.350 

Level 

-6.70 

Wharf  Pt.  du  Chene. 

Total  of  ascents  and  descents 

1063.15  1075.10 

Shediac  Harbor. 

N.  B.  It  will  be  observed  that  the  Level  of  Rails  on  Shediac  wharf  is  6.70  be- 
low high  water  at  St.  John,  and  the  level  of  high  tide  at  the  latter  place  is  10.70 
feet  above  that  at  Shediac  Harbor. 


ABSTRACT  OF 

GRADIENTS. 

Description. 

No. 

Length. 

Miles. 

Total  Length. 

Level. 

86 

25  496 

10  ft.  per  mile  and  under. 

20 

19.345 

20  ft.  “ “ “ “ 

24 

10.701 

30  ft.  “ “ “ “ 

30 

16.S03 

45  ft.  “ “ “ “ 

56 

36.043 

108.388  Miles. 
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Abstract  of  Gradients  originally  designed  for  the  European 
and  North  American  Railway,  between  St.  John  and  Cape 
Brule,  Shediac,  (beginning  at  Zero  St.  John.) 


DESCRIPTION 

NO. 

LENGTH 

MILES. 

Level 

65 

29.655 

10  ft.  per  mile  and  under 

19 

13.000 

20  ft.  “ “ 

32 

12.646 

30  ft.  “ “ 

29 

12.164 

45  ft.  “ “ 

99 

42.360 

Add  Mill  Pond  Station  to  Zero 

.878 

“ for  Wharf  Cape  Brule 

.350 

TOTAL  LENGTH. 


111.053  Miles. 


TABLE  B— No.  4. 


Statement  showing  the  length  of  Iron  and  Wooden  Bridging 
originally  designed  for  the  European  and  North  American 
Railway,  from  St.  John  to  Shediac. 


Lin.  ft.  Iron.  Lin.  ft.  "Wood. 

Saint  John  to  Sussex  Yale  560  2192 

Sussex  Yale  to  Shediac  1260  1892 


Total  Amount  1820  4084  lin.  ft. 


Statement  showing  the  length  of  Iron  and  Wooden  Bridging 
as  now  being  constructed  upon  the  European  and  North 
American  Railway,  from  St.  J ohn  to  Shediac. 


IRON. 

WOOD. 

LIN.  FT. 

LIN.  FT. 

Saint  John  to  Sussex  Yale 

510 

1343 

Sussex  Yale  to  Shediac 

800 

1043 

1.310 

2.386  lin.  ft. 

REPORTS 


OF 

W.  PARKER,  ESQ.,  C.  E. 


(Copy) 

Secretary's  Office,  Fredericton,  1th  May  1858. 

Sir, — By  direction  of  His  Excellency  the  Lieut.  Governor,  I 
am  to  request  you  to  examine  and  report  on  the  construction 
and  general  character  of  the  E.  &.  N.  A.  Railway  in  this  Pro- 
vince, and  on  the  location  of  that  part  of  the  Line  now  under 
contract. 

I am  also  to  request  you  to  afford  to  the  Commissioners  of 
that  Railway  and  to  the  Chief  Engineer  the  benefit  of  your 
advice  on  any  matter  connected  therewith  which  they  may 
refer  to  you.  I have,  &c., 

(Signed)  S.  L.  TILLEY. 
Wm.  Parker,  Esq.,  C.  E.,  St.  John. 


(Copy)  Boston,  Massachusetts,  July  5th,  1858. 

HON.  S.  L.  TILLEY, 

Provincial  Secretary,  Fredericton,  New  Brunswick . 

Sir  : — 

In  accordance  with  your  letter  to  me,  dated  May,  7th  ult.,  I 
have  “examined  the  construction  and  general  characterof  the  E. 
& N.  American  Railway  in  this  (your)  Province,  and  the  loca- 
tion of  that  part  of  the  line  now  under  contract,”  and  have  the 
honor  to  report  as  follows : 
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FIRST  AS  TO  THE  LOCATION. 

The  Railway  on  leaving  St.  John  runs  in  the  direction  of 
Lawlor’s  Lake,  rendered  famous  for  the  difficulty  which  has 
attached  its  filling  up  for  the  transit,  but  which  has  now  hap- 
pily been  overcome,  and  thence  proceeds  in  the  same  course 
until  it  enters  the  valley  of  the  Kennebecasis  River,  at  the 
distance  of  six  or  seven  miles  from  the  City.  It  then  pursues 
the  said  valley  on  its  southerly  side  all  the  way  to  Sussex 
Yale  or  its  vicinty  excepting  two  diversions  therefrom,  made  to 
avoid  sinuosities  or  to  secure  better  ground  for  the  Line  to 
occupy. 

These  diversions  are — the  first,  from  “ Henderson’s  Cove,” 
near  the  Nine  Mile  House,  and  the  mouth  of  Salmon  Creek 
to  a point  nearly  opposite  the  mouth  of  Hammond  River, 
which  is  crossed  on  the  way.  The  second,  from  near  Groom’s 
Cove,  two  miles  West  of  Hampton  over  a dividing  ridge,  to 
Patticake  Creek,  in  order  to  secure  a favorable  crossing  of  the 
intervale  lands  of  that  stream,  which  are  exceedingly  wide 
nearer  its  mouth,  and  would  have  there  exposed  a Railway 
embankment  over  them  to  frequent  damage,  and  even  risk  of 
destruction. 

By  the  first  of  these  diversions  a saving  both  of  distance  and 
cost  is  secured.  By  the  second  a saving  of  cost  and  improved 
alignment  and  gradients  are  obtained  at  a small  sacrifice  of 
distance. 

From  Sussex  Vale  the  line  as  projected  leaves  the  immediate 
valley  of  the  Kennebecasis  river  for  one  of  its  tributaries, 
which  it  follows  to  near  its  source,  and  thence  across  the  divid- 
ing ridge  of  land,  there  very  lightly  defined  to  the  valley  of 
the  Petitcodiac. 

Pursuing  this  last  named  valley  to  the  “Bend”  at  Moncton, 
the  line  avoids  the  sidelong  ground  near  the  river,  indented  as 
it  is,  by  deep  creeks  of  soft  and  treacherous  bottom,  and  keeps 
a higher  level  and  more  direct  course  over  the  more  even 
back  grounds,  thereby  securing  greater  regularity  of  gradients, 
and  saving  both  distance  and  cost. 

From  Moncton  to  Shediac  as  from  Saint  John  to  the  “Nine 
Mile  House”  the  line  is  completed  and  in  use,  its  location  being 
generally  favorable  and  judicious. 

Twenty-eight  miles  are  yet  to  be  placed  under  Contract,  but 
the  line  is  determined  and  well  nigh  definitely  marked  out ; 
this  portion  extends  from  Sussex  Yale  into  the  valley  of  the 
Peticodiac,  and  is  over  very  favourable  ground. 
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The  location  of  that  part  of  the  line  now  under  Contract  is 
judiciously  made  and  admits  of  little  or  no  amendment.  It 
extends  from  Kennebecasis  Station  near  the  “Nine  Mile 
House”  to  Sussex  Yale,  and  from  a few  miles  West  of  Salis- 
bury to  Moncton,  an  aggregate  distance  of  about  fifty-one  miles. 

Where  the  line  traverses  the  sidelong  ground  of  the  Kenne- 
becasis Valley,  which  it  does  for  a distance  of  about  thirty- 
five  miles,  it  might  be  supposed  at  first  sight  that  by  a free 
use  of  curves,  accompanied  by  some  undulation  of  gradient, 
much  saving  might  have  been  realized  of  the  cost,  as  set  forth 
in  the  estimate  of  the  Engineer  and  in  the  Contracts ; but  it 
has  so  happened  that  the  level  at  which  the  exposure  to  freshet 
has  determined  the  grade  line,  finds  the  hillside  full  of  project- 
ing knolls  or  head  lands,  and  deep  gulfs  or  cross  valleys,  with 
wide  and  flat  intervale,  which  preclude  much  of  the  benefit 
that  a tortuous  line  would  have  otherwise  secured  ; and  after 
a careful  examination  I am  of  the  opinion  that  the  line  is 
located  along  that  part  of  the  route  as  economically,  with 
slight  exceptions,  (if  any)  as  it  could  well  have  been  done. 

The  greatest  rise  or  fall  per  mile  in  the  whole  line  will  be 
forty-five  feet. 

The  most  severe  curvature  will  have  a radius  of  nearly 
three  thousand  feet. 

SECONDLY — THE  CONSTRUCTION. 

The  construction,  so  far  as  it  has  proceeded  is  of  good  cha- 
racter, and  the  specifications  and  contracts  look  to  its  continu- 
ance. 

The  width  of  the  road  bed  at  subgrade  or  formation  level 
has  been  assumed  at  twenty  feet  in  embankment,  and  not  less 
than  twenty-four  feet  in  excavation,  with  slopes  varying  from 
one  and  a half  to  two  feet  horizontal  for  every  foot  vertical, 
according  to  the  nature  of  the  earth  to  be  sustained.  These 
dimensions  and  slopes  I regard  as  liberal,  and  think  that  they 
may  be  reduced  in  some  instances  without  hazard  to  the 
character  or  permanency  of  the  work — the  qualities  of  the 
prevailing  earth  will,  however,  require  much  caution  in 
doing  so. 

The  Masonry  consists  of  abutments  and  piers  for  bridges, 
walls  and  arches  or  other  covering  for  culverts — these  are  of  a 
high  quality  well  adapted  for  durability,  and  generally  very 
creditable  to  those  concerned. 
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It  is  not  improbable  indeed  that  it  may  be  found  safe  in  some 
of  the  works  yet  to  be  built,  to  lower  the  standard  of  quality  or 
substitute  a different  class  of  masonry,  and  thereby  reduce 
somewhat  the  cost.  This,  however,  must  be  confined  to  the 
less  conspicuous  and  lighter  works  which  are  only  important  as 
a matter  of  expense  in  their  number  and  aggregate  amount. 

The  superstructures  of  three  of  the  bridges  on  the  line — one 
of  them  erected  some  time  ago  over  the  Scadouc  Creek,  near 
Shediac,  by  the  former  Contractors — one  over  the  Post  Road 
near  Saint  John,  and  the  bridge  over  Hammond  River,  are — or 
are  to  be — of  the  Iron  Girder  class  made  of  Boiler  Iron — a form 
of  structure  which,  though  somewhat  expensive,  is  preferred 
by  many  Engineers  to  all  others  for  its  simplicity,  for  its  per- 
manent adjustment,  and  for  its  great  strength  when  well  pro- 
portioned. Permanency,  including  proof  against  fire,  seems 
to  have  been  thought  especially  called  for  in  the  localities 
above  named. 

All  other  bridge  superstructures  are — or  are  to  be — of  wood, 
and  in  some  cases  in  which  the  exposure  did  not  forbid,  even 
the  abutments  and  piers  are  provided  for,  of  the  same ; but  in 
all  instances  they  are  well  planned  for  substance  and  durability, 
so  far  as  compatible  with  the  material  used. 

The  buildings  thus  far  erected  seem  to  be  judicious  and 
appropriate,  and  as  far  as  I have  been  able  to  learn,  will  meet 
the  probable  wants  of  the  several  localities. 

The  Track  or  Railway  proper  is  of  an  excellent  character 
and  will  compare  favorably  with  the  best  railways  in  the 
United  States. 

Care  has  thus  far  been  taken  both  in  the  formation  of  the 
road  bed,  and  in  the  supply  of  “ballast,”  to  secure  good  and 
rapid  drainage,  obviously  so  important  in  your  climate ; the 
Sleepers  or  Cross  Ties  are  good  and  substantial,  and  the  Rail- 
way Bars  which  are  of  the  “J*  pattern,  prevalent  in  this  coun- 
try, are  of  approved  proportion  and  quality,  the  latter  indeed 
is  much  better  than  usual,  offering  a reasonable  warrant  of 
economy  in  the  future  repairs  of  the  line. 

I hope,  Sir,  that  the  above  statements  and  remarks  are  suf- 
ficiently comprehensive  and  explicit  to  satisfy  His  Excellency 
the  Lieutenant  Governor,  yourself,  and  the  members  of  the 
Government  with  whom  you  are  associated.  I am  glad  that 
I can  offer  so  favorable  a Report  on  the  subject,  and  I trust 
that  the  delay  of  it  to  this  time  may  not  have  caused  disap- 
pointment to  any  one. 
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On  entering  upon  the  duty  assigned  me  much  of  my  time 
was  first  demanded  by  the  second  portion  of  your  letter,  viz., 
in  advising  with  the  Commissioners  and  Chief  Engineer  upon 
matters  of  detail,  requiring  immediate  decision  and  then  held 
in  suspense  ; and  I was  desirous  to  make  careful  personal 
examination  of  the  line,  as  well  as  of  all  other  matters,  before  I 
should  venture  to  express  an  opinion.  This  I have  done,  tra- 
versing much  of  the  line  on  foot  for  that  purpose. 

It  would  have  been  extraordinary  if  nothing  open  to  criti- 
cism, modification,  or  improvement  had  been  found  ; but  I 
take  pleasure  in  saying  that  comparatively  little  has  appeared; 
that  little  has  been  and  will  be  the  subject  of  conference,  with 
the  Commissioners  and  Chief  Engineer,  to  which  the  close  of 
your  letter  invites  me,  with  a view  to  restraining  the  cost  of 
the  line,  as  much  as  consists  with  securing  a good  practical 
Railway.  I am,  &c.,  (Signed) 

¥M  PARKER,  Civil  Engineer. 


St.  John , N.  B.,  June  26,  IS 58. 
ROBERT  JARDINE,  Esquire , 

Chairman  of  the  Railway  Commissioners  of  New  Brunswick. 
Sir, 

Yours  of  the  25th  inst.,  asking  my  opinion  as  to  the  policy 
proper  to  be  followed  in  procuring  Rolling  Stock  for  the  Rail- 
way, and  upon  the  proper  rates  for  passenger  fares,  is  before 
me. 

It  must  be  apparent  that  the  greatest  care  in  selecting  Roll- 
ing Stock  with  reference  to  safety  is  of  the  utmost  importance, 
and  that  nothing  in  the  way  of  trial  of  new  makers  should  be 
attempted  without  extreme  caution.  This  is  especially  true 
of  Wheels  and  Axles,  and  I recommend  that  for  Passenger 
Cars  wholly,  and  for  Freight  Cars  mainly,  you  resort  only  to 
those  makers  of  wheels  and  axles,  whose  work  has  been  proved 
and  stands  in  the  front  rank  for  excellence,  giving  at  the  same 
time  such  encouragement  to  home  enterprise  as  may  be  de- 
rived from  orders  of  these  articles  for  use  on  your  ballast  or 
gravel  cars,  and  a few  of  your  freight  cars,  until  by  continued 
and  successful  trial  they  shall  be  found  certainly  worthy  of 
more  extended  use.  Axles  may,  I think,  be  had  best  with 
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reference  to  cost  and  quality  combined,  from  England  ; wheels 
(being  of  cast  Iron)  from  the  United  States,  where  they  are 
(of  cast  Iron)  almost  exclusively  used. 

In  selecting  makers  of  Locomotives  a like  course  should  be 
pursued,  adhering  to  one  pattern  for  each  class  of  machines 
without  deviation,  that  their  repair  and  maintenance  may  be 
simplified  and  cheapened.  There  is  little  difference  in  essen- 
tial  properties  among  the  several  forms  of  Locomotives  now- 
made  ; but  a uniformity  of  pattern  has  been  found,  whenever 
adhered  to,  connected  with  marked  economy  of  repairs. 

Those  machines  which  you  have  already  procured  are  of 
good  quality  and  established  repute ; and  I would  adhere  to 
the  same  makers,  while  they  continue  to  do  as  well,  at  mode- 
rate prices,  encouraging  at  the  same  time  your  home  me- 
chanics, by  occasional  orders,  made  proportionately  more  fre- 
quent as  their  results  shall  be  satisfactory — always,  however, 
without  variety  of  pattern. 

Cars , whether  for  passengers,  freight,  or  other  uses,  stand 
in  a somewhat  different  position  than  wheels  and  axles,  being 
subject  to  the  foregoing  remarks.  The  frames  and  bodies  of 
cars  are  bulky,  and  subject  to  heavy  charges  for  their  transpor- 
tation from  abroad,  while  their  manufacture  does  not  call  for 
any  great  degree  of  experience  superadded  to  mechanical  skill 
and  faithfulness. 

Materials  for  their  construction  are  abundant  in  this  Pro- 
vince; so,  I believe,  is  good  mechanical  labor;  and  I see  no 
unavoidable  hazard,  in  preferring  home  artizans  in  this  depart- 
ment at  like  prices.  Looking,  therefore,  first  to  quality  and  to 
proper  seasoning  of  lumber,  and  under  a rigid  inspection,  I 
recommend  that  your  Cars  be  made  at  home,  allowing  reason- 
able competition  if  it  shall  arise — the  wheels  and  axles  having 
been  procured,  as  before  stated. 

Rates  of  fare  for  passenger  travel  have  been  extensively 
experimented  on  in  the  United  States,  and  with  the  exception 
of  a few  densely  populated  lines,  and  for  very  long  travel  it  is 
believed  now  that  three  cents  per  mile  is  the  lowest  rate  expe- 
dient. Commutation  for  families,  resident  near  the  City,  and 
for  occasional  excursion  trains  may  be  judiciously  adopted  at 
a reduction  of  not  exceeding  one  half. 

I am  your  obed’t  servant, 

¥M,  PARKER, 

Civil  Engineer . 
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(Copy)  Boston , Dec.  2d,  1858. 

HON.  S.  L.  TILLEY, 

Provincial  Secretary,  Fredericton , N.  B. 

Sir  : — 

When  last  in  St.  John  with  the  opportunity  to  confer  with 
the  Chief  Engineer  and  Commissioner,  upon  the  list  of  “Staff,” 
submitted  to  me  in  yours  of  August  31st,  it  was  apparent  that 
much  of  that  list  had  been  changed  in  consequence  of  the  com- 
pletion of  the  location  and  laying  out  of  the  Railway,  from 
Sussex  to  Salisbury,  preparatory  to  its  being  offered  for  con- 
tract ; and  I therefore  deemed  it  proper  to  obtain  a revised  list, 
presenting  the  ‘‘Staff,”  as  at  present  organized. 

Such  a list  has  recently  been  received  and  accompanies  this 
communication. 

In  carefully  considering  it  as  requested  by  you,  I do  not 
perceive  that  any  material  reduction  could  be  made  with  due 
regard  to  the  public  service.  The  organization  in  both  depart- 
ments appear  simple  and  well  ordered,  and  the  rates  of  com- 
pensation as  low  as  could  be  expected  to  procure  the  services 
of  persons  well  qualified  for  the  several  duties. 

(Signed)  WM.  PARKER, 

Civil  Engineer . 
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EUROPEAN 


AND 

NORTH  AMERICAN  RAILWAY. 


Saint  John,  N.  B .,  Mh  March,  1858 

Sir — 

Having  been  furnished  on  the  12tli  day  of  November  last 
with  an  inventory  of  the  plant  and  stores,  made  by  Messrs. 
Peto,  Betts,  Jackson  and  Brassey,  the  31st  December,  1854, 
which  was  supposed  on  hand,  when  their  right  to  the  same 
was  conveyed  to  the  Province  ; and  having  been  directed  to 
take  a particular  account  of  all  plant,  stores  or  stock,  now  on 
hand,  as  well  of  that  then  received,  as  of  that  which  has  since 
been  received  by  the  European  and  North  American  Rail- 
way ; and  after  comparing  the  same  ascertain  the  deficiency, 
if  any. 

I have  now,  therefore,  to  report  from  the  information  of 
the  Board  of  Commissioners,  that  in  compliance  with  such 
instructions  I have  carefully  taken  an  inventory  of  all  the 
stores,  Plant,  or  other  property  belonging  to  the  “European 
and  North  American  Railway,”  on  the  line  or  elsewhere,  and 
having  made  the  same  up,  find  as  follows  : — 


0!d. 

New. 

Office  Furniture 

£150 

16 

0 

£180 

19 

6 

Engineering  Stock 

120 

0 

0 

347 

3 

5 

General  Stores 

2406 

18 

1 

730 

14 

7 

Rolling  Stock 

5217 

0 

0 

18,343 

2 

0 

Earth  Wagons 

4967 

0 

0 

Buildings  and  Stations 

2025 

10 

0 

3033 

10 

9 

Permanent  Way  Stock 

9775 

9 

3 

18,603 

13 

3 

Miscellaneous  Stock 

2526 

8 

7 

2151 

1 

4 

Station  Furniture,  &c. 

56 

1 

3 

Making  the  value  of  the 

Old  Stock  and  Stores 

; now  on 

hand,  at  their  prices  <£27,189  1 11 — and  the  value  of  the 

stock  acquired,  since  the  line  was  handed  over  to  the  Pro- 
vince, £43,446  6 l,as  per  stock  account  herewith  submitted. 
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With  reference  to  the  balance  of  the  Plant,  Stores,  &c., 
delivered  by  Messrs.  Peto,  Bettts,  & Co.,  to  the  Province, 
I have  to  remark  that  £42,683  15  8d.  lias  been  used  in  the 
construction,  found  worthless,  or  disposed  of  for  the  benefit 
of  the  road,  as  will  appear  by  a statement  herewith  submitted, 
(No.  1)  with  explanations  therein,  by  Alex.  L.  Light, 
Esq.,  the  Chief  Engineer  in  charge  of  the  works.  That  stores 
were  sold  Messrs.  Walker,  Rankin  and  Walker,  John  Brook- 
field, and  William  Stevens,  Esqrs.,  Contractors  as  per  copies 
of  accounts  herewith  submitted — Nos.l,  2 and  3,  respectively  as 
follows — viz. : 

Walker,  Rankin  & Walker  - - £553  11  9 

William  Stevens  - 328  5 8 

John  Brookfield  - 259  0 0 

That  sales  by  auction  was  made  at  Moncton,  on  the  15th  day 
of  December  last,  to  the  extent  of  £103  12  6d.,  and  that 
Plant  and  Stores  to  the  value  of  £2685  10  2d.  have  been 
found  to  be  deficient,  as  per  Account  Sales  No.  4,  and  state- 
ment No.  5,  also  submitted. 

The  small  prices  of  the  chief  part  of  the  articles  sold  at 
Moncton  on  the  day  referred  to,  was  caused  by  their  being 
chiefly  worn  out  and  of  little  value. 

I may  say  that,  during  my  stay  of  two  months  between 
Shediac  and  Moncton,  during  which  time  my  attention,  so 
far  as  was  consistent  with  my  other  duties,  was  directed  to 
this  subject,  I have  been  quite  unable  to  obtain  any  clue  to 
the  articles  represented  as  deficient  in  statement  No.  5, 
accompanying  this  Report. 

I am  sir,  your  obedient  servant, 

(Signed)  L.  CARVELL, 

Gen.  Superintendent. 


R.  Jardine,  Esq., 

Chairman  Railway  Commissioners. 
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STATEMENT  No.  5. 

(referred  to  in  foregoing  report.) 


EUROPEAN  & NORTH  AMERICAN  RAILWAY, 


Statement  of  Plant  and  Stores  found  to  ha  deficient  upon  taking  an  inventory  of 
the  Materials  surrendered  to  the  Province  by  Messrs.  Ptlo , Bells,  Jackson 
and  Brassei/,  and  not  accounted  for . 


16  Chairs, 0 4s.  6d.  £ 3 2 0 

3 Drawing  Tables, 60s.  9 0 0 

2 Cupboards  for  Stationery, 45s.  4 10  0 

1  Wash  Stand, 1 1 0 

3 Rulers, Is.  6d.  0 4 6 

1  Axe,  0 6 0 

1 Iron  Safe, 20  0 0 

1 Sett  Drawers  and  Cupboard, 4 10  0 

2 Japan-ed  Candlesticks,.  T 0 3 0 

1 Office  Clock,  3 10  0 

6 Lamps  with  Shades, 1 10  0 

2 Chairs,  6s.  3d.  0 12  6 

1 Be  1 and  Bedding — W.  A.  Rose’s  house, 12  0 0 

1 Dobbin  Cart, 10  0 0 

98  Navvy  Barrows, 85  15  0 

57  2 * 6 Wagon  Wheels  5 x 6 guage, ••••  128  5 0 

31  New  Wrought  Iron  Axles, 37s.  6d.  58  2 6 

200  Large  and  Small  Wagon  Pedestals, 76  13  9 

41  Setts  New  Iron  Work, 205s.  420  5 0 

6 Horse  Sleds, £%  48  0 0 

2 Bob  Sleds _£3  6 0 0 

6 Road  Wagons, j£l3  78  0 0 

27  Box  Horses, 2s.  6d.  3 5 0 

1 40  feet  Pile  Engine, 20  0 0 

1 Rammer  Chain, lcwt.3qrs.91bs.  30s.  2 14  10 

2 Iron  Monkeys,  17  & 18, 17s.  6d.  30  12  6 

2 Bolts  and  2 Keys  fur  do.,. . . lewt.  2qrs.  3 12  6 

2 New  Girder  Ropes, 3qrs.  121bs.  55s.  2 7 1 

18  Earth  Wagons, jC33  594  0 0 

3 Single  Horse  Carts £13  39  0 0 

39  Tons  Temporary  Rails, £8  10s  331  10  0 

13  Temporary  Frogs, 40s.  26  0 0 

550  Temporary  Sleepers, 6d.  13  15  0 

3 U yds.  Earth  Wagons, £15  45  0 0 

1 Pile  Engine, 17  10  0 

50  Corn  Sacks, 2s.  6d.  6 5 0 

1 Scotch  Cart, 5 0 0 

4 ^ Bushel  Measures, 10s.  2 0 0 

13  Pails, *. Is.  3d.  0 16  3 

6 Shovels, 3s.  6d.  1 1 0 

10  Hay  Forks, 4s.  2 0 0 


Amount  carried  forward,  £2117  19  5 
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Amount  bro’t  forward,  £2117  19 


9  Setts  Bells, (a)  4s.  1 16 

10  Lam  horns, 3s.  6d.  2 16 

30  Curry  Combs, Is.  1 10 

30  Hair  Brushes, 4s.  6 0 

5  Horse  Brushes, 0 5 

20  Mane  Combs, 6d.  0 10 

9 Head  Stall  Halters, 5s.  2 5 

1 Sett  Double  Harness, 5 0 

11  Setts  Harness, 100s.  55  0 

4 Setts  Trace  Harness, 40s.  8 0 

10  Nose  Bags, 5s.  2 10 

31  Horse  Cloths, 10S.  15  10 

10  Cart  Saddles, 10s.  6d.  5 5 

2 old  Brushes, Is.  0 2 

5 Corn  Seives, 4s.  1 0 

2 Whips, 4s.  0 8 

1 Double  Open  Sleigh, 25  0 

1 Single  Sleigh, 7 10 

7 Harness  Straps, 0 3 

14  Breachings,-  • • • 15s.  10  10 

7 Padlocks, Is.  3d.  0 8 

6 Pair  Reins, 7s.  2 2 

21  Circingles, 5s.  5 5 

6  Horse  Cords, Is.  0 6 

2 Small  Measures, 2s.  0 4 

1 “ “ 0 1 

6 Crooper  Pads, 6d.  0 3 

2000  Sp’l  feet  Spruce  for  Wagons, 95s.  9 10 

1 Pair  Bellows, 2 10 

1 Back  Iron, 0 15 

1 Vice, 3 0 

1 Vice, 1 18 

3 Setts  Taps  and  Dies, 6 15 

1 Guage  for  Taps, 0 1 

1 Shifting  Key, 0 2 

6 Guages  for  Bolts, •• Is.  3d.  0 7 

7 Fire  Irons, 3 10 

1 Portable  Forge, 10  10 

3 Hall  Stoves, 62s.  6d.  9 7 

2 Sheet  Iron  Stoves, 50s.  5 0 

21  16  inch  Flat  Files, 45s.  3 18 

48  14  “ half  round  Files, 34s.  6d.  6 18 

39  16  “ “ “ 48s.  7 16 

32  14  “ Flat  “ 34s.  4 10 

18  16  “ “ “ 45s.  3 7 

40  9 ££  Cross  Cut  Saw  ££  16s.  6d.  3 6 

36  6 “ “ “ “ “ 7s.  6d.  1 2 

9 17  “ Flat  “ “ 27s.  1 0 

12  15  “ “ “ “ 22s.  1 2 

8 “ “ half  round  ££  24s.‘  0 18 

8 14  ££  Hand  Rasps, 32s.  1 4 

17  cwt.  Cas.  Steel,... 76s.  59  12 


Amount  carried  forward,  £2425  13 


5 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 

6 

0 

9 

0 

0 

0 

0 

6 

0 

0 

0 

0 

0 

6 

0 

6 

6 

6 

0 

0 

6 

0 

9 

0 

0 

8 

6 

0 

6 

3 

0 

0 

0 

_0 

4 
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Amount  bro’t  forward,  £2425  13  4 


1  “ Tallow, lOd.  4 13  4 

57cwt.  3qrs.  91bs.  Chain, 27s.  6d.  79  10  4 „ 

9 10  inch  Dobbin  Cart  Knees. 2s.  6d.  12  6 

29  pair  Boxes  for  Dobbins, 4s.  5 16  0 

5 Carpenters’  Adzes, 8s.  2 0 0 

4 Hand  Saws, 7s.  18  0 

5 Cross  Cut  Saws, 18s.  4 10  0 

1 Pit  Saw, 115  0 

2 cwt.  Rope  and  Tar  Cord, 410  0 

1 Iron  Snatch  Block, 0 12  0 

2 “ Sheave  “ 12s.  14  0 

3 2“  Iron  “ 25s.  3 15  0 

2 2 « “ « 25s.  2 10  0 

2 l « « “ 20s.  2 0 0 

3 Iron  Shears, 2s.  6d.  0 7 6 

3 Seam  Shoes, 10a.  1 10  0 

24  Horse  Shoe  Knives, Is.  6d.  1 16  0 

28  Horse  Brushes, 4s.  7d.  6 8 4 

4 Brass  Barrel  Taps, Is.  6d,  0 6 0 

6 Watchmen’s  Lamps, 7s.  6d.  2 5 0 

136  lbs.  Mould  Candles, Is.  6 16  0 

108  “ Dip  “ 9d.  4 1 0 

2 Plate  Layers  Adzes, 12s.  6d.  15  0 

9 Rim  Locks, 5s.  6d.  2 9 6 

10  Iron  Cupboard  Locks, Is.  6d.  0 15  0 

30  Pinch  Boxes, 10s.  15  0 0 

33  Shovels, 4s.  6 12  0 

18  Grafting  Tools, 5s.  4 10  0 

39  ^ gross  Screws, 7s.  6d.  14  16  3 

2 “ Brass  Screws, 6s,  6d.  0 13  0 

5 Crib  Wheels, 20s.  5 0 0 

2 Post  Screw  Tackles, 19s.  6d.  1 19  0 

4  pair  Lewesis, 10s.  2 0 0 

10  Hand  Saw  Files, Is.  0 10  0 

73  5 inch  “ “ 7£d.  2 5 0 

3 Ladders, 20s.  3 0 0 

3 Wood  Pumps, 15s.  2 5 0 

3 Tarpaulins, - 15  0 0 

1 Painted  Tool  Box 0 10  6 

24cwt.  2qrs.  lOlbs.  Wagon  Iron — old 42  0 0 


£2685  10  2 


(Signed)  L.  CARVELL, 

Saint  John,  N.  B.,  ) Gen.  Superintendent, 

let  Feb.  1858.  $ 


EUROPEAN  & NORTH  AMERICAN  RAILWAY, 


General  Superintendents  Office , 

Shediac , lsi!  December , 1858. 

Sir, — As  the  period  has  arrived  for  closing  the  Railway 
Accounts  for  the  year,  it  becomes  my  duty  to  render  you  a 
statement  of  the  proceedings  of  this  Department,  since  my 
appointment  to  office,  and  to  furnish  you  with  the  Accounts 
% and  Tables  required  to  show  the  nature  and  extent  of  the 
operations  on  each  working  division  of  the  Road  since  it  was 
opened  for  traffic. 

In  submitting  this  my  first  Annual  Report  I may  remark, 
that  when  called  upon  to  assume  the  duties  of  this  office  they 
were  entirely  new  to  me ; and  consequently,  all  the  energies 
I possessed  were  necessarily  taxed  to  overcome  the  difficulties 
of  my  position,  in  addition  to  which  a large  amount  of  work, 
which,  even  to  a person  well  versed  in  Railway  matters  would 
be  discouraging,  was  rendered  necessary  in  consequence  of 
the  disorderly  condition  in  which  things  were  found,  and  the 
entire  absence  of  system  in  the  commencement.  I found 
that  no  attention,  whatever,  had  been  paid  to  the  proper  ar- 
rangement and  delivery  of  the  stores,  that  they  were  scattered 
far  and  wide,  and  all  privileged  alike  to  assist  themselves  to 
whatever  they  thought  their  necessities  required ; that  a very 
irregular  and  by  no  means  correct  account  was  kept  with  the 
Contractors  and  others ; and  that  no  separate  account  had 
been  kept  of  the  expenses  connected  with  the  working  de- 
partment of  the  Railway,  nor  any  record  of  the  employment 
of  the  Locomotives,  while  everything  was,  to  all  appearance, 
in  the  greatest  possible  confusion.  Under  these  circumstances 
it  is  obvious  that  my  duties  were  rendered  difficult  and  un- 
satisfactory ; and  the  possibility  of  giving  you  a complete  and 
minute  statistical  report  frojh  the  beginning  is  hence  quite  out 
of  the  question. 
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My  first  step  was,  in  conformity  with  your  instructions,  to 
proceed  along  the  line  of  Railway  and  take  a complete  invent- 
ory of  the  stock  and  stores  on  hand,  and  to  endeavor  to  trace 
the  whereabouts  of  the  stores  and  plant  acquired  by  the  Pro- 
vince from  Messrs.  Peto,  Betts,  Jackson  and  Brassay,  as  well 
as  that  which  had  since  the  transfer,  been  acquired  by  the 
Board  of  Commissioners,  and  to  place  those  articles  in  charge 
of  competent  and  responsible  persons,  accompanied  with  par- 
ticular instructions  relating  thereto.  After  performing  this 
duty  at  Shediac,  and  after  carefully  checking  the  traffic  re- 
ceipts and  attending  to  other  duties,  until  the  Trains  on  this 
Division  had  been  stopped  for  the  season,  I left  for  St.  John 
and  performed  the  same  duty  there;  and  the  result  of  that 
enquiry  I was  enabled  to  present  to  you,  in  the  shape  of  a 
Special  Report,  on  the  4th  day  of  March  last 

My  next  step  was  to  proceed  to  make  arrangements  for 
having  a proper  and  efficient  system  of  doing  the  business  of 
this  department,  inaugurated;  but  this  was  rendered  almost 
impossible  by  the  loose  manner  in  which  the  general  accounts 
were  being  kept;  I foresaw  that  the  whole  thing  must  be 
upset.  This  was  a work  of  time  and  delicacy,  and  although 
much  has  been  accomplished,  and  indeed  by  far  the  largest 
part  overcome,  still,  as  the  line  proceeds  to  completion  much 
remains  to  do.  I found,  as  in  almost  all  such  cases,  officers, 
who,  like  myself  were  inexperienced,  had  each  acquired  cer- 
tain habits  and  systems  of  their  own,  and  were  each  unwilling 
to  substitute  another.  I had  had  a glance  into  the  different 
systems  of  Railway  accounts  in  the  United  States  and  the 
Canadas,  and  felt  satisfied  on  mature  reflection  that  nothing 
short  of  a complete  abolition  of  the  system,  and  the  substitu- 
tion of  a modification  of  the  Canadian.  Railway  classification 
was  required,  before  any  proper  and  uniform  system  through- 
out the  entire  Railway  management  could  be  effected.  The 
Board  approved,  as  you  are  aware,  of  this  course ; a compe- 
tent and  efficient  Accountant  was  procured ; the  change  has 
been  effected,  and  I am  persuaded  that  the  statements  which 
will  now,  no  doubt,  shortly  be  presented  by  the  Accountant, 
(based  upon  this  classification)  for  your  consideration,  will  be 
entirely  satisfactory  to  the  Board,  and  to  the  Country. 

I allude  to  this  because  it  was  a necessary  preliminary  step 
to  be  taken  before  any  effectual  remedy  could  be  applied  to 
the  defects  in  this  Department  of  the  Railway;  and  now  that 
it  has  been  accomplished,  I anticipate  very  little  difficulty  in 
the  future,  and  hope  to  be  enabled  from  time  to  time  to  pre- 
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sent  you  with  full  and  particular  information  on  all  matters 
connected  with  the  operating  portion  of  the  Line,  as  occasion 
may  require. 

It  will  not  be  necessary  in  this  Report  to  allude  particularly 
to  the  different  projects  I have  under  consideration,  for  the 
better  government  of  the  staff  under  my  control,  and  the 
more  economical  working  of  the  Line ; hut  I may  say  that  a 
proper  and  efficient  system , together  with  the  employment  of 
competent  and  faithful  officers  to  carry  the  same  into  effect, 
are  at  the  foundation  of  all  economy  and  good  management, 
and  will  he  productive  of  the  best  results. 

The  staff  of  this  Department,  on  the  whole  line,  may  be 
briefly  stated  as  follows : — 

I  General  Superintendent ; 

1 Div’n.  Superintendent; 

4 Station  Masters; 

2 Freight  Agents ; 

2 Conductors , 

3 Brakemen  ; 

4 Switchmen ; 

1 Locomotive  Foreman  and  Driver ; 

6 Drivers; 

6 Firemen ; 

1 Blacksmith; 

1 Car  Repairer ; 

5 W atchmen ; 

1 Track  Master ; 

16  Trackmen. 

The  Trackmaster’s  services  have  since  been  dispensed 
with,  and  so  soon  as  the  Shediac  and  Moncton  Trains  are 
taken  off— two  Station  Masters,  two  Freight  Agents,  one 
Conductor,  one  Brakeman,  two  Switchmen,  one  Watchman, 
and  the  sixteen  Trackmen  will  be  relieved  for  the  winter,  and 
the  remainder  of  the  hands  on  this  Division  consisting  of — 

1 Locomotive  Foreman  and  Driver ; 

1 Driver; 

1 Fireman ; 

I Blacksmith: 

1 Carpenter  and  Car  Repairer — 

will  be  profitably  employed  for  the  Winter,  in  repairing  the 
Engines  and  Cars,  and  in  making  the  Hand  Cars  which  will 
be  required  for  the  whole  Line. 
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The  Receipts  and  Expenditure ; the  number  of  Passengers ; 
Mileage  of  Engines,  and  Traffic  generally  on  each  Division 
of  the  Line,  will  be  best  shown  on  reference  to  the  following 
Accounts — Abstracts  and  Statements  : — 


SAXIffT  JOHX*  Dxvzsxosr. 


Railway  Board  in  Account  with  the  Traffic  Department 


Date. 

1858. 


176  0 0 741  15  0 


Particulars.  Amounts. 

— Dr.— 

Oct.  31,  ToD.  P.  Myers. — This  amount  received  from 
him,  being  proportion  for  carrying  ’la- 
bourers, £275  0 0 

This  amount  received  from  D.  P.  Myers, 
proportion  for  repairing  ballast  wagons, 
charged  Revenue  Account,  93  15  0 

Driver  and  Fireman’s  Time,  running 
“ St.  John,”  at  Lawlor’s  Lake,  197  days, 

(2>  20s..  including  sundry  repairs,  197  0 0 

43£  days  use  of  “ Peticodiac,”  every 
thing  found,  (a)  80s., 

“ Walker  & Co. — Driver  and  Fireman’s 

Time,  running  “ St.  John,”  from  1st 
July  to  31st  Oct.,  at  Wetmore’s  Lake, 

123  days,  (including  extra  time  and 
sundry  repairs,)  (ci)  206’., 

Driver  and  Fireman’s  Time,  running 
“ Kennebecasis,”  from  9th  Feb.  to  31st 
including  extra  time,  264  days, 

0 16s.  3d. 

**  John  Brookfield. — 46  days  use  of  “ Petioc- 

diac”  and  Cars,  from  30th  June  to  31st 
Aug.,  (a)  80s.,  184  0 0 

21  days  use  of  “ Loostauk,”  from  20th 
Sept.,  to  31st  Oct.,  (a)  80s.,  84  0 0 

7 days  use  of  “ Anagance,”  from  21st  to 
28th  Sept.,  (jd)  80s.,  28  0 0 296 

“ Allison  & Washburn.— Carriage  on  Sleepers,  17 

“ Receipts. — This  amount  received  since  the 

opening  to  date,  per  Abstract,  A. 


123  0 0 


* J 


214  10  0 337  10  0 


0 0 
3 10 


1858.  Cr. 

Oct.  31,  By' Locomotive  Power. — Per  Abstract  C., 
^ “ Merchandize  & Pasgr.  Cars,  “ D., 

General  charges.  “ E., 

Balance  at  Debit  of  R.  W.  Board, 


2899  17  1 

£4292  6 i 


£2527 

728 

494 

542 


6 9 
4 0 
6 3 
8 11 


£4292  5 U 


E.  O.  E. 

Shtdiac,  31sf  October > 1858 


To  Balance, 


542  e U 
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Abstract  A. 

TRAFFIC  RECEIPT. — From  opening  of  the  Line  to  30th,  Oct.,  1858. 


Date. 

Where  Received. 

Passengers.  I Freight. 

Sundries. 

j Totals. 

1858 
Feb’y  1 

Between  St.  John  and 
Moose  Path, 

a tc  u | 

1 

£680  0 6 
200  10  2 

1941  14  5 

£2822  5'  1 

1 

1 

680  0 0 
200  10  2 

2019  6 5 

June  1 
Oct.  30 

! 

Between  St.  John  and 
Kennebecasis, 

77  12  0 

77  12  9 

Totals, 

[289  9 17  1 

The  following  statement  will  shoiv  the  number  of  Passengers  carried 
since  the  opening,  say — 

Between  St.  John  and  Moose  Path— 

From  20th  July,  ’57,  to  1st  February,  ’58,  - 27,201 

“ 1st  February, ’58,  to  1st  June, ’58,  - - 8,020 

35,221 

Between  St  John  and  Kennebecasis — 

Since  1st  June,  ’58,  with  up  trains,  - 19,461 

“ “ “ with  down  “ - 16,496 

35,957 


30th  Oct.,  1858.  Total 71,178 


OF*  Two  children,  (over  4 years  and  under  12  years)  counted  as  one  passenger. 


Statement  showing  name , capacity , and  cost  of  each  Locomotive  on 
this  District  of  the  Pailway. 


NAME. 

SIZE  OF 

cyld’s 

DIAMETER  OI 
DRTV.  WH'L', 

mp’ty  of 

TENDER. 

MAKERS. 

COST  on 
LINE. 

WHEN  PLACE® 
ON  LINE. 

St.  John 

12*2.) 

4 feet 

1200  gls. 

Portland  Co.  Loe.  Works, 

£1575  16  0 

24th  Dec.lS58 

Kennebecasis 

12*20 

4 « 

800  “ 

Boston  Loc.  Works, 

1700  0 0 

15th  Dec.  “ 

Peticodiac 

14  * 22 

5 “ 

1 500  “ 

« (t 

2350  0 0 

1st  Jan.  1858. 

Anagance 

15*22 

514  “ 

1700  « 

a <x 

2731  6 2 

30th  June,  “ 

Loch  tau  k 

14x221 

1610  “ 

Fleming  & Humbert, 

2325  0 0 

i 31st  Aug. 

List  of  Polling  Stock  on  this  Division , (except  the  Engine  and 
Tenders)  with  the  collective  value  of  each  description. 


3 First  class  Passenger  Cars, 
2 Second  “ “ “ 

6 Freight  Cars 

16  Platform 

40  Ballast  Cars,  

131  Earth  Wagons, 

3 Hand  Cars,  

1 Snow  Plough, 


£2,295  17  8 

808  11  0 

1 288  13  11 

2,112  15  10 

,2,350  0 0 

4,323  0 0 6,673  0 0 

.777T7T77.  63  10  o 

252  10  0 


The  following  Abstract  of  Locomotive  Returns  will  show  the  performances  of  Engines,  &c..  &c.,  from  the 

dates  given. — Saint  John  Division. 
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SHEDIAC  AND  MONCTON  DIVISION. 

Railway  Board  in  Account  with  the  Traffic  Department. 


Date. 

-1858.—  Dr. 


Particulars. 


Amounts. 


Oct.  30,  To  Walker  & Co. — This  amount  recieved  for 
wages  of  Fireman  and  Driver,  while 
constructing  Sect.  1, 

“ This  amount  received  for  wages  of  Fire- 

men and  Drivers,  Shediac  Wharf, 

« This  amount  for  Robert  Atkinson,  (Sta- 

tion Master  at  Shediac,)  services  inspect- 
ing Shediac  Wharf, 

“ William  Stevens. — This  amount  received 

for  wages  of  Firemen  and  Drivers,  while 
constructing  Section  2, 

u Permanent  Way,  No.  2. — This  amount 

charged  for  time  of  William  Steadman, 
(Station  Master  at  Moncton,)  inspect- 
ing Sleepers, 

*•  Permanent  Way,  No.  4. — This  amount 

charged  for  time  of  Driver,  Fireman  and 
Cleaner  and  use  of  Engines  “Sampson” 
and  “ Hercules,”  taking  down  Sleepers 
from  4th  May  to  5th  Aug.,  1858, 

**  Walker  & Co.-  Time  of  Driver  and  Fire- 

man, and  Watchman,  and  use  of  En- 
gine and  Cars,  from  29th  March  to  3rd 
May,  ballasting  at  Moncton, 

Oct.  31,  Permanent  Way,  No.  4. — Proportion  of 
depreciation  in  value  of  Machinery  used 
in  construction  on  Sections  1 and  2, 
Shediac  Wharf,  and  charged  in  Loco- 
motive Power  Acct.,  No.  11., 

“ Receipts. — This  amount  being  Traffic  Re- 

ceipts, from  opening  to  date  per  Ab- 
stract B., 


£361  10  8 


122  10  0 


40  0 0 


198  11  0 


50  0 0 


275  0 0 


124  0 0 


66  16  7 


2476  19  7 £3715  7 10 


1858. 


— Cu.— 


Oct.  31  By  Locomotive  Power. — Per  Abstract  F., 
“ “ Merchandize  & Passengers.  “ G., 

“ “ Maintenance  of  Way  and  Buildings, 

Per  Abstract  IT., 
“ “ General  Charges. — “ I., 

“ “ Balance  at  the  Debit  of  Railway  Board, 


1767 

602 

327 

812 

205 


11 

6 

13 

5 

10 


£3715  7 10 


To  Balance, 


E.  0.  E. 

Shediac , October  31s/,  1858. 


205  10  5 
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Abstract  23. 

TRAFFIC  RECEIPTS.— From  opening  of  the  Line  to  30th  Oct.,  1858. 


Date. 

1858. 

Pasengors. 

Freight. 

lV’rfage  & 
Storage. 

Totals. 

Jan,  l 

Oct.  30 

451  19  11 
804  19  7^ 

333  3 0 

872  7 54 

14  9 7 

785  2 11 

1691  16  8 

Totals, 

1256  19  64 

1205~ 10  54 

14  9 7 

2476  19  7 

The  following  statement  will  show  the  number  of  passengers  carried 
since  the  opening. 

From  20th,  Aug.,  ’57  to  1st  January,  ’58  (latter  inclusive,) 


Going  East, 1950. 

“ West, 2829 4,788. 

From  19th  April  to  21st  December  ’58  (both  inclusive,) 

Going  East, 4007 

“ West 4582 

Shediac  and  Point  du  Chene 1426 10.015. 

30th  October,  1858.  Total, 14,803. 


Statement  showing  the  name,  capacity,  and  cost  of  each  Locomotive 
on  this  District  of  the  Railway. 


Name.  j 

Size  of 
Cylinder 

iDiamr. 
of  D.  W 

Cap’ty 
of  TV. 

Maker. 

Cost  on  Line,  i 

Date  when  placed 
on  Line. 

Hercules  ! 
Sampson  j 
Scadouc 

17_*20 
17  x 20 
14  x 22 

5 feet 
5 feet 
'5  feet 

1.700 

1.700 

1.500 

Boston  Lo.  Works 
Boston  Lo.  Works 
JBoston  Lo.  Works 

£2,600  0 0 
2,600  0 0 
2,350  0 0 

1st.  Jan.  1858. 

* These  two  Engines  were  imported  by  Messrs.  Peto,  Betts,  Jackson  and  Braa- 
sey  and  I aaa  not  enabled  to  say  when  they  were  first  received. 


List  of  Rolling  Stock  on  this  Division,  {except  the  Engine  and 
Tenders)  with  the  collective  value  of  each  dessription. 


2 First  Class  Passenger  Cars, 

2 Second  “ *■  “ 

11  Freight  Cars, 

18  Platform  “ 

3 T rucks, 

5 Hand  Cars, 

B Snow  Plough, 


£1,520  0 0 

877  0 0 

, 1,925  0 O 

. 2,610  0 0 
99  0 0 

92  10  0 
. 252  10  0 
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The  following  statement  will  show  the  character  and  quantity  of  the  principal 
Freight  which  passed  East  and  West  over  this  District  of  Railway  from  19th 
April  to  30th  Oct.,  inst. 


GOING  EASTWARD.  GOING  WESTWARD. 


4,247  Brls.  Flour, 

1 19  Hhds.  Molasses, 

32  Brls.  “ 

21  Hhds.  Sugar, 

78  Brls. 

164  “ Pork, 

413  Chests  Tea, 

221  Boxes  Tobacco, 

7,190  IBs  Dry  Fish, 

152  Boxes  Candles, 

314  Boxes  Soap, 

341  Casks  Lime, 

132,430  lbs  Bar  Iron, 

20,707  lbs  Castings, 

99  Brls.  Oil, 

740  Kegs  and  Bags  Nails, 
87  Bags  Salt, 

13,250  Bricks, 

32  Tons  Coals, 

71  Stoves, 

134  Ploughs 
16  Vehicles, 

105  Casks 
69  Brls. 

67  Kees, 

77  Cases 


Liquors. 


1 15,3601bs  Oatmeal, 
14,46 1 Bush.  < >ats, 
1,265  “ Potatoes, 

110  “ Plums, 

928  “ Barley, 

712  Brls.  Herring, 
249  “ Pork, 

864  “ Oysters, 

148  Brls  and 


>s  i Eggs* 


65  Boxes 
15  Boxes  Lobsters, 
445  Packages  Butter, 
22  “ Lard, 

44  Bags  salt, 

12,544  lbs  Dried  Fish, 

77  Hhds.  and 
667  Boxes 
56  Dead  Hogs, 

709  Tons  Stone, 

89  “ Coals, 


Salmon. 


72,730  sup.  ft.  Lumber. 
6,750  Bricks, 

18  Horses, 

14  Wagons, 
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ST.  JOHN  DIVISION. 

Abstract  C.— Locomotive  Power. 

Salaries  and  Wages,  connected  with  running  the  Locomotives,. . . .£1145  14  5 


Firewood, 616  18  11 

Oil,  Tallow,  and  Waste,  183  6 8 

Materials  for  repairing  Engines  and  Tenders, 113 

Work  not  done  by  the  Railway, 179  16  1 

Repairs  to  Tools  and  Implements, 1 9 5 

Water, 68  18  1 

Small  Stores, 9 15  0 

Watchmen, 253  5 5 

Miscellaneous, 67  1 4 


£2527  6 9 


Abstract  D.— Merchandize  and  Passenger  Cars. 


Wages  to  Conductors,  Brakemen,  and  Porters, £463  17  5 

Oil,  Tallow,  and  Waste, 102  19  3 

Materials  for  repairing  Cars, 14  0 1 

Wages  for  repairing  Cars, 1 4 0 

Work  not  done  by  the  Railway, 84  18  6 

Small  Stores, 2 15  10 

Wages  for  Switchmen, 51  1 1 

Miscellaneous, 7 7 10 


£728  4 0 


Abstract  E.— General  Charges. 


Salaries  to  Officers  and  Clerks, .....£  1 7 1 9 0 

Advertising,  Printing  and  Stationery, 124  3 9 

Insurance, 160  13  8 

Miscellaneous 38  0 0 

£494  6 3 


h8 
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S H EDI  AC  AND  MONCTON  DIVISION. 
Abstract  E\— Bccomotive  Power. 

Salaries  and  Wages  connected  with  running  the  Locomotives, £832  8 2 

Firewood, 451  13  5 

Oil,  Tallow,  and  Waste, 140  14  4 

Materials  for  repairing  Engines  and  Tenders, 40  18  6 

Wages  for  repairing  Engines  and  Tenders, 48  16  1 

Work  not  done  by  the  Railway, 42  6 0 

Repairs  to  Tools,  &c., 2 8 

Small  Stores, 10  18  1 

Watchmen  and  Miscellaneous 199  13  10 

£1767  11  1 


Abstract  Cl-.— Merchandize  and  Passenger  Cfars. 

Wages  to  Conductors,  Brakemen  and  Porters, £339  11  0 

Oil,  Tallow  and  Waste, 22  12  6 

Materials  for  Repairing  Cars,  .. . 1 10  0 

Wages  for  Repairing  Cars, 31  11  1 

"W  ork  not  done  by  the  Railway, 12  3 3 

Small  Stores, 4 3 5 

Wages  to  Switchmen, 135  7 1 

Miscellaneous,  . 55  8 5 

£602  6 9 


Abstract  H.— Maintenance  of  Way  and  Buildings. 

Inspectors,  Plate  Layers  and  Labourers  Wages,  &c., £314  4 5 

Repairs  to  Stations,  Buildings,  and  Approaches, 13  9 4 

£327  13  9 


Abstract  J.— General  Charges. 

Salaries  to  Officers  and  Clerks, £575  7 10 

Advertising,  Printing,  and  Stationery, 70  15  3 

Insurance, 58  0 0 

Miscellaneous, 108  2 9 


£812  5 10 
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I have  no  doubt,  whatever,  as  the  facilities  are  afforded,  a 
large  and  increasing  trade  will  be  carried  on  via  this  line, 
with  the  Northern  districts  of  New  Brunswick,  the  North- 
ern side  of  the  Restigouche,  Gaspe,  and  the  Island  of  Prince 
Edward,  and,  when  the  whole  line  is  completed,  with  the 
Canadas. 

The  placing  good  and  sufficient  steam  communication  on 
the  route  between  Point  Duchene  and  Dalhousie,  touching 
at  the  intermediate  ports  of  Buctouche,  Richibueto,  Mira- 
michi  and  Bathurst,  is  of  the  utmost  importance  to  the  trade 
via  this  Line,  and  cannot  fail  to  add  materially  to  the  making 
it  a paying  operation. 

Since  the  settlements  of  the  Fishery  question,  and  the 
introduction  of  the  Reciprocity  Treaty,  the  trade  of  the 
Northern  districts  of  New  Brunswick,  with  the  United 
States,  has  increased  with  extraordinary  rapidity  ; and  it  only 
remains  now,  that  this  trade,  which  has  been  carried  on  in 
the  face  of  delays  and  risks,  via  Cape  Breton  and  the  Gut  of 
Canso,  should  be  brought  up  the  Bay  of  Fundy  and  over  this 
line,  and  so  on  to  its  destination. 

The  facilities  which  a large  and  commodious  Store  and 
Freight  House,  on  the  wharf  at  Point  du  Chene,  would  afford 
to  fishermen  in  the  Gulf,  is  worthy  of  the  most  careful  con- 
sideration. It  would,  I believe,  be  one  means  of  inducing 
them  to  send  the  produce  of  their  labors  over  this  line  to 
market.  I do  not,  however,  anticipate  that  much  can  be 
effected  in  this  way  until  the  completion  of  the  Line  to  the 
City,  which  will  render  the  difficult  and  hazardous  navigation 
of  the  upper  Bay  of  Fundy  and  the  Peticodiac  River  unne- 
cessary. 

I am,  Sir,  your  very  obedient  Servant, 

L.  CARVELL, 

R.  Jardine,  Esquire,  ) 

Chairman  Railway  Board , St,  John t N.  B.  § 
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EUROPEAN  & NORTH  AMERICAN  RAILWAY. 


St.  John,  ~N.  B.,  31st  Jan.,  1859. 

Sir, — 

In  conformity  with  your  directions,  I now  beg  to  hand 
you  statement  of  amount  collected  in  Cars,  by  Conductor, 
between  St.  John  and  Moose  Path,  to  1st  February,  1858. 
Statement  showing  daily  passenger  receipts  in  Cars,  by  Con- 
ductor, to  1st  June,  1858.  Statement  showing  daily  pas- 
senger receipts  in  Cars  and  at  each  Station,  between  St. 
John  and  Kennebecasis,  from  1st  June  to  30th  Oct.  last,  with 
amount  received  for  Freight  since  the  opening  of  the  line  on 
this  division.  Also — a statement  showing  the  amount  of 
receipts  for  passengers,  freight,  &c.,  during  the  season  just 
closed,  on  the  Shediac  and  Moncton  Division. 

I am,  Sir,  your  ob’t.  Servant, 

L.  CABVELL, 


R.  Jardine,  Esquire. 

Chairman  Railway  Board , St.  John. 
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TRAFFIC  RECEIPTS 

In  Cars  by  “ Conductor ” between  Saint  John  and  Moose  Patkf 
from  ls£  February  to  1st  June , 1858. 


Date. 

Amount. 

Date. 

Amount. 

Date. 

Amount. 

Feb’ry. 

1, 

£1 

11 

7 

March 

.15, 

2 

1 

April 

26, 

1 

2 

2, 

17 

1 

16, 

3 

4 

6 

27, 

1 

8 

8 

3, 

1 

34 

9 

17, 

2 

5 

28, 

1 

2 

4, 

3 

18, 

1 

15 

10 

29, 

1 

9 

6 

5, 

1 

13 

91 

19, 

2 

6= 

4 

30. 

1 

19 

6, 

1 

4 

6 

20, 

3 

10 

£42 

12 

10 

8, 

1 

8 

H 

22, 

1 

17 

6 

9, 

1 

10 

23, 

3 

4 

2 

May. 

10, 

16 

6 

24, 

2 

13 

4 

1, 

1 

8 

6 

11, 

14 

7 

25, 

3 

5 

10 

3, 

1 

19 

8 

12, 

12 

6 

26, 

2 

8 

6 

4, 

1 

17 

2 

13, 

15 

27, 

2 

4 

5, 

2 

9 

15, 

3 

29, 

2 

4 

10 

6, 

1 

13 

16, 

1 

3 

9 

30, 

2 

6 

2 

7, 

1 

1 

2 

17, 

1 

2 

6 

31. 

2 

14 

6 

8, 

2 

8 

18, 

1 

8 

10, 

1 

17 

19, 

20, 

1 

2 

10 

5 

1 

£58 

5 

21 

11, 

12, 

3 

15 

17 

4 

22, 

1 

5 

April. 

13, 

2 

7 

8 

23, 

1 

5 

6 

1, 

1 

19 

10 

14, 

3 

4 

6 

24, 

1 

2 

6 

3, 

2 

3 

6 

15, 

3 

4 

25, 

1 

5, 

2 

2 

17, 

2 

37 

6 

26, 

2 

3 

6, 

1 

16 

18, 

3 

6 

27. 

2 

9 

3 

7, 

1 

1 

10 

19, 

2 

12 

2 

£33 

10* 

8, 

1 

16 

6 

20, 

2 

12 

6 

13 

9, 

3 

10 

10 

21, 

1 

19 

6 

10, 

l 

2 

22, 

2 

3 

10 

March. 

1, 

1 

10 

12, 

1 

15 

4 

24, 

1 

4 

10 

2, 

1 

1 

13, 

1 

13 

2 

25, 

2 

13 

4 

3, 

2 

7 

1 

14, 

1 

3 

2 

26, 

3 

7 

8 

4, 

1 

5 

64 

15, 

1 

13 

2 

27, 

4 

5 

4 

5, 

1 

8 

16, 

1 

17 

6 

28, 

2 

1 

10 

6, 

1 

14 

8 

17, 

3 

1 

2 

29, 

3 

6 

8, 

2 

2 

3 

19, 

2 

7 

6 

31, 

2 

18 

10 

9, 

18 

20, 

2 

6 

June. 

1. 

2 

14 

3 

10, 

2 

2 

6 

21, 

1 

3 

4 

£65 

18 

3 

11, 

3 

0 

2 ; 

22, 

1 

11 

6 

12, 

1 

10 

23, 

1 

15 

10 

Total. 

. . . £200 

10 

2 

1 3, 

1 

10 

24, 

1 

15 

2 1 
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STATEMENT 


Showing  Daily  Passenger  Traffic  Receipts  between  Saint  John  and 
Kennebecasis , from  June  to  2>0th  October , 1858. 


Am’t  received  at 

Am’t  received  at 

Am’t  received 

Total  Daily 

Date. 

Saint  John. 

Kennebecasis. 

in  Cars. 

Receipts. 

June.  1, 

33  16  6 

33 

16  6 

2, 

8 16  10 

1 12 

8 

3 11 

6 

14 

1 0 

3, 

9 8 9 

2 5 

6 

2 8 

2 

14 

2 5 

4, 

5 17  0£ 

12 

9 

1 3 

2 

7 

12  11$ 

5, 

7 11  2“ 

3 8 

2 

1 4 

8 

12 

4 0“ 

7, 

8 16  2 

1 14 

4 

l 7 

0 

11 

17  6 

8, 

6 3 10£ 

1 16 

2 

1 9 

2 

9 

9 2£ 

9, 

9 19  “ 

1 18 

2 

1 12 

6 

13 

9 8“ 

10, 

2 5 3 

18 

8 

18 

2 

4 

2 1 

11, 

5 10  10^ 

1 8 

4 

1 4 

4 

8 

3 6$ 

12, 

5 4 9“ 

2 0 

0 

1 6 

2 

8 

10  11“ 

14, 

3 13  3“ 

1 14 

2 

1 0 

10 

6 

8 3“ 

15, 

4 5 7“ 

1 17 

3 

19 

6 

7 

2 4“ 

16, 

4 15  2 

2 0 

0 

1 4 

10 

8 

0 0 

17, 

7 16  4 

2 19 

9 

1 17 

6 

12 

13  4£ 

18, 

4 1 8“ 

2 16 

3 

19 

4 

8 

3 8“ 

19, 

18  5 10“ 

5 11 

4 

8 

6 

24 

5 8“ 

21, 

8 9 9 

4 15 

10 

1 5 

10 

14 

11  5 

22, 

8 5 3 

5 0 

10 

1 17 

10 

15 

3 11 

23, 

8 3 9$ 

3 1 

6 

2 4 

4 

13 

9 7£ 

24, 

4 7 0 

3 5 

5 

1 3 

10 

8 

16  3 

25, 

7 3 Oh 

1 12 

5 

1 19 

8 

10 

15  4 

26, 

10  8 11 

4 18 

10 

7 

10 

15 

15  7 

28, 

3 8 10 

2 16 

3 

1 12 

4 

7 

17  5 

29, 

9 0 0 

3 1 

7 

1 7 

4 

13 

8 11 

30. 

5 19  11 

2 8 

2 

1 1 

10 

9 

9 11 

£212  l 0£ 

65  14 

4 

35  16 

2 

313 

11  6$ 

July.  1, 

14  11  $ 

2 1 

6 

5 

6 

16 

18  0£ 

2, 

5 11  7£ 

3 4 

5 

1 10 

4 

10 

6 4“ 

3, 

14  2 I j 

6 4 

0 

i 6 

6 

21 

12  7“ 

5, 

7 12  3 

2 17 

8 

1 10 

0 

11 

19  11 

6, 

10  3 9 

3 4 

0 

1 6 

2 

14 

13  11 

7, 

6 18  1£ 

2 9 

1 

1 2 

0 

10 

9 2$ 

8, 

29  2 3“ 

3 

8 

3 12 

2 

35 

15  1“ 

9, 

9 6 1 

2 17 

0 

1 5 

10 

13 

8 11 

10, 

5 4 10 

3 16 

7 

1 12 

6 

10 

13  11 

12, 

3 7 

3 12 

4 

2 

4 

8 

13  3 

13, 

5 7 3 

1 10 

5 

1 7 

4 

8 

5 0 

14, 

4 16  11 

1 18 

6 

2 6 

6 

9 

1 11 

15, 

10  18  0 

2 18 

8 

3 7 

6 

17 

4 2 

16, 

4 19  4£ 

2 18 

0 

2 5 

8 

10 

3 0$ 

17, 

6 5 0“ 

5 0 

1 

2 12 

8 

13 

17  9“ 

19, 

13  9 8“ 

7 15 

10 

4 17 

6 

26 

3 0“ 

20, 

26  17  7^ 

5 14 

5 

3 14 

2 

36 

6 2“ 

21, 

30  5 6“ 

4 7 

9 

2 13 

10 

37 

7 1“ 

22, 

21  0 1“ 

3 13 

11 

4 18 

6 

29 

12  6“ 

Amt.  car’d  for’d,  £229  12  3£ 

69  4 

10 

43  15 

0 

342 

12 
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Am’t  received  at 
Date.  Saint  John. 


Amts,  bro’t  for’d, 

£229 

12 

July  23, 

6 

5 

H 

24, 

5 

15 

7“ 

26, 

8 

2 

3“ 

27, 

4 

3 

5“ 

28, 

4 

11 

8“ 

29, 

26 

7 

5“ 

30, 

6 

6 

9 

31. 

8 

1 

3 

£299 

5 

11| 

2, 

6 

9 

10 

3, 

5 

10 

11 

4, 

5 

16 

7 

5, 

5 

15 

7 

6, 

7 

19 

4| 

7, 

4 

15 

4“ 

9, 

8 

3 

6“ 

10, 

12 

8 

5 

11, 

9 

1 

5 

12, 

7 

4 

io| 

13, 

18 

16 

li 

14, 

6 

1 

4 

16, 

5 

10 

li 

17, 

13 

6 

8 

18, 

2 

12 

8| 

19, 

10 

12 

0 

20, 

28 

2 

2 

21, 

6 

13 

0 

23, 

7 

6 

io| 

24, 

15 

17 

2 

25, 

39 

9 

7 

26, 

30 

11 

2! 

27, 

5 

17 

6“ 

28, 

8 

18 

7 

30, 

8 

18 

li 

31. 

7 

10 

7! 

£289 

10 

6! 

1, 

49 

5 

6 

2, 

12 

12 

7 

3, 

2 

19 

3! 

4, 

2 

17 

0“ 

6, 

5 

6 

2“ 

7, 

10 

11 

1“ 

8, 

22 

5 

7 

9, 

13 

17 

4! 

10, 

12 

16 

Hi 

11, 

2 

5 

6i 

13, 

4 

3 

11 

14, 

13 

3 

10 

15, 

31 

7 

3 

Am’t  received  at 
Kennebecasis. 

69  4 10 

1 9 9 

5 6 1 

3 12  0 

2 6 9 

3 3 6 

2 6 10 
3 6 1 

3 7 0 

Am’t  received 
in  Cars. 

43  15  0 

2 4 10 

2 112 

3 5 4 

1 18  8 
2 2 8 

4 5 4 

1 15  6 

2 17  6 

Total  Daily 
Receipts. 

342  12  1! 

9 19  8| 

13  12  10“ 

14  19  7“ 

8 8 10“ 
9 17  10“ 

32  19  7“ 

11  8 4 “ 

14  5 9“ 

94 

2 

10 

64 

16 

0 

458 

4 

9! 

2 

11 

6 

2 

3 

8 

11 

5 

0 

2 

15 

0 

1 

15 

6 

10 

1 

5 

2 

13 

9 

2 

10 

3 

11 

0 

7 

1 

16 

0 

1 

18 

0 

9 

9 

7 

2 

14 

3 

2 

17 

6 

13 

11 

li 

2 

18 

10 

2 

6 

0 

10 

0 

2“ 

3 

2 

9 

2 

6 

6 

13 

12 

9“ 

3 

0 

0 

1 

7 

6 

16 

15 

11 

2 

12 

3 

2 

1 

6 

13 

15 

2 

2 

15 

6 

1 

15 

6 

11 

15  10! 

1 

6 

6 

2 

18 

6 

23 

1 

11 

2 

16 

2 

2 

1 

6 

10 

19 

3 

2 

3 

3 

2 

6 

11 

14  10! 

2 

16 

6 

3 

17 

0 

20 

0 

2 

4 

14 

6 

2 

9 

0 

9 

16 

2! 

3 

17 

6 

3 

12 

6 

18 

2 

0 

3 

16 

6 

3 

15 

0 

35 

13 

8 

9 

13 

0 

2 

6 

0 

18 

12 

0 

5 

13 

0 

5 

4 

0 

18 

3 

io! 

2 

13 

6 

4 

6 

6 

22 

17 

2 

3 

10 

4 

2 

12 

6 

45 

12 

5 

2 

5 

8 

4 

13 

0 

37 

9 10! 

2 

7 

9 

3 

0 

6 

11 

5 

9“ 

3 

13 

3 

2 

4 

6 

14 

16 

4 

4 

1 

6 

2 

2 

0 

15 

1 

7! 

3 

15 

4 

3 

1 

0 

14 

6 

11“ 

87 

3 

1 

72 

7 

11 

449 

1 

6! 

5 

8 

0 

27 

1 

0 

81 

14 

6 

1 

16 

0 

4 

13 

6 

19 

2 

1 

2 

6 

6 

l 

9 

0 

6 

14 

9! 

4 

13 

6 

1 

16 

6 

9 

7 

0“ 

3 

16 

6 

2 

8 

9 

11 

11 

5“ 

3 

1 

9 

3 

5 

6 

16 

18 

4“ 

2 

12 

0 

2 

1 

0 

26 

18 

7 

2 

0 

10 

3 

14 

0 

19 

12 

n 

2 

14 

8 

1 

4 

9 

16 

16 

4“ 

2 

4 

4 

1 

17 

6 

6 

7 

4“ 

2 

12 

0 

2 

0 

0 

8 

15 

11 

3 

19 

0 

3 

7 

9 

20 

10 

7 

2 

6 

6 

3 

0 

6 

36 

14 

3 

39 

11 

7 

57 

19 

9 

281 

3 

6! 

Amts.cr’d  for’d,  £183  12  2| 
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Sept. 


Oct. 


Am’t  received  at 

Am’t  received  at 

Am’t  received 

Total  Daily 

3. 

Saint  John. 

Kennebecasis: 

in  Cars. 

Receipts,  i 

iro’t  for’d,  £183 

12 

n 

39 

11 

7 

57  19 

9 

281 

3 

6 i 

16, 

7 

14 

7* 

2 

16 

6 

2 6 

0 

12 

17 

. H 

17, 

13 

9 

9* 

3 

8 

3 

1 7 

6 

18 

5 

6* 

18, 

5 

9 

0* 

10 

6 

7 

3 10 

0 

19 

5 

7 

20, 

10 

7 

3 

4 

13 

8 

3 14 

3 

18 

15 

2 

21, 

13 

0 

0* 

4 

15 

0 

3 4 

9 

20 

19 

9* 

22, 

35 

4 

4* 

4 

8 

10 

3 2 

0 

42 

15 

2* 

23, 

11 

14 

10* 

3 

3 

10 

3 6 

6 

18 

5 

2* 

24, 

3 

9 

10 

3 

7 

1 

1 8 

0 

8 

4 

11 

25, 

8 

4 

3* 

5 

0 

9 

2 17 

6 

16 

2 

6* 

27, 

4 

4 

6 

3 

0 

3 

1 16 

0 

9 

0 

8 

28, 

7 

] 5 

3 

2 

11 

1 

2 15 

6 

13 

1 

10 

29, 

3 

1 

8* 

1 

14 

6 

1 14 

0 

6 

10 

2i 

30. 

8 

17 

2 

3 

6 

0 

2 1 

0 

14 

4 

2^ 

£316 

4 

10* 

92 

3 

11 

91  2 

9 

499 

11 

6* 

1, 

2 

2 

7 

3 

19 

0 

19 

6 

7 

1 

1 

2, 

3 

0 

11 

6 

6 

11 

1 5 

0 

10 

12 

10 

4, 

5 

7 

4* 

2 

10 

1 

3 0 

9 

10 

18 

2* 

5, 

7 

4 

3* 

2 

16 

0 

1 10 

0 

11 

10 

3* 

6, 

4 

6 

9 

2 

5 

0 

1 9 

0 

8 

0 

9 

7, 

4 

17 

4 

1 

14 

10 

3 0 

6 

9 

12 

5* 

8, 

1 

5 

3 

1 

14 

6 

14 

0 

3 

13 

9 

9, 

18 

4 

2 

13 

6 

2 0 

6 

5 

12 

4 

11, 

2 

15 

ni 

3 

0 

0 

2 11 

6 

8 

7 

5i 

12, 

2 

19 

n 

2 

4 

6 

1 8 

6 

6 

12 

11 

13, 

3 

16 

5i 

2 

14 

5 

1 5 

6 

7 

16 

4i 

14, 

1 

16 

5 

1 

12 

0 

1 2 

6 

4 

10 

11 

15, 

3 

4 

1 

2 

2 

0 

6 

6 

5 

12 

7 

16, 

2 

11 

10 

3 

11 

9 

17 

0 

7 

0 

7 

18, 

4 

3 

2 

18 

6 

1 4 

0 

8 

6 

19, 

3 

11 

Hi 

6 

6 

0 

2 4 

0 

12 

1 

Hi 

20, 

8 

7 

»i 

4 

8 

9 

1 10 

0 

14 

6 

6i 

21, 

9 

13 

2 

5 

14 

0 

16 

0 

16 

3 

2 

22, 

3 

0 

10 

3 

1 

3 

10 

0 

6 

12 

1 

23, 

4 

5 

0 

6 

13 

5 

16 

3 

11 

14 

8 

25, 

4 

0 

4i 

3 

8 

0 

1 5 

0 

8 

13 

4i 

26, 

5 

9 

1 

2 

14 

3 

7 

6 

8 

10 

10 

27, 

4 

7 

11 

3 

2 

9 

8 

9 

7 

19 

5 

28, 

3 

18 

6i 

1 

13 

5 

17 

6 

6 

9 

5i 

29, 

3 

15 

8 

2 

4 

6 

10 

0 

6 

10 

2 

30, 

2 

2 

6 

3 

18 

2 

14 

0 

6 

14 

8 

£103 

3 

9 

85 

7 

6 

32  13 

9 

221 

5 

0 

RECAPITULATION. 


June. 

£212 

1 

i 

65 

14 

4 

35 

16 

2 

313 

11 

6i 

July. 

299 

5 

Hi 

94 

2 

10 

64 

16 

0 

458 

4 

H 

Aug. 

289 

10 

6i 

87 

3 

1 

72 

7 

11 

449 

1 

6i 

Sept. 

316 

4 

ioi 

92 

3 

11 

91 

2 

9 

498 

11 

6i 

Oct. 

103 

3 

9 

85 

7 

6 

32 

13 

9 

221 

5 

0 

£1220 

6 

2 

424 

11 

8 

296 

16 

7 

1941 

14 

5 
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SUMMARY. 

Receipts  to  1st  Febr’y,  1858,  - - - <£680  0 6 

“ “ 1st  June,  “ - 200  10  2 

“ “ 30th  Oct.,  “ 1941  14  5 

“ “ For  Freight,  “ - - - - 77  12  0 

Total  & Abstract  A.,  in  former  Report,  - <£2899  17  1 


Statement  showing  the  Traffic  receipts  on  the  Shediac  and  Monc- 
ton district  for  Passengers , Freight , Wharfage  and  Storage , 
from  19 th  April  to  25th  Dec.,  1858. 


Passenger  Traffic, 

Freight, 

Wharfage  and  Storage. 

Total 


- <£911  5 9 

- 1166  0 8 

37  18  2 

<£2115  4 7 


L.  CARVELL. 


Statement  of  Land  Damage  Claims. 
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Damages  •extinguished  by  Benefits^ 
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Damages  Extinguished  by  Benefits. 


OOOCCOCOOOOOCOOOOOG 

^r0rDrar^^^-,r7-jP3n_,n-3r3rr;jr3rt3r0_3r;.r3 


s 


© © © O © o' © O ©>  © © © 
OOOOOOOOOOOO 

©iOO©©©iO©©iOO© 
CO  1-H 


© © © © © © © 
©©©©©©© 


ooocooo 
Cl  C3  CO  N lO  O >0 
^ it;  N 


£ I 

o 

o 

fee  I 


•ta  ! 
J3  I 

cs 

A 


o 

4^ 

§ i 
a I 
8 I 

<8  I 

<W  j 

SB  I 


[i 

CO 

I & 

I **1 

,o 


to 

ca 

s 

co 

a 

ra 


O O o o 


S 3 ci  O 2 © 2 
©S  "03  •©  © © © © 


O © O 


..  ? © 

o S 5 


” C3  — 

P S = o 


o o cr"  •—  12  c 

£•=^£.14 


c 

o 

- -n 


i g*sig::>ss 

“cs^^-i  ii*  i g = 

~ > > — « C • • « 2 cc  u 2 


©.•r-t.— 

to©;  .=  _©  q 


■ 2 « -3  J 


'a  © • © _© 


© © r-i 

© © © 


CO  © 00 

so  00  © 

© © O) 
1>  r-< 


© © 
Tf  © © 


•O  CO 
© CO 
© © 
Cl  iO 


o 

=U  e 

©,  £ 


s 

) o 
'O 
< 01 
> >,.« 
■ X!  K! 


t: 


Wf 


£ 


o is 

««  s 

. p 

q 

o 
• "S 

O CJ 

* 1 


00  c o 


II 

X 


«->  o 

5"S 


=>  c a 

p > 


’5  (J 


<4 


131 


STATIONS  ON  THE  LINE. 


Miles 
from 
St.  John. 

.Miles  from 
Principal 
Stations. 

Miles 

from 

Station. 

STATIONS. 

0 

St.  John. 

1 

Cemetery. 

2 

Moose  Path. 

1 

Robinson’s. 

2 

Torryburn. 

1 

Appleby’s. 

0 

9 

2 

Kennebecasis. 

3 

Quispamsiss  (or  Lakefield.) 

5 

Nauwigewauk  (or  Hammond  Riven) 

4 

Quispam  (or  Groom’s  Cove.) 

23 

14 

2 

Ossekeag  (near  Hampton  Ferry.) 

5 

Passekeag. 

81 

8 

Q 

O 

Horton  (near  Baxter’s.) 

t-r 

| T 

Apohaqui  (near  Midstream.) 

•44 

13 

•6 

Sussex. 

’ 

I 3 

Plumweseep  (near  Snider’s.) 

! 4 

jPenobsquis  (near  Roadie’s.) 

06 

12 

5 

Portage  (near  McLeod’s.) 

4 

Anagance  (near  Leake’s.) 

66 

10 

6 

Petitcodiac. 

76 

10 

10 

Salisbury. 

2 

Boundary  Creek  (near  Nixon’s.) 

4 

Mountain. 

89 

13 

T 

Moncton. 

2 

Humphrey’s  Mill. 

• 

4 

iCook’s  Brook. 

7 

Dorchester  Road. 

10G  i 

IT 

4 

Sliediac. 

1 

2 

Point  du  Chene. 

108 

CERTif^D  COPY 


JACKSON  & Co.’s  SPECIFICATION  A., 

FOR  BUILDING  A 

SINGLE  TRACK  RAILWAY, 

FrOm  Saint  John  to  Shedia©. 


EUROPEAN  & NORTH  AMERICAN  RAILWAY. 


Saint  John  to  Shedicic , - - «■  107  Miles 
The  Bend  to  Nova  Beotia,  - - JS7 

Total  - - * 144  6i  Single  Track* 


SOULE  TRACK.* 


Sails. 

Chairs/ 


Pins, 


Ballast/ 

fencing/ 

Earthwork. 


Embankments. 

tirades; 

Curves; 

Bridges, 


Permanent  Way  Rails  63  lbs.  to  the  Lineal  yard# 

Wrought  Iron  Chairs  at  the  Joints  each  12  lbs. 
weight. 

Wrought  Iron  Fins,  Hackmatack  or  other  suitable 
wood  ties  8 J to  9 feet  long. 

Ballast , 2 4 Cubic  yards  for  every  Lineal  yard. 

Fencing , where  required,  Post  and  Rail. 

Earthwork , Excavations  24  feet  in  width  with 
slopes  on  ordinary  Cuttings  of  1 4-  to  1 and  ill 
Rock  i to  1. 

Embankments  15  feet  in  width  at  formation  level, 
With  slopes  of  1 J to  1. 

Grades , Maximum  Grade  not  to  exceed  45  feet 
per  mile. 

Carves , Minimum  Radius  on  Main  Line  1500 
feet. 

Bridges , under  the  Railway  of  100  feet  span  and 
upwards  to  he  constructed  of  Iron,  under  that  span 
of  Stone  or  Timber,  or  both,  at  the  discretion  of 
the  Contractors,  secured  with  Iron  bolts  and  fasten- 
ings ; — over  the  Railway  to  he  constructed  of  Stone 
or  Brick, 
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Culverts , to  be  constructed  of  Stone  or  Timber, 
or  both,  depending  upon  the  nature  of  the  Foun- 
dations, as  may  be  most  expedient  as  approved  by 
the  Consulting  Engineer. 

Crossings , for  farm  and  other  roads  on  the  Line 
of  the  Railway  to  be  constructed  in  the  usual  way, 
and  a Notice  Board  erected  at  all  the  public  road 
crossings. 

Hoad  Stations , to  be  provided  at  or  near  (1)  Nine 
Mile  House,  (2)  Hammond  River,  (3)  Hampton,  (4) 
Finger  Board,  (5)  Sussex  Yale,  (6)  Head  of  Petit- 
codiae  River,  (7)  Pittfield’s  and  two  intermediate 
between  the  Bend  and  Nova  Scotia  boundary,  with 
300  yards  siding  at  each,  and  also  at  the  Bend, 
Shediac  and  Nova  Scotia  boundary,  with  a length 
of  siding  not  exceeding  half  a mile  at  each. 

ROLLING  STOCK  AS  FOLLOWS 
10  Passenger  Engines,  20  Horse  Boxes. 


15  Ballast  Wagons, 

20  Hand  Cars, 

4 Snow  Ploughs, 

3 42  Engine  Turn-tables 


5 Goods  do. 

14  First  Class  Cars, 

6 Second  Class  Cars, 

5Ch  Goods  Wagons, 

for  St.  John,  Sussex  Yale,  and  Boundary, 

50  Box  Cars  for  Dry  Goods, 

50  Timber  Wagons,  20  15  Turn-tables, 

20  Cattle  Cars. 

The  Road  Stations , To  be  constructed  of  Wood, 
Brick  or  Stone,  as  the  Contractors  may  find  con- 
venient, and  to  consist  of  a House  with  two  upper 
and  two  lower  rooms  for  the  Station  Master,  with 
Out  buildings  and  other  conveniences  together  with 
a Ladies’  Reception  Room,  Booking  Office  and 
open  Shed  for  General  Passengers,  complete  with 
Urinal  and  Water  Closets  ; also  a Platform  for 
loading  and  unloading  Cattle,  Carriages,  &c.,  &c., 
and  at  Sussex  Yale,  the  Bend,  Shediac,  and  Nova 
Scotia  Boundary,  Merchandize  Sheds  to  be  erected 
with  Cranes  and  every  necessary  appliance,  also 
Water  Tanks  and  Woodsheds  at  Hampton,' Sussex 
Yale,  Pittfield’s,  the  Bend,  Shediac,  and  the  fron- 
tier. 


The  Terminal  Stations  at  Saint  John  to  consist  of 
a Carriage  Shed  roofed  over  for  Passengers,  with 
Platforms,  Booking  offices,  Porters  offices,  Waiting 


Culverts. 


Crossings, 


Stations. 
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rooms,  Luggage  rooms,  Store  rooms,  Urinal  and 
Water  closets,  Superintendent’s  residence  complete,. 
Board  room,  Secretary’s  office,  Clerk’s,  do.,  Tele- 
graph do.,  Refreshment  room,  and  all  requisite- 
conveniences,  Covered  Goods  Shed  with  Platforms, 
Cranes  and  Appliances,  Cattle  and  Carriage  Plat- 
forms with  one  mile  of  sidings  to  be  built  of  Brick, 
with  Slate  or  Zinc  Roof ; an  estimate  of  such  build- 
ings in  both  Wood  and  Brick  to  be  first  made,  and 
should  the  estimate  in  Brick  exceed  the  estimate 
in  Wood  then  the.  excess  or  difference  to  be  equally 
divided  and  borne  by  the  Contractor  and  Company. 

Signed, 

R.  JARDINE,  President. 
W.  JACKS  OR, 


I certify  the  foregoing  to  be  a true  copy  of  the 
Specification  or  Shedule  A.  attached  to  the  original 
agreement. 

Signed,  ROBT.  D.  WILMOT, 


: 'form  of  Contract,  Specification  and  Schedule  upon  which  the  Railway  Works  have  been  let  by 

the  Government.] 


NEW  BRUNSWICK  RAILWAYS,  1859. 


EUROPEAN  & NORTH  AMERICAN  RAILWAY. 


CONTRACT,  SECTION  NO. 


article  Ilf  SUjRMM  made  and  entered  into  this 

day  of  in  the  Year  of  Our  Lord,  One 

Thousand  Eight  Hundred  and  and  made  in  pur- 

suance of  the  Act  of  Assembly  of  the  Province  of  Hew  Bruns*- 
wick  to  authorize  the  Construction  of  Railways  in  the  said 
Province,  in  duplicate  between 

of  the  first  part,  and  Her  Majesty,  Queen  Victoria, represented 
herein  by  Robert  Jar  dine,  Chairman  of  the  Board  of  Railway 
Commissioners  of  the  Province  of  Hew  Brunswick,  appointed 
under  Act  of  Assembly  19  Victoria,  Cap.  15,  of  the  second 
part : 

WiTNESSETii  that  the  said  part  of  the  first  part,  for  and 
in  consideration  of  the  payments  to  them  in  hand,  well  and 
truly  made,  as  hereinafter  set  forth  by  the  said  part  of  the 
second  part,  do  hereby  for  Heirs,  Executors, 

Administrators  and  Assigns,  covenant,  promise,  and  agree  to 
and  with  Her  said  Majesty,  Queen  Victoria,  Her  Heirs  and 
Successors,  represented  herein  as  aforesaid,  to  construct,  build, 
complete  and  finish  in  a good,  substantial  and  workmanlike 
manner,  under  the  superintendence  of  the  Chief  Engineer 
appointed  under  the  said  Act,  and  in  every  respect  to  the 
satisfaction  of  the  said  Board  of  Commissioners  and  the  said 
Chief  Engineer  for  the  time  being,  all  the  work  contained  in 
Section  Ho.  on  the  Division  of  the  Euro- 

pean and  Horth  American  Railway,  commencing  at  a Station 
numbered  and  extending  to  a Station  num- 
bered being  a distance  of 

miles  yards,  more  or  less  according  to  the  Spe- 

cifications and  plans  hereunto  annexed  and  referred  to,  and 
to  provide  all  necessary  plant  and  materials  therefor  of  the 
very  best  description,  and  to  do  all  said  work,  and  to  provide 


136 


all  said  plant  and  material,  subject  to  the  inspection,  super- 
vision, approval,  and  rejection  of  the  said  Chief  Engineer, 
and  upon  the  terms  and  conditions  hereinafter  specified. 

The  whole  to  be  completed  and  finished,  and  in  every  res- 
pect ready  for  use,  on  or  before  the  day  of 

One  Thousand  Eight  Hundred  and  and  to  be  con- 

ducted and  carried  out  upon  the  terms,  conditions  and  stipu- 
lations hereinafter  specified,  and  which  terms,  conditions, 
stipulations,  specifications  and  plans,  are  to  be  considered  in 
every  respect  as  part  and  parcel  of  this  Contract. 

In  Consideration  Whereof,  Her  said  Majesty,  Queen 
Victoria,  represented  as  aforesaid,  doth  promise  and  agree 
to  pay  to  the  part  of  the  first  part,  the  lump  sum  of 

pounds,  shillings  and  pence,  of 

the  lawful  currency  of  Hew  Brunswick,  the  said  sum  to  be 
paid  the  part  of  the  first  part,  by  monthly  instalments,  as 
the  work  proceeds,  according  to  the  rates  and  prices  in  the 
tender  and  Schedule  herewith  attached: 


COMDITSOWS. 


Materials,  Firstly.  That  the  part  of  the  first  part  shall  re- 

ceive and  use  in  the  work  herein  contracted  for, 
such  Timber,  Iron,  Stone,  Cement  or  Lime,  and 
other  materials  as  shall  be  furnished  by  the  said 
Commissioners,  and  allow  therefore  such  sum  or 
sums  of  money  as  the  Engineer  may  deem  equita- 
ble : provided  the  same  is  not  included  in  Schedule 
of  prices  attached  to  this  Contract,  and  that  the 
amount  thereof  shall  be  deducted  from  the  amount 
of  work  done  under  this  Contract. 

Secondly.  The  constructing  and  finishing  of  said 
work  to  be  work  is  to  be  done  in  all  respects  according  to  the 
to  Specification.  directions  and  instructions  contained  in,  which  may 
be  implied  from,  or  are  incidental  to  the  specifica- 
tions hereunto  annexed,  and  any  plan  or  plans  re- 
ferred to  in  the  said  annexed  specifications,  which 
specifications  and  plan  or  plans  therein  referred  to 
are  hereby  mutually  agreed  and  declared  to  be  in- 
corporated in,  and  form  a part  of  this  Contract. 
Payments.  Thirdly.  The  payments  of  the  prices  herein  be- 

forementioned  shall  be  made  monthly  by  the  said 
Commissioners  upon  certificate  being  received  by 
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them  from  the  Chief  Engineer  and  approved  of, 
that  the  work  for  or  on  account  of  which  such  pay- 
ments shall  be  claimed  has  been  duly  and  faithfully 
executed,  such  certificate  to  be  given  by  the  Chief 
Engineer  within  ten  days  after  he  shall  have  re- 
ceived an  Estimate  from  his  Assistant  Engineer  or 
officer  in  charge  of  the  work,  specifying  the  amount 
of  work  done  during  the  month  then  ending. 

But  that  nevertheless  it  shall  be  lawful  for  Her  Retained  money 
said  Majesty  to  withhold  from  the  part  of  the  first 
part,  and  retain  Ten  per  cent,  out  of  the  amount  of 
the  estimates,  until  the  perfect  completion  of  the 
work  to  the  satisfaction  of  the  said  Commissioners : 
which  Ten  per  cent,  so  withheld  and  retained  shall 
be  paid  with  the  last  instalment,  after  the  Engineer 
or  officer  in  charge  shall  have  delivered  to  the  Chief 
Engineer  his  final  estimate  of  the  work  performed 
and  materials  furnished  in  virtue  of  these  presents, 
with  detailed  measurements,  weights,  &c.,  and  upon 
approved  certificate  by  the  said  Chief  Engineer  of 
the  work  having  been  fully  completed  and  finished  : 

Provided,  that  in  forming  his  final  estimate  the  En- 
gineer or  other  officer  shall  not  be  bound  or  govern- 
ed by  the  preceding  monthly  estimates  which  shall 
he  taken  and  considered  merely  as  approximate. 

Provided  always,  and  it  is  further  agreed, 

That  Her  said  Majesty  from  time  to  time  by  the 
said  Commissioners,  during  the  progress  of  the 
work,  may  pay  to  the  part  of  the  first  part  the 
whole,  or  any  portion  of  the  Ten  per  cent,  so  with- 
held and  retained. 

Fourthly.  That  the  work  hereby  contracted  for,  work  not  to  ob- 
to  be  done  by  the  part  of  the  first  part,  shall  as  far  coJtCrani?lumb 
as  may  be  required  by  the  said  Engineer,  be  prose- 
cuted so  as  to  facilitate  and  not  to  incommode  or 
obstruct  the  prosecution  of  Contracts  for  adjoining, 
or  contiguous  works. 

Fifthly.  That  this  Contract  shall  in  every  respect  Work  t0  l)e 

-i  -t-  . , , ii1*  prosecuted  as 

be  prosecuted  in  such  order  and  at  such  places  in  the  Engineer di- 
the  work  and  at  such  times  and  seasons  as  the  Chief™048, 
Engineer  shall  direct. 

Sixthly.  That  if  by  report  of  the  Engineer,  or  chief  Engi- 
Superintendent  employed  by  the  Commissioners  in 
that  behalf,  it  shall  appear  that  the  establishment 
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tractor  and  re-andrate  of  progress  at  and  in  the  said  work  are  not 

let  the  same.  , , . r , , . , . 

such  as  to  insure  the  completion  ot  the  same  within 
the  time  herein  prescribed,  or  if  part  of  the  first 
part  shall  persist  in  any  course  violating  the  provi- 
sions of  this  Contract,  Her  said  Majesty  shall  have 
the  power  at  her  discretion,  by  order  of  the  said  Board 
of  Commissioners,  without  previous  notice  or  protest 
and  without  process  or  suit  at  Law,  either  to  take 
the  work  or  any  part  thereof  out  of  the  hands  of 
the  part  of  the  first  part,  and  to  relet  the  same  to 
any  Contractor  or  Contractors  without  its  being  pre- 
viously advertised,  or  to  employ  additional  work- 
men and  provide  materials,  tools,  and  other  necessary 
things  at  the  expense  of  the  part  of  the  first  part. 
And  the  part  of  the  first  part,  in  either  case,  shall 
be  liable  for  all  damages  and  extra  costs  and  expen- 
diture which  may  be  incurred  by  reason  thereof, 
and  shall,  in  either  of  such  cases,  likewise  forfeit  all 
monies  then  due  under  the  conditions  and  stipula- 
tions, or  any,  or  either  of  them  herein  contained. 

Failure  in  Con-  Seventhly.  That  in  case  of  failure  in  the  Con- 

tract.  tract,  the  part  of  the  first  part  shall  thereby  forfeit 

all  right  and  claim  to  the  said  Ten  per  cent.,  or  any 
part  thereof  remaining  unpaid,  as  well  as  to  any 
monies  whatever  due  on  this  Contract. 
ah  work  and  Eighthly.  That  all  work  of  every  description  may 

SspecSd  t0  be^e  inspected  during  construction,  either  by  the  Chief 
Engineer  or  such  officer  as  he  from  time  to  time 
may  appoint  to  superintend  the  same,  and  should 
any  work  be  disapproved  of,  it  shall  immediately  be 
removed  or  taken  down  and  replaced  by  such  as 
shall  be  satisfactory  to  the  Engineer  or  the  officer 
in  charge.  And  no  further  estimate  shall  be  made 
upon  the  same  section  so  long  as  any  work  shall  re- 
main imperfect ; and  any  omission  to  disapprove  of 
any  work  at  the  time  of  a monthly  estimate  being 
made,  shall  not  be  construed  to  be  acceptance  of 
any  defective  work ; likewise  any  material  disap- 
proved of  shall  not  be  used  in  the  work,  and  if  not 
removed  by  the  part  of  the  first  part  when  direct- 
ed by  the  Chief  Engineer,  or  person  in  charge,  then 
the  rejected  materials  shall  be  removed  by  the  afore- 
said Chief  Engineer,  or  person  in  charge,  to  such 
place  as  he  may  deem  proper,  at  the  cost  and  charge, 
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and  at  the  risk  of  the  part  of  the  first  part.  And 
it  is  hereby  expressly  declared  and  agreed  by  and 
between  the  parties  hereto  that  all  materials,  of 
every  nature  and  description,  and  the  property 
therein,  which  from  time  to  time  may  be  procured 
and  furnished  by  the  said  part  of  the  first  part,  to 
be  used  in  and  about  the  construction  of  the  said 
works  hereby  contracted  for,  so  soon  as  the  same 
shall  be  inspected,  approved  of  and  marked  by  the 
Chief  Engineer,  or  his  officer  for  the  time  being  in 
charge  of  and  superintending  the  said  works,  shall 
absolutely  vest  in  Her  Majesty,  the  Queen,  and  the 
same  may  be  included  in  the  estimate  of  the  Engi- 
neer or  officer  in  charge,  all  which  materials  so  in- 
spected, approved  of  and  marked  shall  not  there- 
after in  any  way  be  liable  or  subject  to  the  debts, 
contracts  or  engagements  or  otherwise  affected  by 
any  act  of  the  said  part  of  the  first  part  to  the 
prejudice  of  the  said  part  of  the  second  part.  But 
it  is  distinctly  understood  and  agreed  that  the  inspec- 
tion and  approval  of  materials  shall  not  in  any  way 
subject  Her  said  Majesty  to  pay  for  the  said  mate- 
rials, or  any  portion  thereof  unless  employed  or  used 
in  the  said  works,  nor  prevent  the  rejection  after- 
wards of  any  portion  thereof  which  may  turn  out 
to  be  unsound  or  unfit  to  be  used  in  the  work;  nor 
shall  such  inspection  be  considered  as  any  waiver 
of  objection  to  the  work  on  account  of  the  unsouud- 
ness  or  imperfection  of  the  materials  used. 

Ninthly.  That,  in  the  opinion  of  the  Engineer,  contractor  to 
should  any  overseer,  mechanic  or  workman,  employ- Work 
ed  on  or  about  the  work,  give  any  just  cause  of  com- 
plaint, the  part  of  the  first  part,  shall  immediately 
upon  the  application  of  the  Chief  Engineer  or  per- 
son in  charge,  dismiss  such  person  or  persons  forth- 
with from  the  works,  and  he  shall  not  be  employed 
again  thereon  without  the  consent  of  the  Chief  En- 
gineer ; and  should  the  part  of  the  first  part  con- 
tinue to  employ  such  overseer,  mechanic  or  work- 
man, the  part  of  the  first  part  shall  forfeit  to  Her 
said  Majesty,  Her  Heirs  and  Successors,  the  sum  of 
five  pounds  current  money  aforesaid,  for  each  and 
every  day  during  which  such  overseer,  mechanic  or 
workman  shall  be  employed  on  the  works  after 
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Engineer  to  de- 
termine quanti- 
ties, interpret 
.Specifications, 
&c. 


Contractor 
bound  to  make 
alterations  or 
changes  in  posi- 
tion or  details  of 
work  if  required 
by  the  Chief  En- 
gineer. 


such  application  as  aforesaid  ; and  all  the  sums  so 
forfeited  shall  be  deducted  from  and  out  of  the 
amount  which  the  part  of  the  first  part  may  be 
entitled  to  receive  from  her  said  Majesty  at  the  com- 
mencement of  the  month  next  ensuing  such  forfeit, 
or  at  a later  period  as  Her  said  Majesty  may  deem 
proper. 

Tenthly.  That  to  prevent  all  disputes,  it  is  here- 
by mutually  agreed  that  the  Chief  Engineer  for  the 
time  being,  shall  in  all  cases  determine  the  amount 
or  quantity  of  the  several  kinds  of  work  which  are 
to  be  paid  for  under  this  Contract,  and  the  amount 
of  compensation  at  Contract  prices  which  are  to  be 
paid  therefor,  and  also  that  the  said  Engineer  shall 
in  all  cases  decide  as  to  the  construction  to  be  put 
upon  any  part  of  the  Plans  or  Specifications,  or  any 
other  question  which  can  or  may  arise  relating  to 
the  execution  of  this  Contract,  and  his  measure- 
ments and  decisions  shall  in  all  cases  be  conclusive 
and  binding  between  all  parties,  subject,  however, 
to  the  final  approval  of  the  said  Commissioners. 

Eleventhly.  That  if  any  change  or  alteration, 
either  in  the  position  or  details  of  any  part  of  the 
work  shall  be  required  by  the  said  Chief  Engineer 
during  the  progress  thereof,  the  part  of  the  first 
part  is  hereby  bound  to  make  such  alterations  or 
change,  and  if  alteration  or  change  shall  entail  ex- 
tra expense  on  the  said  part  of  the  first  part,  either 
in  labour  or  materials,  the  same  shall  be  allowed 
the  said  part  of  the  first  part ; or  should  it  he  sav- 
ing to  the  said  part  of  the  first  part,  either  in  la- 
bour or  materials,  the  same  shall  be  deducted  from 
the  amount  of  this  Contract ; in  either  case  the 
amount  is  to  be  determined  by  the  estimate  made 
by  the  Engineer  or  officer  in  charge.  But  no  such 
change  or  alteration,  whatever  may  be  the  extent 
or  quality  thereof,  or  whatever  time  the  same  may 
be  required  to  be  made?  pending  the  said  Contract, 
shall  in  anywise  have  the  effect  of  suspending,  su- 
perseding, annulling,  or  rescinding  this  Contract, 
which  shall  continue  to  subsist,  notwithstanding 
such  change  or  alteration ; and  every  such  change 
or  alteration  shall  be  performed  and  made  by  the 
said  part  of  the  first  part,  under  and  subject  to  the 
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Conditions,  stipulations,  and  covenants  herein  ex- 
pressed, as  if  such  change  or  alteration  had  been 
expressed  and  specified  in  the  terms  of  this  Con- 
tract, and  should  the  said  part  of  the  first  part  be 
required  by  Her  Majesty,  represented  as  aforesaid, 
to  do  any  work,  or  furnish  any  materials  for  which 
there  is  not  any  price  specified  in  this  Contract,  the 
same  shall  be  paid  for  at  the  estimated  prices  of  the 
Engineer,  subject  to  the  approval  of  the  said  Com- 
missioners : but  no  change  or  alteration  as  aforesaid 
whatever,  and  no  extra  work  whatever  shall  be 
done  without  the  written  authority  of  the  Engineer 
in  charge,  given  prior  to  the  execution  of  such 
work,  nor  will  any  allowance  or  payment  whatever 
be  made  for  the  same  in  case  it  should  be  done  with- 
out such  authority.  All  bills  for  extra  Work,  when 
ordered  by  the  Engineer,  must  be  returned  month- 
ly, or  Within  one  week  from  any  time  that  may  be 
called  for  by  him ; failing  so  to  do,  payment  of  them 
shall  be  discretionary  with  the  said  Commissioners. 

Twelfthly.  That  the  part  of  the  first  part  will  Ardent  spirit* 
not  by  or  agents,  give  or  sell  any  ardent  spirits 
to  workmen,  or  any  other  person  on  or  near  the 
said  work,  or  allow  any  to  be  brought  on  the  work 
by  labourers  or  other  persons. 

Thirteenthly.  That  the  part  of  the  first  part  Workttofc  t0  be 
shall  not  in  any  way  dispose  of,  or  sub-let,  or  re-let  sub-let, 
any  portion  of  the  work  embraced  in  this  Contract: 
but  the  whole  shall  be  done  by  labourers  under 
immediate  superintendence,  with  the  exception  of 
procuring  materials. 

Fourteenthly.  That  any  notice  or  other  paper  Serving  n & 
connected  with  these  presents  which  maybe  requir~tices‘ 
ed  Or  desired  on  behalf  of  Her  said  Majesty  to  be 
served  on  the  part  of  the  first  part,  may  be  ad- 
dressed to  the  part  of  the  first  part  at  residence, 
or  usual  place  of  business,  or  at  the  place  where 
the  work  hereby  contracted  for  is  carried  on,  and 
left  at  the  Post  Office  in 

and  any  paper  so  addressed  and  left  at  the  Post 
Otlice  shall  to  all  intents  and  purposes  be  considered 
legally  served, 

Fifteenthlv.  That  should  the  part  of  the  first 

, . ii"  , ,,  Nou-coropIc4AC®t 

part  not  complete  the  work  herein  contracted  for  at 


142 


of  work  within  the  period  agreed  upon  as  above  mentioned,  the 
time hpecifkd.  part  o^.  tj.ie  first  part  shall  be  liable  for  and 

shall  cause  to  he  paid  to  the  part  of  the  second 
part,  all  salaries  of  wages  which  shall  become  due 
to  the  person  or  persons  superintending  the  work  on 
behalf  of  the  said  Chief  Engineer,  from  the  above 
named  period  for  completion  until  the  same  shall 
be  completed  and  received. 

^ Sixteenthly.  That  in  case  it  shall  happen  that  the 

chief  Engineer  said  part  of  the  first  part  shall  not  fully  complete 
tractor8  to  p°£  the  work  herein  agreed  for  within  the  time  herein 
If n^'compTSed before  specified,  the  said  Commissioners  may,  if 
within  time hey  shall  think  fit,  permit  the  said  Contractor  to 
proceed  with  and  complete  the  said  work  as  if  such 
lime  had  not  elapsed  ; and  that  in  such  case,  such 
permission  shall  not  be  deemed  to  be  a waiver  in 
any  respect  of  any  forfeiture  or  liability  for  damages 
or  expenses  otherwise  incurred  by  said  Contractor 
in  consequence  of  such  failure  to  complete  this 
Contract  within  such  time,  or  incurred  by  him  un- 
der any  of  the  stipulations  or  provisions  contained 
in  this  Contract,  or  in  the  annexed  specifications  ; 
but  this  present  Contract  and  every  such  forfeiture 
and  liability  so  incurred,  shall  still  continue  in  full 
force  against  such  Contractor  as  if  such  permission 
had  not  been  granted  ; and  the  said  work  shall  in 
such  case  be  performed,  completed  and  paid  for,  in 
every  respect  according  to  the  terms,  stipulations 
and  conditions  contained  in  this  Contract,  and  in  the 
Specifications  annexed,  subject  to  the  same  forfeit- 
ures, liabilities  and  deductions,  as  are  herein  men- 
tioned, which  had  been  incurred  by  virtue  hereof 
before  such  permission,  and  subject  also  to  such  for- 
feitures  and  liabilities,  and  the  deduction  of  all  such 
costs  and  expenses  as  shall  or  may,  by  the  decision 
of  the  Chief  Engineer,  have  been  incurred  after 
such  permission,  by  reason  of  the  non -completion, 
of  such  work  within  the  time  herein  before  specified 
for  its  completion,  or  by  reason  of  the  breach  by 
such  Contractor  of  any  of  the  stipulations  contain- 
ed in  this  Contract,  or  in  the  annexed  Specifications, 
discharged  Sevenieenthly.  That  the  part  of  the  first  part 
shall  not  hire  any  men  that  may  be  in  the  employ 
of,  or  have  been  discharged  for  misconduct  from 
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any  other  section  of  the  work,  unless  by  consent  of 
the  parties  who  discharged  them.  It  is  likewise 
distinctly  understood  that  the  Contractors  them- 
selves will  make  such  arrangements  as  shall  estab- 
lish a uniform  rate  of  wages  throughout  the  works, 
and  that  such  arrangements  shall  not  be  departed 
from  except  by  a majority  of  the  other  Contractors. 

Eighteenthly . That  the  said  part  of  the  first 
part  shall  pay  all  labourers  in  employ  monthly;: 
and  in  case  of  failure  of  the  part  of  the  first  part 
so  to  do,  the  said  Commissioners  shall  have  full 
right  and  authority  to  retain  in  their  hands,  for  the 
payment  of  the  workmen  employed  by  the  said  part 
of  the  first  part,  on  any  work  hereby  contracted 
for,  such  an  amount  of  any  monthly  estimate  as  the 
said  Engineer  may  report  to  be  requisite  for  that 
purpose.  And  the  said  Commissioners  may  adopt 
such  measures  for  the  disbursement  of  such  retained 
money  as  they  may  consider  the  most  judicious  for 
the  interest  of  all  parties  concerned. 

Ninet eenthly . It  is  hereby  also  expressly  condi- 
tioned and  understood  that  the  Governor  in  Council 
may  suspend  the  progress  of  the  said  Works  hereby 
agreed  for,  or  any  part  thereof,  according  to  the  pro- 
visions of  Act  of  Assembly,  19  Victoria,  Cap  15, 
entituled,  “ An  Act  to  authorize  the  construction  of 
Railways  in  this  Province.”  And  in  case  the  exe- 
cution of  this  Contract  shall  be  suspended  as  afore- 
said at  any  time,  and  for  any  cause,  no  claim  for 
prospective  profits  on  work  not  done  shall  be  made 
or  allowed;  but  such  an  allowance  for  actual  ex- 
penses incurred  as  the  said  Commissioners,  upon 
the  report  by  the  said  Chief  Engineer,  may  deem  fair 
and  reasonable,  which  amount,  when  settled  by  the 
said  Commissioners,  shall  be  conclusive  upon  all 
parties;  but  the  part  of  the  first  part  shall  have 
the  right  to  complete  the  work  when  the  part 
of  the  second  part  shall  order  it  to  be  resumed, 
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This  Specification  comprehends  all  works  and 
every  operation  necessary  for  the  formation  of  the 
Line  of  Railway,  as  a Single  Line  of  Way  from  Sta- 
tion shewn  on  the  Drawing,  No.  on 

the  General  plan  to  Station  also  shewn  on  the 
Drawing,  No.  on  the  Plan  (with  the  ex- 

ception of  Tracklaying  and  Ballasting  the  Permanent 
Way,  which  is  not  included  in  the  present  Contract.) 
and  includes  all  diversions  of  Roads  and  Streams, and 
the  completion  of  all  Bridges  and  Masonry,  and  th’e 
maintenance  all  the  works,  exclusive  of  Permanent 
Way  for  twelve  calender  months,  after  the  Works 
have  been  finally  delivered  over  and  accepted. 

The  accompanying  Drawings  referred  to  in  this 
Specification  and  in  accordance  with  which  the 
Works  are  to  be  executed,  are  in 

number,  as  hereafter  particularized  ; and  they  are 
strictly  to  be  attended  to  in  the  execution  of  the 
Works,  with  the  particulars  and  description  thereon, 
as  well  as  such  explanatory  or  detailed  Drawings 
as  may  be  furnished  by  the  Engineer  during  the 
progress  of  the  Work. 

The  Works  included  in  this  Specification  are  to 
be  undertaken  for  a lump  sum  of  money,  the  details 
and  prices  of  which,  based  upon  the  quantites  given 
on  the  Plans,  to  be  stated  in  the  Schedule  ; and  it  is 
distinctly  to  be  understood  that  each  item  is  to 
be  monied  out  at  a fair  and  reasonable  rate,  and 
the  prices  for  additions  and  deductions  and  extra 
work,  is  also  to  be  filled  up;  failing  in  either  of 
these  particulars  the  Tender  will  not  he  recognized. 
Should  any  alteration,  addition,  variation,  or  diminu- 
tion, be  made  to,  in,  or  from  said  Works,  or  should 
other  Works  be  substituted  for  those  shewn  or 
specified  by  order  of  the  Engineer,  then  such  altered, 
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additional,  varied,  diminished,  or  substituted  Work, 
to  be  measured  by  the  Engineer  and  to  be  valued 
by  him  at  the  prices  quoted  in  the  Schedule,  annexed 
to  the  Teuder;  or  if  there  be  no  prices  applicable  in 
the  said  Schedule,  then  the  price  to  be  fixed  by  the 
Engineer;  and  in  all  such  cases  the  amount  or  value 
thereof  to  be  added  to,  or  deducted  from  the  lump 
sum  tendered,  as  the  case  may  be. 

The  Engineer  will  set  out  the  work  and  carefully  setting  out 
stake  out  the  centre  line  and  half  widths  upotiWork- 
the  ground  at  every  fifty  feet,  and  mark  the  cuts 
and  fills,  upon  the  stakes,  after  which  the  Contractor 
must  be  responsible  for  the  correctness  of  the  align- 
ment and  gradients,  as  no  allowance  will  be  made 
for  errors  by  reason  of  t he  Works  being  out  of  line 
or  level,  and  the  whole  must  be  delivered  over  fin- 
ished and  complete,  in  accordance  with  the  Plans 
and  Sections. 

Entire  changes  in  the  location  of  the  Railway,  changes, 
with  a view  of  perfecting  an  alignment  of  the  same, 
together  with  variations  in  the  grade  line,  may  be 
made  by  the  Engineer,  and  no  extra  allowance  be- 
yond the  additional  measurement  (if  any)  shall  be 
claimed  therefor. 

The  length  of  any  Section  may  be  increased  or  Length  ofs^ 

y-j  j w tions% 

diminished  by  the  Engineer  if  he  consider  the  same 
necessary  or  expedient  for  the  benefit  of  the  Work. 

The  quantities  marked  upon  the  Section,  whether  Quantities, 
of  Excavation  or  Embankment,  are  deduced  from 
cross  section  measurement  taken  upon  the  ground, 
which  has  been  tested  with  numerous  pits  : also  an 
allowance  of  ten  per  cent,  is  made  upon  the  actual 
cubic  measurement  of  the  embankment  for  shrink- 
age. The  Masonry  also  has  been  carefully 
calculated,  and  is  in  the  opinion  of  the  Engineer 
correct.  These  quantities  are  guaranteed  to  be  cor- 
rect, but  should  any  considerable  excess  or  de- 
ficiency arise,  a corresponding  addition  or  deduction 
will  be  made. 

The  various  Works  are  to  be  executed  according 

. ,,  rp,.  , . ° Works  to  t© 

to  the  accompanying  Drawings.  these  drawings  executed  acoor.*- 
are  supposed  to  be  correct,  but  the  Contractor  mustingtoDrawlng3' 
satisfy  himself  on  this  point  by  taking  and  testing 
the  levels,  or  by  any  other  means,  as  no  allowance 

HlO 
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whatever  will  be  made  on  the  ground  of  any 
mistake. 

If  in  any  case  it  should  happen  that  the  dimen- 
sions written  or  described  on  the  Drawing  do  not 
correspond  with  measurements  taken  by  the  scales, 
the  Engineer  in  all  such  cases  is  to  be  the  sole  judge 
which  of  the  two  is  correct,  and  to  be  taken,  and  the 
work  is  to  be  executed  according  to  his  decision. 

The  ground  occupied  by,  and  set  apart  for  the 
Railway,  is  to  be  cleared  for  a distance  of  fifty  feet 
each  side  of  the  Centre  Line,  of  all  buildings,  tim- 
ber, fences,  stumps,  bushes,  logs,  brush  and  other 
vegetable  matter,  which  are  to  be  removed  to  such 
places  as  the  Engineer  may  direct  ; the  buildings, 
crops  and  fences,  to  remain  the  property  of  the  Com- 
missioners ; the  loose  brush,  rotten  logs,  and  other 
materials  liable  to  catch  fire,  for  a further  distance 
of  ten  feet,  or  sixty  feet  each  side  of  the  Centre  Line, 
are  likewise  to  be  brought  out  to  it  and  burned,  and 
in  no  case  will  they  be  allowed  to  be  cast  back  on 
the  adjacent  land. 

The  trees,  stumps  and  bushes,  to  be  cut  close  to 
the  surface  of  the  ground,  removed,  and  piled  upon 
the  Centre  Line,  and  the  whole  burned, or  otherwise 
got  rid  of  as  the  Engineer  shall  direct.  No  grading 
of  any  kind  shall  be  commenced  upon  a Section 
until  the  clearing  is  finished  to  the  satisfaction  of 
the  Engineer. 

Where  Embankments  are  less  than  two  feet  in 
height,  all  stumps,  large  roots,  and  other  vegetable 
matter,  must  be  thoroughly  grubbed  out  and  burned 
as  specified  above. 

All  vegetable  or  loose  earth,  which  may  be  un- 
suitable for  Embankments,  must  be  removed,  and 
no  stumps,  logs,  or  other  perishable  material,  shall 
be  placed  in  the  Embankments.  Should  peat  or  any 
other  materials  be  found  in  any  of  the  Excavations, 
which  the  Engineer  may  deem  unfit  to  be  used  in 
Embankments,  it  must  be  carried  to  spoil,  and  any 
deficiency  which  may  thereby  be  occasioned  must 
be  provided  for  by  the  Contractor  at  his  own  cost. 

In  Excavating  the  cuttings  and  forming  the  Em- 
bankments, the  Contractor  must  strictly  adhere  to 
the  depths  and  heights  figured  (or  drawn)  on  the 


147 


longitudinal  Section,  and  form  the  slopes  and  width 
of  Road-bed  in  accordance  with  dimensions  marked 
upon  the  Section,  unless  where  otherwise  ordered 
by  the  Engineer. 

In  carrying  on  the  Embankments  due  allowance 
must  be  made  for  Settlement,  and  sufficient  width 
at  all  times  maintained,  that  no  additions  to  the  side 
of  any  Embankment  shall  at  any  time  have  to  be 
made,  and  when  by  reason  of  side-lying  ground  the 
Embankment  may  have  a tendency  to  slip,  proper 
Benchings  shall  be  cut  according  to  the  directions 
of  the  Engineer  to  receive  the  Embankment. 

The  road  generally  will  be  graded  for  a single 
Track,  excepting  at  Stations,  Turnouts,  and  similar 
places,  which  shall  be  graded  wider,  if  required  by 
the  Engineer.  The  width  of  the  Line,  generally,  at 
formation  through  all  cuttings,  is  to  be  thirty-two 
feet,  and  on  all  Embankments  twenty  feet  in  the 
clear,  when  finished  and  delivered  over,  as  shewn 
in  the  Cross  Sections.  On  sidelong  and  sloping 
ground,  the  cuts  in  all  cases  will  be  excavated 
thirty-two  feet  in  width  on  formation,  twenty  feet 
from  Centre  on  the  upper,  and  twelve  feet  from 
centre  on  the  lower  side.  Where  the  Embankments 
are  in  Excess,  the  Excavations  will  be  taken  out 
thirty-five  feet  in  width  at  formation  level,  if  re- 
quired by  the  Engineer.  The  Centre  of  the  forma- 
tion will  in  all  cases  be  raised  six  inches  higher  than 
the  sides,  and  the  whole  finished  and  ditched  in  ac- 
cordance with  the  respective  Cross  Sections  for 
Cuttings  and  Embankments,  as  shewn  in  Drawing, 
No.  Figures  at  the  end  of  this 

Specification. 

Such  variations  in  the  width  of  Excavations  and 
Embankments,  Slopes  and  dimensions  of  the  Side 
Drains  to  be  made  as  the  Engineer  shall  from  time 
to  time  direct. 

All  Earth  excavated  from  Road-bed  is  to  be  car- 
ried into  Embankment,  unless  otherwise  directed  by 
the  Engineer,  the  surplus  material  to  widen  the 
embankments  regularly,  or  form  Double  Track  Em- 
bankment ; and  where  there  may  be  a deficiency  of 
material,  the  Excavations  will  either  be  regularly 
widened  all  through,  or  an  even  and  regular  ditch 
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of  sufficient  capacity  to  furnish  the  deficiency  of 
earth  required  will  be  staked  out  by  the  Engineer 
and  excavated  by  the  Contractor  upon  one  or  both 
sides  of  the  Railway.  No  borrowing  pits  of  any 
kind  will  be  allowed,  unless  especially  ordered  by 
the  Engineer  in  writing. 

The  Surplus  Earth  from  Excavations  not  carried 
into  Embankment,  shall  be  deposited  in  a regular 
manner  upon  one  or  both  sides  of  the  Excavation, 
with  regular  slopes,  as  the  Engineer  shall  direct, 
and  so  arranged  as  to  convey  the  drainage  or  falling 
water  from  the  Rail  way,  leaving  a space  or  berm 
of  not  less  than  six  feet  in  width  between  the  same 
and  the  outside  line  of  the  slopes  of  the  Excavations, 
as  shewn  in  Drawing,  No. 

As  soon  aspart  of  an  Embankment  has  been  tipped, 
the  Contractor  shall  trim  and  form  such  portions  of 
the  same  as  shall  be  directed  by  the  Engineer,  in 
order  to  enable  him  to  judge  of  the  proper  allowance 
necessary  for  settlement  and  other  causes. 

All  Embankments  and  Excavations  required  for 
Road  and  Farm  Crossings,  and  Bridges,  shall  be 
completed  by  the  Contractor. 

In  case  the  Engineer  shall  determine  to  obtain 
any  earih  from  Side  Cuttings,  the  Contractor 
must  execute  such  side  cuttings  wherever  directed, 
and  in  such  form  and  to  such  depth  and  extent  as 
the  Engineer  shall  determine,  and  shall  dispose  of 
the  earth  as  directed  by  the  Engineer. 

The  bottoms  of  the  Cuttings  to  be  trimmed  truly  to 
the  form  shewn  on  the  Cross  Sections,  for  the  pur- 
pose of  draining  the  water  from  the  surface  into  the 
side  drains  and  ditches  to  be  formed  at  the  bottom 
of  all  Cuttings  and  Embankments,  and  along  the 
tops  of  slopes  in  Cuttings  of  not  less  dimensions 
than  shewn  in  the  Drawings,  and  as  much  larger  as 
the  Engineer  shall  direct. 

The  Contractor  is  to  keep  all  the  Cuttings  free 
from  water,  and  to  construct  all  such  water  courses 
and  drains  as  may  be  necessary  to  preserve  the 
slopes  from  injury  by  the  action  of  water  during 
the  progress  of  the  work  or  during  the  time  of 
maintenance. 

The  description  above  given,  as  to  the  Cuttings 
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and  Embankments,  shall  equally  apply,  as  to  man- 
ner of  work,  to  all  cases  of  Bridges,  Approaches 
Diversion  of  Roads  and  Occupation  Roads,  or  to  any 
other  purpose  of  a similar  character,  and  to  every 
other  matter  and  thing  as  above  specified,  or  that 
shall  in  the  opinion  of  the  Engineer  be  needful  for 
the  proper  execution  of  the  Work. 

In  carrying  the  Embankment  over  any  Bridge  or  Temporary 
Culvert  which  is  to  be  covered  thereby,  care  must ^JrJleqmred! 

of  a temporary  bridge  or 
Embankment  brought  up 
of  such  Bridge  or  Culvert, 
in  layers  not  exceeding  six 
inches  in  thickness,  so  that  the  weight  of  the  earth 
may  he  brought  equally  upon  each  side  thereof  at 
the  same  time  ; and  should  any  injury  or  derange- 
ment arise  to  any  Bridge  or  Culvert,  the  Contractor 
will  be  required  to  make  good  the  damage,  or  re- 
build it  at  his  own  expense  to  the  satisfaction  of  the 
Engineer. 

Before  the  Road  is  considered  finished  the  Em- 
bankments and  Excavations  must  be  neatly  Trim- 
med, and  the  whole  surface  made  to  conform  accu- 
rately to  the  given  widths  and  slopes  and  plane  of 
graduation. 

It  is  distinctly  stated  that  no  Permanent  Materials 
will  be  allowed  to  be  used  in  carrying  on  the  Works, 
but  that  the  Contractor  is  to  provide  at  his  own  cost 
all  requisite  Plant  and  materials,  including  tempo- 
rary Rails,  Bridges,  Coffer  Dams,  Crossings,  Roads, 

Water  Courses  and  Drains  for  keeping  up  commu- 
nications and  drainage  during  the  progress  of  the 
Work. 

The  Contractor  is  to  take  upon  himself  all  risks  Risks  and  Co &• 
and  contingencies  whatever,  that  may  arise  in  re-  tmgencie*. 
spect  of  the  Works.  He  is  to  replace  and  make 
good  at  his  own  cost  any  work  which  may  fail  from 
whatever  cause,  whether  from  bad  workmanship  or 
materials,  or  from  slips,  slides,  or  freshets.  - 

The  Blasting  of  all  Rocks  during  the  progress  of  Blasting 
the  Work  shall  be  entirely  at  the  risk  of  the  Con- 
tractor, and  all  damages  occasioned  thereby,  or  any 
injury  done  by  him  or  his  workmen  to  the  crops, 
fences^  buildings,  or  other  property  of  the  adjoining 


Trimming. 


Contractor 
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land  owners  or  occupants,  in  any  way  whatever, 
shall  be  paid  for  by  him. 

Public  or  private  Roads  which  intersect  the  Line 
of  Railway  shall  not  be  obstructed  by  Excavation 
or  otherwise,  until  direction  shall  be  given  by  the 
Engineer  for  completing  the  Road  across  the  same, 
and  convenient  passing  places  or  crossings  shall  he 
kept  open  for  the  accommodation  of  all  having  occa- 
sion to  use  them  during  the  progress  of  the  Work. 

Public,  or  occupation  Roads  across  the  Railway, 
shall  be  not  less  than  twenty  feet  in  width.  Be- 
tween the  Rails,  and  over  the  side  ditches  of  the 
Railway,  they  shall  he  planked  with  merchantable 
Spruce  Deals,  not  less  than  fifteen  feet  long  and 
three  inches  thick,  which  shall  be  well  spiked  to  the 
cross  sleepers. 

Two  Cattle  Guards,  five  feet  in  width  and  three 
feet  in  depth,  and  two  open  Culverts,  two  feet  in 
width, to  pass  the  water  along  the  Railway  ditches, 
composed  of  Dry  Rubble  Masonry,  shall  be  inserted 
at  every  such  Crossing. 

The  Approaches,  if  sunk,  shall  be  built  in  accord- 
ance with  Drawings,  No.  The  width  of  the 

Road  bed,  (if  sunk,)  shall  be  twenty  feet  in  the  clear, 
with  a ditch  on  each  side,  six  feet  wide  at  the  top 
one  foot  six  inches  wide  at  the  bottom,  and  one  foot 
six  inches  deep.  If  raised,  it  shall  be  twenty  four 
feet  wide  on  the  top.  In  either  case,  the  Cross 
Section  of  the  Road  must  be  raised  or  barrelled  in 
the  middle  ten  inches,  and  the  longitudinal  slope  or 
grade  is  not  to  exceed  one  foot  vertical  to  twenty 
feet  horizontal  ; also  the  side  slopes  of  the  Cuttings 
and  Embankments  are  not  to  be  less  than  one  and  a 
half  to  one. 

All  Road  Diversions  will  be  located  hereafter  by 
the  Engineer,  and  they  shall  be  evenly  graded  with 
no  longitudinal  slope  exceeding  one  in  twenty. 

The  Road-bed,  in  such  Diversions,  shall  be 
graded  twenty  feet  wide  on  the  surface  between 
the  ditches,  and  barrelled  in  the  centre  ten  inches  ; 
the  ditches  on  each  side  shall  be  not  less,  than  six 
feet  wide  upon  the  surface,  one  foot  six  inches  deep, 
and  one  foot  six  inches  wide  on  the  bottom,  and  so 
arranged  as  to  draw  all  the  water  off  the  Road  and 
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discharge  it  through  the  Culverts,  which  shall  be  in- 
serted at  proper  intervals  under  the  Roadway. 

When  the  diversion  is  of  considerable  length  and 
runs  parallel  to  the  Railway,  the  same  number  and 
description  of  Culverts  shall  be  in  the  diversion  as 
are  in  the  Railway  between  the  same  common 
points,  and  they  shall  be  inserted  at  such  levels  as 
will  completely  dry  the  ditches.  When  from  the 
nature  of  the  ground  it  is  necessary  to  go  into  Cut- 
tings or  Embankments  to  preserve  the  inclination, 
the  side  slopes  shall  be  made  not  less  than  one  and 
a half  to  one,  and  neatly  dressed. 

After  the  grading  has  sufficiently  settled,  the  sur- 
face of  the  Road  shall  be  covered  over  for  a width 
of  twelve  feet  in  the  centre  with  twelve  inches  of 
clean  gravel  or  broken  stone,  in  cubes  of  not  more 
than  two  inches  square,  and  the  whole  shall  be 
neally  finished  in  accordance  with  Drawing,  No. 

The  Works  are  to  be  carried  on  under  the  direc-  wo&*  to  be 
tion  of  the  Chief  Engineer,  and  such  resident  and  Engined Twdcr 
Assistant  Engineers  and  Inspectors  as  he  may  ap-fuch  others  as 

. i . i ' i • 1 1 ' 1 he  may  appoint. 

point,  and  they  are  to  be  executed  in  all  respects  to 
his  entire  satisfaction  ; and  his  decision  on  all  ques- 
tions relating  to  the  Works,  or  to  the  construction 
and  meaning  of  this  Specification,  or  of  the  accom- 
panying Drawings,  or  of  any  Drawings  that  may  be 
furnished  at  any  time  to  the  Contractor,  is  to  be 
final  and  binding  on  all  parties. 

As  a check  to  the  monthly  estimates,  it  is  dis-  Contractor  to 
tinctly  understood  and  agreed,  that  the  Contractor wor™ done, 8 
is  required  to  return  to  the  Engineer,  at  the  end  of 
every  month,  true  Rills  of  the  total  quantity  of  work 
done,  and  materials  furnished  by  him  up  to  that 
time,  before  any  payment  will  be  made.  These 
Bills  shall  include  all  extra  work,  labour  and  mate- 
rials, (if  any,)  done  and  furnished  up  to  the  date  of 
the  estimate  ; failing  so  to  do,  payment  of  extras 
shall  be  discretionary  with  the  Commissioners. 

For  the  simplification  of  the  monthly  measure-  Description  ot 
ments,  it  is  understood  that  the  various  kinds  Ofwork' 
Excavation  will  be  classified  under  two  heads, 
viz. : — Earth,  and  Solid  Rock,  and  paid  for  as  such. 

Earth,  comprising  all  material  of  every  kind  except 
Solid  Rock.  Solid  Rock,  comprising  all  Rock  in 
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places  which  requires  blasting,  and  all  detached 
stones  or  isolated  masses  measuring  more  than  five 
cubic  yards. 

Every  description  of  material  required  to  be 
raised  and  removed  in  forming  the  Road  bed,  is  to 
be  estimated  as  Excavation,  and  the  quantity  ascer- 
tained by  measuring,  either  in  Excavation  or  Em- 
bankment as  the  Engineer  may  determine,  making 
such  allowance  in  measuring  Embankments  for 
shrinkage  as  he  may  deem  proper. 

EXCAVATION"  FOR  FOUNDATION'S. 

Excavation  for  The  Excavations  for  Foundations  of  all  Bridges, 

Foundations.  £niVerts,  Walls,  or  other  Masonry,  shall  be  made  of 
such  a depth  and  of  such  dimensions  as  the  nature 
of  the  ground  will  require,  the  Engineer -to  decide 
in  this  respect  without  reference  to  the  Drawings; 
but  whatever  the  depth  may  be,  no  extra  allowance 
will  be  made  in  that  respect,  and  no  work  shall  be 
commenced  in  any  such  Excavations,  until  the  En- 
gineer shall  have  inspected  and  approved  of  the 
same.  The  Excavations,  during  the  progress  of 
the  work,  to  be  kept  entirely  free  from  water  by 
pumping  or  otherwise,  and  the  earth  arising  from 
such  excavation  to  be  placed  in  the  Embankment, 
or  other  part  of  the  Work,  as  the  Engineer  may  di- 
rect; and  in  case  no  such  depository  can  be  found,  the 
Contractor  to  remove  the  same  from  the  Work  en- 
tirely. When  the  erection,  whatever  it  may  be,  is 
completed,  the  Foundations  are  to  be  filled  in  and 
punned  round  and  about  the  Masonry,  and  the  top 
smoothly  levelled  arid  made  good  to  the  satisfaction 
of  the  Engineer; 

MASONRY. 

Masonry.  The  Masonry  will  be  classified  under  eight  heads, 

viz:  Ashlar  Masonry,  first  class  laid  in  Cement, 
Dry  Rubble  Masonry  in  Abutments,  Rubble  Ma- 
sonry in  Cement,  Rubble  masonry  in  Lime,  Ashlar 
Masonry  in  Arches,  Rubble  Masonry  in  Arches, 
Dry  Rubble  Masonry  in  Culverts,  and  Rip  Rap  or 
Bank  Paving, 

All  Masonry  will  be  estimated  and  paid  for  in  the 
monthly  estimates,  by  the  yard  of  twenty  seven 
cubic  feet. 
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ASHLAR  MASONRY. 

Ashlar  Masonry,  first  class,  to  be  laid  in  the  best 
quality  of  approved  fresh  Newark,  or  Rosendale 
cement,  and  clean  sharp  sand,  mixed  in  such  pro- 
portions as  the  Engineer  shall  direct. 

All  the  stones  to  be  used  in  this  class  of  Masonry 
must  be  of  the  best  ledge  or  split  stone,  of  large  and 
suitable  size  and  of  good  quality,  and  well  adapted 
for  substantial  and  durable  structures,  and  in  all  res- 
pects such  as  the  Engineer  shall  approve.  Each  stone 
must  be  dressed  fair  on  the  beds  throughout,  the 
the  joints  to  be  dressed  square  back  from  the  face 
not  less  than  nine  inches,  and  to  have  chisel  drafts 
up  the  arrises.  To  be  laid  in  courses  at  least  twelve 
inches  in  thickness,  and  so  that  there  shall  be  one 
Header  to  every  Stretcher,  and  so  arranged  with 
each  other  and  with  the  backing  as  to  make  a good 
bond  throughout. 

The  Headers  must  have  at  least  two  and  a half 
times  as  much  bed  as  face, measuring  from  the  face 
towards  the  interior,  and  not  less  than  two  feet  long 
on  the  face.  The  Stretchers  must  have  a breadth 
on  the  bed  at  least  once  and  a half  the  height  of  the 
course,  and  not  less  than  eighteen  inches,  and  they 
shall  in  no  case  be  more  than  six  feet  in  length,  and 
the  joints  must  overlap  at.  least  nine  inches,  the 
beds  must  be  rectangular,  being  as  long  on  back  as 
face,  as  no  trapezoidal  shaped  stones  will  be  allowed. 

Great  care  must  be  taken  to  have  all  the  beds 
dressed  to  accurate  planes  ; the  face  work  quarry 
dressed  and  brought  to  the  required  lines.  No  pin- 
ning of  any  kind  shall  be  permitted  in  setting  any  part 
of  the  work.  Each  stone  shall  be  set  in  a full  bed 
of  mortar,  and  beaten  solid;  each  course  must  be  well 
and  carefully  grouted  ; all  the  strings  and  copings  to 
be  chisel  dressed  on  the  face.  The  filling  in  between 
the  Ashlar  and  Bond  stones  of  Piers,  and  backing  of 
Abutments,  shall  be  of  large  flat  bedded  stones,  and 
no  stone  to  be  less  than  six  inches  thick,  nor  more 
than  two  thicknesses  of  stone  to  make  the  height  of 
the  course.  The  beds  to  be  punched  off  so  as  to 
have  a good  bearing  on  the  stone  below,  and  in  all 
cases  the  stones  to  be  laid  on  their  broadest  beds, 


A»hlar  Mo- 
»o  ary. 


154 


and  they  must  bond  at  least  six  inches  with  the  Ash- 
lar work  and  with  each  other.  If  any  levelling  is 
necessary  upon  the  upper  bed  it  shall  be  done  before 
the  next  course  is  laid  upon  it.  And  each  course  of 
backing  shall  be  cut  down  level  with  the  face  work. 
At  least  two  thirds  of  the  upper  bed  shall  be  of  full 
thickness  of  course,  so  as  to  give  the  next  stone  a 
firm  bearing  upon  it,  And  no  levellers  or  spalls  shall 
be  allowed  under  a stone  that  will  raise  it  from  its 
bed.  There  are  to  be  Headers  in  the  backing  mid- 
way between  those  of  the  face.  When  the  walls  are 
not  more  than  three  feet  thick,  the  bond  shall  be  in 
one  stone  three  feet  long,  so  as  to  pass  through  the 
wall  to  back  and  front.  When  the  walls  are  of 
greater  thickness  than  three  feet,  as  in  Peirs  or  Abut- 
ments of  Bridges,  the  Header  shall  be  not  less  than 
three  feet  in  length,  and  put  in  alternately  in  the 
front  and  back  of  the  wall.  The  course  above  to 
have  large  stones  crossing  the  joints  of  the  bond 
stones,  so  as  to  give  effectual  bond.  When  the  work 
is  finished  it  is  to  be  neatly  pointed  at  a proper  sea- 
son of  the  vear. 

HUBBLE  MASONRY  IN  BRIDGE 
ABUTMENTS. 

Rubble  Ma-  Rubble  Masonry  in  Abutments  to  be  of  large  flat 

Abutments.  bedded  stones  of  good  size,  not  less  than  one  foot 
rise,  and  containing  at  least  six  cubic  feet,  the  bed 
being  at  least  twice  the  rise.  The  whole  shall  be 
laid  in  horizontal  beds  in  irregular  courses,  free 
from  pinners,  the  beds  being  punched  so  as  to  insure 
an  equal  bearing  throughout.  The  joints  not  to  ex- 
ceed three  quarters  of  an  inch;  the  vertical  joints  to  be 
squared  from  the  face  nine  inches,  and  the  horizontal 
joints  to  overlap  one  foot.  The  Header  shall  be  not 
less  than  three  feet  in  length,  and  laid  alternately 
in  back  and  front  of  the  wall.  The  coping  and  steps 
to  the  wings  to  be  of  stone  split  to  dimension  with 
squared  joints  and  edges,  and  carefully  bedded. 
Great  care  must  be  taken  to  effect  the  best  bond, 
and  make  the  closest  and  neatest  work. 

ARCH  MASONRY. 

Arch  Masonry.  Arch  Masonry,  whether  in  Ashlar  or  Rubble, 
shall  include  Arches  only.  The  Ashlar  Arch  Stones 
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must  be  of  the  full  depth  or  thickness  of  the  Arch 
and  worked  on  the  radial  joints  to  three  eigths  of 
an  inch ; they  must,  be  not  less  than  two  feet  in 
length,  and  must  break  joints  notless  than  nine  inches. 

They  must  be  of  good,  sound  durable  stone,  and 
laid  in  a full  bed  of  mortar,  of  the  best  fresh  Newark 
or  Rosendale  Cement. 

In  Rubble  Arches,  the  stones  must  be  of  the  full 
depth  or  thickness  of  the  Arch,  and  rough  ham- 
mered to  fit  the  radial  joints  without,  the  introduc- 
tion of  pinners.  No  stone  to  be  less  than  one  foot 
long,  and  they  must  all  bond  or  break  joints  with 
each  other  at  least  six  inches,  and  be  laid  in  a full 
bed  of  Hydraulic  Cement.  The  joints  whether  of 
Ashlar  or  of  Rubble  must  be  brought  in  line  with 
the  radius  of  the  curve  of  the  Arch. 

ARCH  CULVERTS. 

The  Culverts  will  be  built  upon  the  site  that  shall  Arch  culverts, 
be  set  out  by  the  Engineer  in  charge  ot  the  work, 
and  exactly  in  accordance  with  the  lines  and  dimen- 
sions of  the  accompanying  Working  Drawings,  No. 

All  the  stone  used  in  the  Culverts  to  be  good  and 
sound  Free  or  other  stone,  that  shall  be  approved  of 
by  the  Engineer. 

FOUNDATIONS. 

The  ground  to  be  excavated  to  the  depth  and  Foundation*, 
of  sufficient  width  to  allow  of  the  Masonry  being 
put  to  its  full  dimensions,  as  shewn  upon  the 
Drawing. 

The  Footing  Courses  shall  be  of  large,  fiat  bedded  Footing 

stone,  hammer  scabbled,  the  upper  beds  rough  Course8, 

punched,  and  laid  solid,  at  the  depths  shewn  upon 
the  Plan.  No  stone  shall  be  less  than  six  inches  in 
thickness,  nor  of  less  area  of  bed  than  nine  super- 
ficial feet.  The  rest  of  the  Foundation  Walls  to  the 
underside  of  the  Invert,  shall  be  of  good,  sound,  fiat 
bedded  Rubble, not  less  than  four  inches  in  thickness 
and  three  feet  area  on  the  bed,  to  be  laid  dry. 

INVERT. 

The  Invert  to  be  of  Ashlar,  laid  in  Cement,  one  Invert 
foot  deep,  and  neatly  punched  on  the  beds  and 
joints,  and  pitched  off  square  on  the  top  and  bottom, 
the  joints  not  to  exceed  three  eighths  of  an  inch, 
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each  stone  to  be  dressed  to  the  proper  radius,  set  in 
a full  bed  of  Hydraulic  Cement  and  well  grouted.  No 
stone  to  be  less  than  two  feet  long,  and  to  break 
joints  nine  inches. 

SKEWBACK. 

The  Ske whacks  to  be  of  dressed  Ashlar,  of  the 
form  and  dimensions  shewn  upon  the  Drawings, 
and  no  stone  to  be  less  than  two  feet  in  length. 

ABUTMENT  WALLS. 

The  Abutment  Walls  to  be  block  in  course,  neatly 
hammer  dressed,  no  stone  to  be  less  than  seven 
inches  in  thickness  and  eighteen  inches  in  length, 
and  to  have  three  times  as  much  bed  as  rise, 
measuring  from  the  face  toward  the  interior  of  the 
work.  The  beds  to  be  carefully  dressed  throughout, 
the  joints  not  to  exceed  three  eighths  of  an  inch. 
The  joints  must  be  dressed  back  square  at  least  nine 
inches  from  the  face,  and  must  overlap  nine  inches. 

BOND  STONES. 

Through  bond  stones  not  less  than  twelve  inches 
thick,  eighteen  inches  wide,  and  not  less  than  three 
feet  long,  are  to  be  put  in  every  superficial  yard  of 
face. 

BACKING  OF  ABUTMENTS. 

The  Backing  of  the  Abutments  to  consist  of  large 
flat,  bedded  stone,  not  less  than  three  feet  area  on  the 
bed.  The  greatest  care  must  be  taken  to  affect  the 
the  best  bond  with  the  face  work,  and  to  make  the 
closest  and  neatest  work.  The  whole  must  be  laid 
solid  in  lime  mortar  and  brought  up  to  a level  with 
every  course  of  the  lace  work. 

ABCH  STONES. 

The  Arch  stones  to  be  of  Ashlar,  of  the  full  depth 
of  bed,  as  shewn  upon  the  Drawing,  and  no 
stone  shall  be  less  than  two  feet  in  length  and  nine 
inches  thick  on  the  soffit.  The  thickest  course  to 
be  laid  at  the  springing  of  the  Arch  and  gradually 
decrease  to  the  crown.  The  key  stone  to  be  twelve 
inches  thick  on  the  soffit.  The  beds  of  each  stone 
to  be  fair  dressed  to  the  proper  radius,  and  the  end 
joints  squared  to  full  depth  of  bed.  The  faces  to 
be  pitched  off  to  a line  and  roughed  punched  ; all  the 
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stones  to  break  joint  at  least  twelve  inches  ; and  no 
joint  shall  be  more  than  one  quarter  inch.  No  pin- 
ning of  any  kind  will  be  allowed  in  setting.  Each 
stone  to  be  set  in  a full  bed  of  Cement  and  beaten 
solid.  The  vaussoirs  or  ring  stones  of  the  Arch  to 
be  neatly  pitched  off,  and  to  have  a two  inch  arris 
draft  around  the  edge  of  the  extrados  and  intrados, 
and  along  the  joints. 

WING-  AND  END  WALLS. 

The  Masonry  of  the  Wing  and  End  Walls  to  hewing  and  End 
of  the  same  character  as  specified  for  the  abutments  : Walls* 
they  will  be  built  exactly  as  shewn  upon  the  Draw- 
ing. The  stones  in  this  work  must  be  not  less  than 
eighteen  inches  long,  and  one  half  of  them  must  ex- 
tend completely  through  the  walls. 

COPING. 

The  Coping  to  Wingsand  Entrance  to  be  the  full  coping 
thickness  of  the  walls,  projecting  three  inches  over 
the  face,  and  to  be  in  stones  not  less  than  three  feet 
long,  neatly  pointed  and  pitched  to  a line. 

AH  the  face  work  to  the  thickness  of  two  feet  to  pacewfes* 
be  laid  in  Cement,  and  the  remainder  of  the  Ma- 
sonry, in  good  Lime  Mortar,  grouted  solid  at  every 
one  foot  in  height. 

PUNNING. 

The  Earth  to  be  carefully  punned  in  layers  of  not 
more  than  six  inches  at.  a time  to  ten  feet  in  heigth 
above  the  crown  of  the  Arch,  and  descending  each 
side  on  a slope,  of  not  less  than  one  and  a half  to 
one  to  the  surface,  each  side  to  be  carried  up  simul- 
taneously. 

BRIDGES. 

Small  Bridges  under  the  Railway  shall  not  exceed  o^agea, 
spans  of  thirty  feet,  they  shall  be  built  in  accordance 
with  Drawings,  Nos.  The  Pilasters  and 

Quoins  shall  be  hammer-dressed  rough  Ashlar,  with 
chisel-drafts  up  the  arrises.  The  face  of  abutments 
and  wing  walls  shall  be  best  coursed  Rubble,  the 
courses  to  correspond  with  the  Ashlar  in  the  Quoins 
and  Pilasters.  The  whole  to  be  faced  in  Cement  to 
a depth  not  less  than  two  feet,  and  the  backing  laid 
with  Lime  Mortar  well  grouted.  The  coping  on 
the  Road  Bridges  to  be  tooled  Ashlar. 
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r The  Bridges  over  the  Railway  shall  be  built  gene- 
rally in  accordance  with  the  Drawings,  Nos. 
upon  two  piers  placed  upon  the  outside  of  the  ditch. 
They  shall  be  of  snecked  Ashlar  laid  in  Cement. 

All  footing  Courses  shall  be  of  large  flat  bedded 
stones,  hammer-scabbled  ; the  upper  beds  to  be 
well  jointed  and  laid  solid  at  the  depths  shewn  upon 
the  Plan.  No  stone  shall  be  of  less  dimensions  than 
nine  superficial  feet  (unless  they  are  closers)  and  of 
the  thickness  shewn  upon  the  Drawings. 

CULVERT  MASONRY. 

Culvert  Masonry  will  include  all  Cattle  Passes, 
open  Culverts,  and  Box  Culverts,  with  their  walls, 
covering,  coping  and  paving ; also  all  bank  sustaining 
walls,  and  will  all  be  built  in  accordance  with  the 
respective  Drawings,  Nos.  The  stones 

will  not  be  less  than  four  inches  thick,  and  three  feet 
area  on  the  bed.  They  will  be  rough  punched  or 
scabbled  on  the  beds  throughout. 

Square  or  box  Culverts  will  be  of  Dry  Rubble 
Masonry,  they  will  be  from  two  to  four  feet  span, 
and  from  three  to  four  feet  high,  the  thickness  of 
walls  varying  according  to  circumstances.  The 
stones  of  which  they  are  built  must  be  strong,, 
durable  and  well  shaped,  and  laid  in  such  a manner 
as  to  form  a perfect  bond  throughout.  One  third  of 
the  stones  shall  be  of  sufficient  length  to  extend  com- 
pletely through  the  walls  where  they  do  not  exceed 
three  feet,  where  the  wails  exceed  three  feet 
the  headers  shall  be  not  less  than  three  feet 
in  length,  and  put  in  alternately  in  the  front 
and  back  of  the  wall.  The  top  courses  shall  be  com- 
posed entirely  of  bond  stones,  extending  through- 
out the  walls,  and  not  less  than  six  inches 
in  thickness.  The  covering  shall  be  of  large  flat 
stones,  nine  to  fifteen  inches  in  thickness,  as  the  En- 
gineer shall  direct  ; they  shall  be  fitted  so  closely 
together  as  to  prevent  the  earth  of  the  embankment 
from  running  through  into  the  Culvert.  The  quoins 
of  all  walls  shall  be  not  less  than  three  feet  long  and 
nine  inches  thick,  and  either  laid  up  plumb  or 
stepped  regularly  back  to  suit  the  proposed  batter. 
The  foundations  shall  be  paved  with  flat  stones  in 
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a similar  manner  to  that  described  above  for  Arch 
Culverts.  The  end  walls  will  be  of  rough  hammer 
dressed  Masonry,  with  regular  coping  of  two  and  a 
half  feet  wide,  not  less  than  six  inches  thick,  pro- 
jecting three  inches  over  the  general  face  of  the  wall 
and  laid  in  a full  bed  of  Cement  mortar.  Culverts 
of  the  above  description  are  to  be  built,  if  required 
with  one  or  more  openings  with  a pier  wall  or  walls 
between  them.  After  the  Work  is  accepted  the 
earth  is  to  be  carefully  punned  in  layers  of  not  more 
than  six  inches  at  a time,  to  a height  of  three  feet 
above  and  around  the  top  and  sides  of  the  Culvert 
as  shewn  on  the  Drawing,  No. 

RIP  RAP. 

Under  the  head  of  Rip  Rap  will  be  included  the 
bottom  ballasting  of  the  Embankments  ; the  under- 
pinning in  Culvert  foundations  as  well  as  the  aprons 
of  Culverts  ; likewise  the  coating  of  the  sides  of  the 
Embankments  with  loose  stones  and  brush  to  pro- 
tect them  from  washing,  and  such  coatings  shall  be 
placed  two  leet  in  thickness,  (measuring  at  right 
angles  to  the  line  of  slope)  along  the  slopes  of  all 
Embankments  that  are  below  extreme  high  freshet 
level. 

CEMENT  AND  LIME  MORTAR. 

Cement  shall  be  of  the  best  quality  of  Fresh  New- 
ark, or  Rosendale  Cement,  in  papered  barrels,  and 
approved  of  by  the  Engineer,  and  shall  be  mixed  with 
an  equal  measure  of  clean  sharp  approved  sand,  or 
in  such  other  proportions  as  the  Engineer  may  de- 
termine, and  only  prepared  as  required  for  imme- 
diate use. 

Lime  Mortar  shall  consist  of  the  best  lime  in  the 
Province,  to  be  approved  of  by  the  Engineer,  and 
mixed  with  clean  sharp  approved  sand,  in  the  pro- 
portion of  two  measures  of  sand  and  one  of  lime,  or 
in  such  other  proportions  as  the  Engineer  may 
determine.  It  shall  be  well  mixed  and  thoroughly 
ground  in  a mortar  mill  that  will  be  furnished  by  the 
Government,  and  tempered  with  a proper  quantity 
of  water,  and  only  made  as  required  for  use. 

Mortar  in  all  cases  to  be  prepared  under  the  im- 
mediate direction  of  the  Inspector,  by  labourers 


Hip  Rap  or 
Bank  Raving. 


Cement  and 
Lime  Mortar. 
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employed  by  the  Contractor  ; or  the  Inspector  may 
employ  other  men  to  mix  it  and  charge  their  wages 
to  the  Contractor,  which  amount  shall  be  deducted 
from  the  monthly  estimates. 

None  but  competent  Masons  to  he  employed  in 
laying  walls  of  any  kind. 

The  prices  per  yard  for  Masonry  shall  include  the 
cost  of  all  Coffer  Dams,  the  pumping  and  bailing  of 
water  found  in  the  pits,  both  before  and  after  the 
foundations  are  prepared  ; (furnishing  artificial  foun- 
dations will  be  extra,  except  when  they  are  deline- 
ated upon  the  Plans;)  also  the  scaffblding/  center- 
ing for  arches,  and  the  preparation  of  all  roads  that 
may  be  required  in  order  to  transport  the  stones  and 
other  materials  to  the  Work. 

All  the  materials  that  are  to  be  used  in  Culverts 
and  Bridges  must  be  examined  and  approved  of  by 
the  Engineer,  or  such  person  as  he  may  appoint,  and 
those  considered  unsuitable  must  be  immediately 
removed  to  such  distance  as  may  be  deemed  neces- 
sary, in  order  to  prevent  them  from  being  used  in 
the  Work. 

No  Masonry  shall  be  commenced  without  orders 
from  the  Engineer, or  before  the  foundation  has  been 
inspected,  or  covered  up  before  being  inspected  and 
approved.  The  Contractor  will  be  required  to 
have  an  approved  Derrick  on  the  Work  before  he 
will  be  allowed  to  commence  Masonry  of  any  kind. 

The  proportions  and  dimensions  of  the  several 
parts  of  the  Culverts  and  Bridge  Abutments  will  be 
represented  on  the  Plans. 

No  Masonry  shall  be  laid  in  Mortar,  unless  by 
special  direction,  between  the  first  day  of  November 
and  the  first  day  of  April. 

TIMBER  AND  WORKMANSHIP  IN  BRIDGES 
AND  VIADUCTS. 

t .All  Bridges  and  Viaducts  shall  be  built  exactly 
Workmanship  as  shewn  on  the  respective  Drawings.  I he  timber 
Viaductf.68  andwork  in  Viaducts  and  Road  Bridges,  over  and  un- 
der the  Railway,  shall  be  of  the  best  Saint  John 
White  Pine,  with  the  exception  of  the  Centre 
Stringers  under  the  Rails,  which  shall  be  of  the  best 
Southern  or  Savannah  Pine,  and  of  sufficient  lengths 
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to  extend  over  two  spans  so  as  to  break  joint.  All 
the  timber  shall  be  free  from  sap,  heart  shakes,  bad 
knots,  or  any  unsoundness  whatsoever. 

It  shall  be  all  neatly  planed  exactly  to  the  dimen- 
sions shewn  on  the  different  plans,  and  the  work- 
manship throughout  must  be  of  the  best  description 
of  carpentry,  good,  sound,  firm,  and  well  bolted, 
and  such  as  shall  be  approved  of  by  the  Engineer. 

It  must  be  painted  with  three  coats  of  oil  paint  of 
an  approved  colour. 

The  upper  surfaces  of  all  the  Viaducts  and  Bridges 
under  the  Railway  shall  be  covered  with  Warren’s 
improved  Fire  and  Waterproof  Roofing. 

WROUGHT  IROK  WORK. 

All  wrought  Iron,  in  plates,  bolts,  nuts,  straps, wrought  iron 
cramps,  bars,  keys  or  wedges,  or  made  use  of  in  any  or  s' 
other  form  or  manner  whatsoever,  in  any  of  the 
Bridges  or  other  Works,  is  to  be  of  the  best  Pem- 
broke Iron  or  such  other  description  of  Iron  as  shall 
in  the  Engineer’s  opinion,  be  of  equal  quality.  The 
greatest  care  must  be  taken  in  any  welds  that  may 
be  required,  to  ensure  perfect  soundness,  and  all 
other  workmanship,  whether  forging  or  fitting  up, 
must  be  of  first  rate  quality. 

The  heads  of  all  bolts  must  be  forged  in  one  with 
the  bolts,  and  must  be  as  thick  as  the  bolt  is  in  di- 
ameter, all  nuts  must  also  be  of  the  same  thickness 
as  the  bolt  is  in  diameter,  and  the  thread  both  of 
nuts  and  bolts  must  be  well  and  deeply  cut,  and 
must  be  of  such  quality  as  the  Engineer  shall  ap- 
prove. 

SLEEPERS. 

Sleepers  will  be  furnished  by  the  Contractor,  they 
shall  be  of  Hacmatac,  Pine,  Hemlock,  or  Cedar,  the  Sleepers, 
respective  prices  of  which  to  be  stated  in  the  Schedule. 

They  must  be  exactly  nine  feet  long  and  six  inches 
thick,  and  smoothly  and  evenly  hewed  to  a uniform 
thickness  with  two  parallel  faces,  which  shall  not  be 
less  than  eight  inches  wide  upon  the  narrowest  part. 

The  Hacmatac  and  Pine  may  be  sawed  out  of 
large  timber,  but  the  Hemlock  and  Cedar  Sleepers 
must  be  hewed  out  of  green  straight  thrifty  timber, 
just  large  enough  to  make  one  Sleeper.  The  whole 
i u 
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Fencing. 


to  be  sound  and  merchantable,  entirely  free  from 
shakes,  crooks,  bad  or  rotten  knots,  or  any  unsound- 
ness  whatsoever. 

For  more  full  and  perfect  explanation  of  the  form 
and  dimensions  of  materials  and  parts,  and  of  the 
manner  of  constructing  the  works,  it  is  understood 
that  detailed  Plans  and  Specifications  with  bills  of 
timber  and  iron,  will  be  furnished  from  time  to  time 
by  the  Engineer,  who  will  also  give  such  directions 
from  time  to  time  during  the  progress  of  the 
work,  as  may  appear  to  him  necessary  and  proper, 
in  order  to  make  all  the  work,  in  every  respect 
complete  and  perfect,  and  the  said  Plans,  Specifica- 
tions, bills  of  limber  and  iron,  and  directions,  shall 
in  every  respect  be  complied  with. 

The  Fencing  on  each  side  of  the  Railway  is  to  be 
of  Poles  as  shewn  in  Drawing,  No.  or  of 

boards,  built  with  posts  and  T’s,  as  shewn  in  Draw- 
ing, No.  7.  The  posts  are  green  cedar,  five  by  five 
inches,  and  five  feet  long.  The  T?s  are  six  by  six 
inches,  and  seven  feet  long  ; they  are  spiked  to- 
gether at  the  dovetail  with  a seven  inch  spike,  and 
further  secured  with  half  inch  iron  bolt,  dogged  into 
both  post  and  sill,  as  shewn  on  the  Drawing,  the 
point  or  return  part  of  the  dog  being  six  inches  in 
length  and  clinched  on  the  end  to  prevent  its  being 
withdrawn.  The  T’s  are  placed  eight  feet  apart 
from  centre  to  centre,  and  such  a distance  above  or 
below  the  level  of  the  surface  of  the  ground,  and  at 
a uniform  distance  of  fifty  feet  from  the  centre  line, 
so  as  to  make  the  Fence  uniform  and  symmetrical, 
as  no  crooks  or  sudden  rises  and  falls  will  be  per- 
mitted. The  boards  must  be  of  good  sound  mer- 
chantable spruce,  sixteen  feet  in  length  and  one  inch 
thick,  and  of  the  uniform  dimensions  shewn  upon 
the  Plan,  being  of  the  respective  widths  of  five,  six, 
seven,  and  eight  inches,  and  breaking  joints  on  al- 
ternate posts.  There  will  be  a cap  board  six  inches 
wide  and  sixteen  feet  long,  spiked  along  the  top  of  the 
posts,  and  a face  board  six  inches  wide  and  five  feet 
long,  spiked  on  the  face  of  each  post.  All  the  boards 
to  be  well  and  carefully  nailed  with  two  twelve 
penny  nails  at  each  crossing  of  the  posts,  and  two 
trails  in  the  butt  of  every  beard. 
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No  Grading  is  to  be  commenced  or  farm  fence 
taken  down  between  the  first  of  May  and  the  first 
of  November,  until  the  permanent  fence  on  both 
sides  of  the  Railway  has  been  erected.  When 
Grading  has  been  commenced  the  previous  winter, 
the  permanent  Fencing  must  be  completed  before 
the  first  of  May.  The  Contractor  will  be  held  re- 
sponsible for  all  damage  sustained  from  want  of 
Fencing,  or  from  injuries  done  to  crops  by  labourers 
in  their  employment. 

The  whole  of  the  above  specified  Works  to  be 
executed  in  a substantial,  faithful,  and  workmanlike 
manner,  and  to  the  entire  satisfaction  of  the  Chief 
Engineer,  and  subject  to  the  constant  supervision 
and  inspection  of  such  persons  as  he  may  appoint  to 
superintend  the  same,  and  to  be  delivered  over  fin- 
ished and  ready  for  use  on  or  before  the  first  day  of 
June,  Eighteen  hundred  and  sixty. 

ALEXANDER  L.  LIGHT. 

Chief  Engineer. 
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EUROPEAN  & NORTH  AMERICAN  RAILWAY. 


NEW-BRUNSWICK. 


Tender  for  Work,  Section  Mo. 


SUSSEX  DISTRICT. 


the  undersigned  hereby  propose  and  agree  to  com- 
plete the  Railway  commencing  at  Station  No.  and  ex- 
tending to  Station  No.  as  shewn  on  General  Plan,  Draw- 
ing No.  being  a distance  of  Pour  Miles, 

Yards,  or  thereabouts,  more  or  less,  according 
to  the  Plans,  Sections,  and  Specifications,  as  now  exhibited 
to  in  the  Engineer’s  Office,  Saint  John, 

comprising  Clearing,  Grubbing,  Fencing,  Excavation,  Em- 
bankments, Drains  in  Cuttings,  Drains  on  the  top  of  Slopes 
of  Cuttings  and  foot  of  Embankments,  Diversion  of  Roads 
and  Streams,  build  Culverts  and  Bridges,  erect  Temporary 
Bridges  and  make  Temporary  Diversion  of  Roads  where 
required,  and  to  do  all  other  labour  and  work  connected 
therewith,  (with  the  exception  of  Track  Laying  and  Ballast- 
ing the  Permanent  Way,)  in  accordance  with  the  Centre 
Line,  Reduced  Levels  and  Inclined  Planes,  Cross  Sections 
and  Bench  Marks,  as  shewn  on  the  Plans ; and  to  keep  the 
same  in  repair  for  a period  of  twelve  months  after  the  com- 
pletion of  the  whole  of  the  Works  included  in  this  Contract ; 
to  provide  all  the  necessary  materials,  tools,  implements,  &c., 
that  may  be  required  for  the  due  fulfilment  of  this  Contract, 
for  the  sum  of 

£ 


hereby  undertake  to  execute  the  Contract  Deeds  pre- 
pared by  the  Railway  Commissioners,  within  fourteen  clays 
from  the  date  hereof.  Witness  hand  this 

day  of  One  Thousand 

Eight  Hundred  and  Fifty  Eight. 
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BETAIIiI 3D  ESTIMATE  AKD  SCHEDULE. 


N.  B. — The  following  Quantities  and  Prices  are  the  details 
of  the  above  Tender,  upon  which  the  Estimate  is  computed, 
and  the  Prices  attached  are  those  at  which  all  Extra  Works, 
Additions  to  and  Deductions  from  the  Contract  Amount  shall 
be  made. 


Quantities.  DESCRIPTION.  Prices.  Amt. 

£ s.  d.  £ s.  d, 

“ Miles  Grubbing  and  Burning,  - - - (a) 

“ Rods  Board  Fencing,  as  per  Drawing  No.  3,  - - (a) 

“ “ Pole  “ “ “ “ - - (g> 

“ Cubic  Yards  Earth  Excavation  put  into  Embankments,  includ-  ) 

ing  Trimming  the  Slopes,  - - - $ (5> 

“ “ “ Solid  Rock  Excavation,  whether  laid  aside  for  Rip  ) 

Rap,  or  put  into  Embankment,  - - $(5>....  •••• 

“ Lineal  Yards,  Catch  Water  Drains,  - - - (a) 

“ Cubic  Yards,  Dry  Rubble  Masonry,  in  Culverts,  as  per  Draw- 
ing No.  5, 

“ “ u Rip  Rap,  in  Culverts,  as  per  Drawing  No.  5, 

“ “ “ Rip  Rap  to  Embankments,  - 

Miles  Trimming  and  Dressing  Formation  and  Ditches,  exclu-  > 
sive  of  Section  measurement,  as  per  Drawing,  No.  3,  $ 

“ Amount,  Road  Crossing,  at  Station  490,  Embanked  Ap-  } 
proaches,  Level  Crossing  and  Cattle  Guards,  as  per  > 

Drawing,  No.  8,  - - ) 

“ “ Road  Crossing,  at  Station  536,  Embanked  Approach-  ^ 

es,  Level  Crossing  and  Cattle  Guards,  as  per  Draw-  > 
ing  No.  8,  - - - ) 

“ “ Diversion,  Salmon  River,  Sta.  597  to  Sta.  619,  as  ) 

per  Drawing  No.  13,  t 

‘‘  “ Bridge,  15  feet  span,  at  Station  599,  as  per  Drawing  ) 

No.  7, 5 

“ Bridge,  15  feet  span,  at  Station  615,  as  per  Drawing  ) 

No.  7,  $ 

“ “ Diversion,  Stone’s  Brook,  Sta.  619  to  Sta.  689,  as") 

per  Drawing  No.  13,  5 

“ “ Removing  Sods  off  Seat  of  Embankment  and  Sod- 

ding  Slopes  of  same,  12  inches  thick,  from  Station  C 
590  to  Station  660,  - j 

“ Road  Crossing  at  Sta.  659,  Embanked  Approaches') 

Level  Crossing  and  Cattle  Guard  as  per  Drawing  C 
No.  8,  j) 

“ Timbering  and  Brushing  Seat  of  Embankment,  3 
feet  thick,  from  Station  478  to  Station  512, 

“ “ Timbering  and  Brushing  Seat  of  Embankment,  3 > 

feet  thick,  from  Station  530  to  Station  541,  ) 

Total  Amount,  £ 


Trices  at  which  the  following  will  be  executed,  if  required. 


Quantities.  DESCRIPTION.  Prices.  Jlmt. 

£.  8.  d.  £.  s d. 

“ Rubble  Masonry  in  Culverts — in  Cement,  at  per  Cubic  Yard,  

“ “ “ in  Arches,  “ “ - « « “ 

“ “ “ in  Bridge  Abutments,  laid  Dry,  “ “ “ 

“ “ “ “ “ “ in  Lime  Mortar,  “ “ 

“ “ “ “ “ “ in  Cement,  “ “ “ 

“ Ashlar  Masonry,  first  class,  set  in  Cement,  “ “ “ 

“ “ “ in  Arches,  “ . “ - “ “ “ 

“ Papered  Barrels  Fresh  Newark  or  Rosendale  ) ti  1 

Cement,  delivered  upon  the  Work,  $ 3 ^ arre  ’ 

“ Greenhead  Lime,  delivered  upon  the  Work,  - at  per  Hhd.  

“ Bridge  Tops,  for  openings  from  15  to  30  feet,  ) 

(No.  1 Pine  Timber,  fixed,)  as  per  Draw-  > at  per  Cub.  ft 

ings  No.  6 and  7,  - - - - ) . ... 

“ Best  Pembroke  Iron,  in  Bolts  and  Straps  fixed,  at  per  lb.  

“ Spruce  Piles,  16  inches  top  and  10  inches  bot-  ) 

tom,  driven  in  Foundations  as  per  Specifica-  > at  per  Lineal  ft 

tion,  - - - - - - ) 

“ Spruce  Sheeting  Piles,  20  feet  long,  12  x 7 in.  at  per  Cubic  ft.  ...„ 

« « Walings,  12x6  inches,  ...  “ “ “ ... 

“ Earth  Excavation  run  to  Spoil,  - at  per  Cubic  yd 

“ Excavated  Stream  Diversions,  (where  required,)  > ((  t(  * u 
and  Farm  Crossings,  - • - $ 

“ Out  fall  Drains,  - - - - - “ M u 

**  Soiling  Slopes  of  Cuttings  and  Embankments,} 

4 inches  thick,  and  sowing  the  same  with  C per  Sup’l.  yd 

Clover  and  Timothy  Seed.  j 

i(  Hackmatac  Sleepers,  delivered  on  the  Line,  9 ) , 

feet  long,  flattened  to  6x8  inches,  J 

d(  Pine  Sleepers,  delivered  on  the  Line,  9 feet } “ 

long,  flattened  to  6x8  inches,  - - 5 

*l  Cedar  Sleepers,  delivered  on  the  Line,  9 feet  > “ 

long,  flattened  to  6x8  inches,  - - $ 

" Level  Crossings  for  Farms,  as  per  Drawing  > u 

No.  8, I 

Carriage  of  Iron  Rails,  Chairs  and  Spikes,  from} 

Saint  John  or  Moncton.  [Freight  over  Cat  per  ton.  

Railway  free  to  Sussex  or  Salisbury,]  j 

“ Single  Line  Track  Laying,  including  conveying  ) j.  , 

Materials,  - ) a Per  J,in’  ^ ’ 

u Laying  Permanent  Points  and  Crossings,  inclu- ) 

ding  Timber  and  Carriage,  - - - j Per  se  . . 

« Ballast,  including  lead,  if  found  on  the  Contract,  ) . ~ . , 

meaaured  in  Excavation,  - - - J *tper  Cob.  yd. -••••-  •••••• 
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Quantities.  DESCRIPTION.  Prices.  Amt. 

£.  s.  d.  £.  s.  d. 

“ Ballast  for  every  additional  half-mile  lead,  beyond  ) u it  tl 
the  extent  of  the  Contract,  - - $ 

“ Upholding  Line  for  12  mos.  after  the  acceptance  ) 

of  the  work,  - - £ at  per  mile 

Witness  hand  , this  day  of  One  Thousand  Eight 

Hundred  and  Fifty  Eight. 

Names  of  Sureties  who  are  willing  to  become  personally  bound  for  the  due  fulfil- 
ment of  this  Contract. 

Names  of 
Sureties , 


J.  & A.  M’MILLAN,  PRINTERS,  PRINCE  WM.  STREET,  ST.  JOHN,  N.  B 


SUPPLEMENT  TO  REPORT 


OF  THE 


ilailliraij  <i  omtnissioners. 


OF  THE 

PROVINCE  OE  NEW  BRUNSWICK, 

FOR  THE  YEAR 

1858, 


PRINTED  BY  ORDER  OF  HIS  EXCELLENCY  THE  LIEUTENANT  GOVERNOR,  FOR  THE 
USE  OF  THE  Honble.  THE  LEGISLATIVE  COUNCIL,  and  HOUSE  OF  ASSEMBLY. 


SAINT  JOHN-,  N.  B., 

j.  & a.  McMillan,  printers,  78,  prince  william  street. 

1859. 


Railway  Commissioners’  Office, 


Saint  John , 8th  March , 1859. 


TO  THE  HON. 

THE  PROVINCIAL  SECRETARY. 

9ir — 

In  tlieir  Report  of  2nd  Feb.,  1859,  submitted  to  you,  the 
Commissioners  endeavoured  to  furnish  all  the  information  on 
railway  matters  that  they  thought  would  be  required.  Being 
called  on,  however,  in  terms  of  the  address  of  the  House  of 
Assembly  to  His  Excellency  the  Lieutenant  Governor,  of  21st 
Feb.,  to  supplement  that  Report;  they  now  proceed  to  do  so, 
as  far  as  time  and  circumstances  will  permit.  Some  of  the 
details  cannot  be  furnished  in  the  form  asked  for  within  a 
reasonable  time,  as  the  classification  of  accounts  adopted, 
while  bringing  out  the  same  results,  does  it  in  a different 
form. 

In  accordance  also,  with  the  directions  of  the  Government 
the  accounts  have  all  been  brought  up  to  81st  October,  the 
close  of  the  financial  year,  and  it  will  not  therefore  be  practi- 
cable at  this  time,  to  give  all  the  details  of  expenditure  asked 
for  up  to  subsequent  periods. 

Before  proceeding  to  reply  to  the  questions  in  their  order, 
the  Commissioners  think  it  necessary  to  a proper  understanding 
of  their  position,  to  notice  at  some  length  the  various  circum- 
stances by  which  their  management  of  the  Railway  works  was, 
to  a considerable  extent  governed  and  modified. 

When  the  Railway  came  into  the  possession  of  the  Govern- 
ment in  the  spring  of  1856,  the  whole  line  had  been  surveyed 
and  located  by  Messrs.  Jackson  & Co.  from  St.  John  to 
Shediac,  a considerable  portion  of  the  road  built  between 
Moncton  and  Shediac,  and  some  work  done  on  the  road  be- 
tween St.  John  and  the  Kennebecasis. 

On  referring  to  the  Report  of  the  Chief  Engineer,  and  to  the 
specification  of  Messrs.  Jackson  & Co.  and  the  specification 
on  which  the  Railway  is  now  being  built,  it  will  be  observed 
that  there  has  not  only  been  an  entire  revision  and  change  of 
location,  but  that  the  whole  character  of  the  road  is  altered 
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and  improved.  Curves  have  been  straightened  out,  gradients 
lessened,  embankments  and  cuttings  widened,  culverts  of 
stone,  and  earthen  embankments,  substituted  for  wooden 
bridges,  and  the  quantity  of  earth  excavation  on  the  line, 
the  governing  point  as  to  the  quality  and  cost  of  a Railway, 
lias  been  increased  by  nearly  one  third. 

The  difference  therefore  between  what  the  road  might 
have  been  built  for  on  the  first  specification  and  location,  and 
what  it  will  now  cost  will  be  as  follows  : 

Cost  of  present  road  per  mile,  <£8500  0 0 

From  which  deduct, 

Additional  cost  of  best  Stafford- 


shire  over  Welsh  rails, 

240 

0 

0 

Additional  earthwork, 

633 

0 

0 

Additional  for  improved  bridges, 

351 

0 

0 

Grading  station  grounds,  Saint 

John, 

138 

0 

0 1362 

£7138  0 0 

Or  nearly  one  hundred  and  fifty  thousand  pounds. 

There  is  no  information  in  the  possession  of  the  Commis- 
sioners, and  no  records  accessible  to  them  to  shew  on  what 
authority  or  when,  this  change  in  the  character  and  cost  of 
the  road  was  determined  on. 

On  reference  to  the  Contracts  for  the  completion  of  the 
road  between  Moncton  and  Shediac  let  in  August,  1856,  it 
would  appear  that  no  such  change  was  then  thought  of,  as 
the  specification  for  these  works  evidently  contemplated  a road 
similar  to  that  to  have  been  built  by  Messrs.  Jackson  & Co., 
and  the  estimates  were  made  up  accordingly. 

Still  later  in  Feb.  1857,  when  the  road  from  St.  John  to 
beyond  the  nine  mile  house  was  let,  it  does  not  appear  that 
the  change  was  thought  of,  as  the  work  was  let  by  the  origi- 
nal location,  and  the  quantities  and  estimates,  founded  on  the 
first  specification. 

The  first  record  of  an  authority  for  change  is  to  be  found 
in  the  minute  book  of  the  Commissioners  as  follows.  (The 
minute  is  not  dated.) 

“ Meeting  of  the  Board: 

Present — W.  II.  Scovil;  F.  W.  Hatheway;  Jos.  Myshrall. 

Read  a letter  from  Chief  Engineer,  relative  to  proposed 
alteration  in  line  of  road,  commencing  at  three  mile  house, 
which  alteration  was  approved  by  the  Board. 
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( Copy  of  letter.) 


Hailway  Commissioners'  Office , 

St.  John,  hT.  B.,  4th  May,  1857. 


Sir — Your  letter  of  the  1st  instant  recommending  an 
alteration  in  the  line  of  railway  from  the  three  mile  house 
towards  Lawlor’s  Lake,  has  been  considered  by  the  Board, 
and  they,  having  also  examined  the  line,  advise  the  alteration 
as  proposed  by  you. 

Respectfully  yours, 

(Signed.)  ¥M.  HY.  SCOYIL, 

Chairman , Railway  Board, 

To  Alex.  L.  Light , Esq.,  \ 

Chief  Engineer."  j 

It  does  not  appear  what  the  extent  of  the  change  authorised 
by  this  minute  was,  but  as  it  at  least  involved  a heavy  rock 
cutting,  two  large  embankments  and  an  iron  bridge,  in  place 
of  a road  already  made  on  the  level,  it  must  have  added  very 
considerably  to  the  cost  of  this  expensive  portion  of  the  road. 

In  June  1857  the  road  between  nine  mile  house  and 
Groom’s  cove  was  let,  and  although  the  route  wTas  changed 
from  Gondola  point  to  Lakefield,  yet  otherwise  the  works 
were  let  on  the  original  location.  The  quantities  were  how- 
ever in  this  case,  calculated  on  the  new  specification. 

When  the  present  Commissioners  were  appointed  in 
August  1857,  the  road  between  Moncton  and  Shediae  was 
about  to  be  opened  but  was  not  quite  finished.  The  location 
had  been  in  some  instances  revised  and  altered,  the  quanti- 
ties largely  increased  and  the  cost  nearly  doubled  the  estimate. 

Between  St.  John  and  the  nine  mile  house  the  grading  was 
nearly  completed,  and  the  work  near  Lawlor’s  Lake  in  pro- 
gress, but  all  on  the  revised  location  and  present  specification. 

The  work  between  nine  mile  house  and  Groom’s  cove  had 
been  commenced,  although  the  contracts  had  not  been  signed. 

The  contract  for  Hammond  river  bridge,  although  let  in 
June,  had  not  been  signed,  and  the  site  of  the  bridge  had  not 
been  decided  on. 

In  December,  1857,  the  portions  of  road  between  Groom’s 
cove  and  Sussex,  and  from  Moncton  to  Salisbury  were  let  on 
the  revised  survey  and  present  specification,  and  in  Novem- 
ber 1858  the  remainder  of  the  road  between  Sussex  and  Sal- 
isbury was  let  on  the  same  basis. 

From  the  evidence  that  can  be  gathered  from  the  Contracts 
and  other  written  documents,  the  only  conclusion  that  can 
be  drawn  is,  that  the  change  in  the  character  of  the  road, 
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from  the  J ackson  specification  to  the  present,  did  not  origi- 
nate at  any  particular  period,  but  grew  with  the  progress  of 
the  work. 

On  the  works  let  in  August,  1856  and  February,  1857, 
change  must  necessarily  have  been  the  rule  and  not  the  ex- 
ception, and  from  this  cause  alone  a large  addition  must  have 
been  made  to  the  cost. 

On  the  work  let  in  June,  1857  the  location  has  been  con- 
siderably changed,  but  as  the  quantities  were  ascertained  by 
the  new  standard,  it  may  be  expected  that  the  cost  from  this 
cause,  will  not  very  much  exceed  the  estimate. 

On  the  remaining  seventy  miles  of  road  let  in  Nov.,  1857,  and 
Oct.,  1858,  the  surveys  having  been  carefully  made,  the  loca- 
tion revised,  and  the  quantities  calculated  by  the  new  Speci- 
fication, there  is  no  reason  to  suppose  that  the  cost  will 
exceed  the  estimate  by  more  than  the  usual  per  centage. 

From  what  they  have  felt  it  their  duty  to  say,  the  Commis- 
sioners do  not  wish  it  to  be  understood  that  they  desire  to 
impute  blame  to  their  predecessors,  or  to  any  one,  for  the  state 
in  which  things  have  been  found.  Their  wish  has  been  to 
place  on  record  as  nearly  as  they  can  in  words,  the  whole 
facts  of  the  case  as  known  to  them,  in  relation  to  the  charac- 
ter of  the  road,  the  changes  that  have  been  made,  and  the 
cost  of  these  changes,  so  that  the  credit  or  the  blame  may 
rest  precisely  where  it  ought. 

It  was  also  deemed  necessary  to  go  thus  at  length  into  the 
circumstances  which  caused  the  cost  of  the  finished  portions 
of  the  Railway  between  Shediac  and  Moncton,  and  St.  John, 
and  Kennebecasis  so  much  to  exceed  the  estimates,  as  with- 
out such  explanation,  it  would  have  been  impossible  to 
satisfy  the  public  that  the  estimates  now  given  of  what  the 
ultimate  cost  of  the  works  may  be  expected  to  be,  could  be 
relied  on. 

In  judging  of  things  after  they  have  been  done,  it  is  always 
easy  to  see  where  errors  might  have  been  avoided.  As  the 
present  Commissioners  when  they  took  office,  had  no  greater 
knowledge  of  Railway  management  than  their  predecessors, 
it  is  quite  likely  that  they,  in  like  circumstances  would  have 
been  led  into  like  errors. 

It  is  now  evident  that  the  errors  arose  from  a laudable 
desire  to  push  forward  the  work,  and  from  a mistaken  idea 
of  economy  in  not  employing  before  the  work  was  commen- 
ced a sufficient  number  of  experienced  Assistant  Engineers. 
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Had  the  character  of  the  Railway  to  be  constructed  been 
first  determined,  accurate  surveys  made,  and  contracts  let 
accordingly,  all  the  changes  that  have  taken  place,  and  the 
consequent  losses  and  difficulties  would  have  been  anticipa- 
ted or  avoided.  The  Commissioners  cannot  help  observing, 
that  considering  the  origin  of  the  difficulties  they  have  had 
to  encounter  they  might  well  have  been  spared  many  of  the 
charges  of  mismanagement  and  extravagance  to  which  they 
have  been  exposed. 

It  must  not  be  inferred  from  anything  that  has  been  said 
that  the  Commissioners  desire  in  any  degree  to  impute  blame 
or  responsibility  for  the  change  in  the  character  or  cost  of  the 
road  to  the  Chief  Engineer,  nor  does  it  follow  that  because 
there  is  no  evidence  of  the  authority  under  which  the  changes 
were  made,  that  there  was  no  such  authority. 

In  terms  of  the  Railway  Act,  the  Commissioners  or  those 
who  assume  to  act  for  them,  are  entrusted  with  the  construc- 
tion and  management  of  the  Railway,  and  the  Engineer  is 
“ to  be  under  the  control  and  receive  his  instructions  from 
the  Commissioners.” 

The  Commissioners  feel  bound  to  say  that  with  the  know- 
ledge they  now  have,  from  the  experience  they  have  gained 
in  Railway  matters,  that  they  fully  approve,  with  but  few 
exceptions,  of  the  description  of  Railway  now  being  construc- 
ted, as  that  calculated  to  be  the  best  and  most  economical  for 
the  country. 

In  Canada  and  Nova  Scotia,  Railways  contracted  for  and 
commenced  with  cuttings  and  embankments  such  as  ours 
were  to  have  been,  had  to  be  altered  and  improved  at  a heavy 
additional  expense,  and  most  of  the  changes  on  our  road  have 
therefore  been  in  the  direction  of  what  would  ultimately  have 
been  found  necessary. 

With  regard  to  the  names  given  to  the  Stations,  the  Com* 
missioners  take  this  occasion  to  explain  that  at  the  outset 
they  found  great  difficulty  in  deciding  on  which  to  adopt  of 
the  many  names  the  several  localities  were  known  by.  For 
example  the  site  of  the  first  main  Station  from  St.  John  was 
variously  known  as  “ the  Nine  Mile  House,”  “Sheriff  Drury’s,” 
and  “ Scribner’s.” 

It  was  marked  as  a Way  Office  in  the  Post  Office  Directory 
as  “Kennebecasis  Bay.” 

The  Commissioners  applied  to  the  Residents  in  that  neigh- 
bourhood to  fix  on  a name  for  the  future  town  or  City,  but 
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after  much  cogitation  and  many  meetings  no  decision  could 
be  arrived  at. 

The  Commissioners  were  therefore  in  this  instance  forced 
to  become  name  givers,  and  adopted  the  Indian  name  of  the 
magnificent  sheet  of  water  in  the  vicinity  ; namely  “Kene- 
becasis”  or  the  Little  Kennebec. 

A similar  difficulty  met  them  at  each  of  the  other  Stations. 
The  next  was  known  as  “ Wetmore’s,”  “ Gondola  Point  road,” 
and  1 ‘ Lakefield.  ’ ’ The  Commissioners  adopted  the  aboriginal 
name  “ Quispamsis,”  or  the  Little  Lake  in  the  Woods.  The 
next  locality  was  variously  known  as  “Little  Liver,”  “Ham- 
mond River,”  “French  Village,”  and  “Alden’s.  As  before, 
the  Indian  name  of  the  river  “ Hauwigewauk  ” was  chosen. 
And  so,  in  each  case  the  Indian  names  of  the  rivers  or  localities 
was  adopted,  unless  in  one  or  two  instances,  where  the  names 
“Horton,”  “Sussex,”  and  “Portage,”  had  become  sufficiently 
established. 

Some  pains  have  been  taken  to  get  at  the  correct  spelling 
of  the  names.  The  Indian  language  is  not  a written  one,  and 
therefore  the  only  correct  way  to  spell  it  is  to  arrange  such  a 
combination  of  letters,  as  shall  as  nearly,  as  possible  give  when 
pronounced  the  requisite  sound.  The  pronunciation  of  the 
Indian  names  in  each  case  has  been  derived  from  authentic 
sources. 

The  Commissioners  will  now  proceed  to  furnish  the  state- 
ments and  information  required,  in  their  order — 

ISro.  1. — “Statement  shewing  the  actual  cost  of  the  Wooden  Bridge*  over  Robin- 
son’s Marsh,  (five  miles  from  St.  John,)  and  the  difference  between  the  cost  of 
of  that  Bridge  and  an  earthen  embankment;  with  copies  of  the  contracts  for  tha- 
Bridge,  and  for  the  embankment,  if  any.” 

The  Chief  Engineer  reports  as  follows : 

The  following  statement  shews  the  actual  cost  of  the  viaduct 
above  referred  to,  (situate  five  miles  from  St.  John,)  and  the 
difference  between  the  cost  of  this  structure,,  and  an  earthen 
embankment.  The  Contract  made  with  D.  P.  Myers ^ on  17th 
February,  1857  was  for  “ all  the  work  contained  in  Section 
Ho.  Two.” 

Total  cost  of  Earthen  Embankment,.  ..  . ,£8954  0 0 
do.  do.  Wooden  Bridge,  _ . . 5365  11  2 

Difference  in  favor  of  Wooden  Bridge  . . £3588 8JL9 
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Actual  Cost  of  Bridge. 

“PERMANENT  FOUNDATIONS  AGAIN  AVAILABLE.” 


126  C.  Yds.  Ashlar  Masonry, 0 80s.  £504  0 0 

87  “ Rubble  do 16s.  6d.  71  15  6 

Cost  of  Piles, 128  10  9 

Cost  of  Driving, 497  19  11  £1202  6 2 


BRIDGE  PROPER. 

Timber, £1149  6 3 

Hauling  do., 211  17  6 

Framing  and  Planing, 1321  10  7 

Painting, 319  12  9 

Iron  work, 468  5 6 

Copper,  1 16  0 

Drilling  Bolt  Holes,. .... . 31  10  0 

Roofing,  Asphalte,  and  Gravel, 135  0 0 

Powder,  moving  and  use  of  Engine,.  ) _ 

Use  of  Tools,  Smith-work, £ 3713  5 0 


Cost  of  Bridge, £4915  14  2 

Cost  of  Land  taken  for  Bridge, 450  0 0 


Total  Cost, £5365  11  2 


Estimated  Cost  of  Embankment. 


65,000  C.  yds.  Embankment,  0 2s £6500  0 0 

(8  feet  arch  Culvert,  100  feet  long.) 

1000  C.  yds.  Excavation  in  Foundation  and  Stream 
diversion,  partly  Rock,  say  to  cover  whole, 

'0  2s.  ^ yd., 100  0 0 

520  C.  yds.  Masonry,  0 40s.  yd., 1040  0 0 

100  “ Rip  Rap  in  Foundation,  (S>  7s.  6d.  ^ yd.  37  10  0 1177  10  0 

4 Acres  of  Land  for  borrowing,  0 100/., 400  0 0 

2$  & cent,  on  6500/.  for  maintenance  of  Line,  independent  of 

wear  and  tear  of  Rails,  &c., 150  0 0 

200  Lineal  yds.  Tracklaying  and  Sleepers, 42  10  0 

6000  Sup.  yds.  Trimming  and  Soiling  Slopes,  0 4s., 100  0 0 


Cost  of  Embankment,  £8369  0 0 

Cost  of  Land  required  for  Embankment, 585  0 0 


Total  Cost, £8954  0 0 


The  above  statements  shew  the  actual  cost  of  the  Bridge, 
and  the  estimated  cost  of  completing  the  embankment.  From 
this  it  is  clear  enough,  that  a saving  in  the  cost  of  construc- 
tion has  been  effected  by  adopting  the  Bridge  work. 

The  quantity  of  material  required  in  the  proposed  embank- 
ment is  calculated  in  the  above  estimate  at  65,000  Cubmyards, 
but  owing  to  the  yielding  nature  of  the  Marsh  it  may  well  be 
questioned  whether  it  might  not  have  required  a much 
greater  quantity,  as  by  the  displacement  of  the  soft  material 
beneath  the  surface,  there  was  much  cause  to  have  been  ap- 
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prehensive,  that  the  result  of  the  filling  in  at  this  locality 
would  have  been  attended  with  the  same  results  as  have  fol- 
lowed similar  attempts  on  some  of  the  hogs  in  -Nova  Scotia. 

Secondly,  there  was  a considerable  saving  effected  of  wear 
and  tear  of  Rails  by  the  adoption  of  Bridge  work,  though  no 
notice  is  taken  of  this  in  the  above  estimate  ; yet  that  this 
item  is  worthy  of  consideration  will  be  apparent,  when  it  is 
considered  that  the  large  quantities  of  material  required  for 
the  embankment  must  have  been  brought  a very  considerable 
distance  upon  the  line  and  would  have  required  some  five 
or  six  months  for  transit. 

That  great  delay  would  have  taken  place  in  opening  the 
Railway,  if  an  embankment  had  been  built  is  apparent,  when 
it  is  considered  that  this  work  must  necessarily  have  been  the 
last  earth  work  executed  on  this  portion  of  the  line,  and 
all  works  to  the  East  of  it  would  have  been  “ locked  up” 
until  it  was  completed. 

It  may  he  said,  and  truly  said,  that  an  embankment  would 
have  been  more  durable  than  the  present  structure  — but  a 
due  consideration  of  all  the  circumstances  now  mentioned 
may  well  lead  to  the  conclusion  that  this  in  itself  though  a 
great  desideratum,  was  properly  regarded  as  insufficient  to 
induce  a decision  in  favor  of  the  earthwork. 

The  present  Viaduct  from  the  fact  of  its  being  built  in  a 
very  substantial  manner,  of  the  best  material  both  of  wood 
and  Iron,  and  put  together  in  the  most  thorough  style  of 
workmanship  ; and  protected  both  from  weather  and  fire  by 
a roofing  of  asphalte  and  gravel  will  unquestionably  last  at 
least  fifteen  years. 

The  foundations  which  it  will  be  seen  have  cost  one  quarter 
of  the  whole  expense  of  construction  are  permanent,  and  can 
be  used  again  for  any  number  of  renewals  of  the  superstruc- 
ture — while  the  interest  of  the  money  saved  by  the  adoption 
of  the  Viaduct,  will  rebuild  the  perishable  portion  of  it,  once 
in  every  12  years. 

No.  2. — “ Statement  shewing  the  total  expense  of  filling  at  Lawlor’s  Lake,  the 

amount  to  be  subdivided  as  follows  : 

Expense  of  draining ; 

Do.  of  piling  and  brushing ; 

Do.  of  temporary  bridging ; 

Do.  of  filling  with  earth  and  rock  ; 

Do.  of  Superintendence  and  Inspectorship  ; with  names  of  the  Super* 
intendents  and  Inspectors.” 
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The  Chief  Engineer  reports  as  follows : 


1.  Cost  of  Draining, ^79  15  0 

2.  Cost  of  Piling  and  Brushing, 1711  18  6 

3.  Cost  of  Temporary  Bridging, 591  9 3 

4.  Cost  of  Filling  in  Earth  and  Rock, 6666  10  0 


5.  Cost  of  Superintendence  and  Inspectorship, 40  0 0 £9089  12  9 

Including  material  deposited  prior  to  construction  of  Pile  Bridge. 

NAMES  OF  SUPERINTENDENTS  AND  INSPECTORS. 

William  Hartshorn,  General  Inspector,  Engaged  at  Lake  say  4:  of  time. 

James  H.  Bartlett. 

John  Middleton,  fora  short  time* 

* Statement  shewing  estimated  amount  saved  by  building  temporary  Bridge , Piling y 
and  Brushing  at  Lawlor's  Lakes 
Total  Estimated  quantity  required  to  fill  Lake  as 

per  soundings  at  lowest  Estimate, 133.200  Cubic  Yards. 

Quantity  put  into  Lake  up  to  time  when  Bridge 

was  begun, 59.000  Cubic  Yards. 

Leaving  a balance  of 74.200  Cubic  Yards. 

Add  for  Waste  and  Shrinkage  at  very  lowest 

estimate  25  ^ cent., 18.550  “ 

Quantity  required  to  finish  Lake, . 92.750  “ 

92.750  C.  Yds.  Earth & 2s.  £9275  0 0 

Cost  of  Brushing  and  Piling, £1711  18  6 

“ “ Temporary  Bridging, 591  9 3 

29.000  C.  Yds.  Earth  tipped  from  Bridge,  0 2s.  2900  0 0 

7.000  “ “ Rock  “ “ “ (2>  6s.  9d.  2367  10  0 

3.500  “ “ Loose  Rock, 0 2s.  350  0 0 £7920  17  9 

Shewing  a saving  by  Bridge  &c.  of £1354  2 3 

Exclusive  of  materials  deposited  prior  to  construction  of  Pile  Bridge  (as  being 
common  to  both.) 

From  the  above  accompanying  statement  it  will  he  per- 
ceived that  the  adoption  of  the  pile  Bridge,  has  effected  a direct 
saving  in  construction  of  £1354  2 3;  in  making  my  calculations 
on  this  point  I have  adopted  as  a basis,  the  very  lowest  amount 
of  material,  which  would  be  requisite  to  complete  the  Em- 
bankment, without  the  auxilaries  of  Brush  and  Pile  Bridge ; 
it  is  however  very  uncertain,  if  this  amount  would  have  been 
sufficient.  In  similar  cases,  it  has  been  found,  that  by  con- 
tinuous tipping,  from  the  ends  of  Embankments,  the  re- 
sult has  been  a total  displacement  of  all  light  vegetable 
deposit,  the  centre  seat  of  Embankment  founding  its  base  on 
the  first  solid  material  and  rising  towards  the  foot  of  slopes, 
in  the  proportion  of  the  diminishing  weight  of  Embankment, 
to  the  resistive  power  of  vegetable  material  to  compression ; 
such  being  the  case,  the  amount  required  to  complete  the  Em- 
bankment from  end  tipping,  would  be  so  much  in  excess  of 
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the  cost  of  the  means  adopted,  as  to  leave  a margin  in  favor 
of  the  latter,  of  £5080  0 0 instead  of  £1354  2 3. 

The  advantages  derived  from  the  adoption  of  a floor  occu- 
pying the  largest  surface  of  resistance  to  horizontal  displace- 
ment, must  now  he  apparent,  and  this  I should  consider 
as  furnishing  a sufficient  argument  to  prove  the  correctness 
of  its  use  in  the  present  instance ; it  is  equally  apparent  that  to 
secure  a general  settlement  of  any  floor  presenting  a large 
surface  and  perfectly  elastic  (as  in  the  case  of  the  Brush  Plat- 
form) some  means  must  have  been  adopted  to  secure  an  equal 
load ; to  attain  this  end,  I conceive  no  means  more  efficacious 
than  one  which  would  give  the  controlling  power  of  loading 
any  portion  of  the  platform  deemed  expedient ; hence  the 
use  of  the  pile  Bridge. 

In  closing  my  remarks  upon  this  subject,  it  may  be  stated 
that  there  are  many  cases  extant,  where  a perseverance  in  a 
system  of  end  tipping  on  loose  vegetable  matter  without  the 
aid  of  some  means  of  preventing  displacement  has  been  a 
prolonged  source  of  detention  in  attaining  permanent  way ; 
and  been  attended  with  an  excess  of  cost  caused  by  an  increa- 
sed quantity  of  material  required  in  embankment. 


No.  3. — a Statement  shewing  the  total  expense  of  Ballasting  Sections  1 , 2,  3,  4,  up 
to  January  1st,  1859,  with  the  names  of  the  parties  tendering,  and  copies  of 
the  tenders,  with  the  names  of  the  parties  to  whom  the  contracts  were  given, 
and  copies  of  the  contracts  made,  and  a report  from  the  Chief  Engineer  as  to 
the  time  when,  and  the  mode  in  which,  those  contracts  were  completed.” 

Section  1,  extends  from  the  Mill  bridge  to  Moose  path,  a 
distance  of  about  3 miles. 

In  September  1857,  the  Commissioners  found  the  ballast- 
ing on  this  section  completed,  and  that  on  Section  2 in  progress 
and  understood  that  it  had  been  done  by  their  predecessors 
under  contract.  On  referring  to  the  contract  for  section  2 
entered  into  between  the  Province  and  D.  P.  Myers  in  Feb. 
1857,  it  will  be  found  that  “ all  the  work  contained  in  Section 
Humber  2”  was  covered  by  that  contract,  and  the  Commis- 
sioners understood,  as  there  had  been  changes  in  the  num- 
bering of  the  sections,  that  all  the  ballasting  was  under  this 
contract. 

On  further  investigation  however  they  found  that  on  12th 
May,  1857,  the  following  advertisement  appeared : 
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ROCK  CUTTING. 

Notice  to  Contractors. 

SEALED  TENDERS  will  be  received  at  the  Office  of  the  Railway  Commis- 
sioners on  Monday.  18th  May,  till  3 o’clock,  P.  M.,  for  Quarrying  and  load- 
ing on  the  Railroad  Cars  about  500  Yards  of  SLATE  ROCK,  along  the  Line 
of  Railroad,  near  the  Brick  Yard.  Particulars  may  be  obtained  at  the  Engineers’ 
Office,  Wiggins’  Buildings.*  W.  H.  SCOVIL, 

Chairman  of  Railway  Board, 

Railway  Commissioners’  Office, 

St.  John,  N.  B.,  May  16,  1857. 

There  is  no  record  in  the  Minute  Book  of  the  Commis- 
sioners of  an  order  for  this  advertisement,  of  the  receipt  of 
tenders  under  it,  or  of  any  award  made  of  the  work  specified. 

In  the  office  however  they  found  tenders  according  to  the 
following  list,  copies  of  which  accompany  this  report. 


TENDERS  FOR  ROCK  AND  EARTH. 

1 

John  McAfee, 

Rock. 

8 s.  3 d. 

Earth. 

5s.  0 cl. 

2 

John  Me  Wiggins, 

4 6 

3 

D.  P.  Myers, 
Hugh  McDavid, 

3 0 

11 

4 

2 9 

1 0 

5 

John  H.  Huestes, 

4 0 

6 

William  Devan, 

8 10 

1 0 

7 

Samuel  Mayse, 

7 3 

1 9 

8 

P.  Hanley, 

4 101 

9 

Dennis  Hanley, 

4 0 

10 

John  Curran, 

4 6 

11 

Alfred  Harris, 

7 6 

12 

Francis  Dolin, 

13  0 

3 0 

13 

Pat.  McGrath, 

5 0 

1 0 

N o earth  is  mentioned  in  the  advertisement,  but  in  the 
specification,  the  removal  of  the  earth  on  the  top  of  the  rock 
was  asked  to  be  tendered  for. 

By  a contract  found  in  the  office  dated  8tli  June,  1857,  but 
not  signed,  a copy  of  which  is  herewith  furnished,  it  would 
appear  that  the  contract  was  awarded  to  D.  P.  Myers,  but  an 
additional  sixpence  was  added,  in  terms  of  an  offer  made  in 
his  tender  for  unloading  the  cars,  and  the  price  of  Is.  6d.  was 
inserted  in  the  contract  for  all  the  earthwork  between  Harris 
& Allan’s  Foundry  and  the  pile  bridge  on  the  Marsh. 

On  this  contract,  in  addition  to  the  500  yds.  of  rock  near 
the  brick  yard,  8337  yds.  were  excavated  from  the  face  of  the 
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rock  near  Gilbert’s  Lane  at  the  price  in  the  contract  3s.  6d. 
per  yard,  and  with  this  rock  Section  1 was  ballasted. 

The  price  in  the  following  estimate  9Jd.,  was  for  spreading 
this  broken  stone  as  ballast. 

The  cost  of  excavation  is  charged  to  station  grounds. 

In  the  winter  of  1857,  at  a time  of  much  distress  from  want 
of  employment,  it  was  thought  expedient  to  get  a quantity 
of  stone  broken  for  ballast  near  Gilbert’s  lane  and  Lawlor’s 
Lake. 

Portions  of  Sections  2,  3,  and  4 had  been  previously  bal- 
lasted with  broken  stone  by  the  Contractors  on  these  sections, 
and  the  remainder  was  completed  with  the  above  broken 
stone  in  the  course  of  last  summer  by  Messrs.  Myers  & Brook- 
field under  their  contracts. 

In  the  early  part  of  last  summer  it  was  thought  advisable 
for  the  purpose  of  finishing  the  ballasting  and  as  a saving  of 
wear  to  the  rolling  stock,  to  put  on  a dressing  of  gravel,  and 
on  17th  June  tenders  to  furnish  gravel  were  advertised  for. 
Copies  of  the  tenders  received  accompany  this  Report. 

As  gravel  of  a suitable  quality  could  only  be  procured  from 
the  opposite  shores  of  the  Kennebecasis,  it  was  necessary  to 
provide  a wharf  on  which  to  land  it,  and  as  such  a wharf 
would  otherwise  be  of  benefit  to  the  public  and  the  Railway, 
advertisements  for  tenders  for  a wharf  at  Appleby’s  were  at 
the  same  time  issued. 

This  wharf  was  contracted  for,  to  be  completed  on  1st 
August. 

The  tender  of  Thomas  King  at  2s.  5d.  per  yard  for  gravel, 
being  the  lowest  was  accepted,  but  as  the  wharf  was  not  com- 
pleted till  September,  Mr.  King  then  declined  going  on  with 
the  work.  As  the  season  was  so  far  advanced,  it  was  not  ex- 
pected that  the  requisite  quantity  could  be  obtained,  but  M. 
Connolly,  the  next  lowest  tenderer  that  could  then  be  found, 
agreed  in  conjunction  with  Mr.  John  Brookfield,  contractor 
for  tracklaying  on  the  three  sections,  to  go  on  with  the  work 
while  the  weather  permitted.  As  the  season  proved  favorable, 
nearly  the  whole  quantity  was  obtained,  and  was  distributed 
by  Mr.  Brookfield,  at  a price  fixed  by  Engineers  estimate. 
The  cost  of  the  whole  is  given  in  the  following  statement. 

The  following  is  the  Chief  Engineer’s  Report  and  statement 
of  cost  of  ballasting.  The  total  cost  of  ballasting  sections  1,  2, 
3 and  4 has  been  £6168  3 4 : or  at  the  rate  of  £642  12  5 
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per  mile  as  will  be  seen  by  detailed  statements  accompanying 
this  report;  wherein  all  the  quantities,  at  their  respective 
prices,  as  done  upon  the  different  sections,  by  the  several 
contractors  are  exhibited  in  detail. 

This  sum  is  £142  12  5 per  mile  more  than  the 

amount  estimated  in  Table  A,  No.  8 in  the  appendix  to  the 
report  of  February  1859,  wherein  £500  is  stated  to  be  the 
average  cost  for  ballasting  the  whole  Road  from  St.  John  to 
Shediae;  the  cost  per  mile  must  of  bourse  vary  very  much 
in  different  localities. 


Statement  of  total  cost  of  ballasting  Sections  1,  2,  8,  <f*  4. 


Items. 


No.  1.  John  Brookfield,  - 

2.  “ “ . 

3.  “ “ - 

4.  Walker  Rankin  & Walker,  - 

5.  Dillon  P.  Myers,  - 

6.  John  Brookfield,  - 


- 1025  1 

- 258  16 

- 1385  15 

- 105  0 

- 1666  0 
- 1732  11 
£6168  3 


d 

3 

0 

0 

0 

0 

1 

4 


Details  of  Statement,  shewing  total  east  of  Ballasting  from  Mill 
Kennebecasis  Station,  on  the  severed  Sections. 
Section  1. — D.  P.  Myers,  8837  C.  yds.  Stone  Ballast, 

0 9.id., £349  14 

“ “ John  Brookfield,  2538  C.  yds.,  Broken 

Stone,  0 2s., 253  16 

Section  2. — Dillon  P.  Myers,  Breaking  Stone,  7226 

C.  yds.  (in  Winter  of  1857,)  0 Is.,  361  6 

Do.,  Spreading  9555  C.  yds.,  0 2s.,  955  10 

Section  3. — Walker,  Rankin  & Walker,  1050  C.yds. 

Broken  Stone,  0 2s., 105  0 

Section  4. — John  Brookfield,  7455  C.  yds  Gravel  & 

Stone,  0 2s.  9d.,  1025  1 

Sections  1,  2,  3,  & 4. — John  Brookfield,  (finishing  up 
works,)  6705  C.  yds.  Stone  Ballast, 

(Spreading,)  0 2s., 670  10 

8790  C.  yds.  Gravel,  delivered  at 

wharf,  in  cars,  0 3s.  l^d.,.  .....  1373  8 

8790  C.  yds.  Gravel,  Spread,  0 Is-,  439  10 
1560  C.  yds.  Gravel,  deposited  and 
re-filled  0 Is., 78  0 


2295  C.  yds.  Gravel,  delivered  from 
ships  at  St.  John,  and  spread  up- 


on Road  0 4s.  l£d., 473  6 

Wagons  repaired, 83  0 


Poud , St.  John , to 
0 

0 603  10  0 

6 

0 1316  16  6 

0 105  0 0 

3 1025  I 3 

0 

9 

0 

0 

10 

0 3117  15  7 

£6168  3 4 


£642  12  5 p mile. 
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Statement  of  the  mode  in  which  these  Contracts  were  completed : 

Item  Ho.  1. — This  work  was  done  by  John  Brookfield 
during  the  winter  of  1857-8,  and  was  chiefly  composed  of 
gravel  procured  from  the  shores  of  the  Kennebecasis  Bay,  as 
well  as  broken  stone  excavated  from  the  several  rock  cuttings, 
or  gathered  upon  the  adjoining  Lands;  the  principal  portion 
of  these  materials  were  conveyed  by  carts  and  deposited 
upon  the  earth  “ formation.” 

Item  Ho.  2. — This  material  was  put  on  during  the  sum- 
mer of  1857  by  engine  power  and  platform  cars,  and  carried 
from  Mill  street,  St.  John  to  the  three  mile  house. 

Item  Ho.  3. — This  material  was  commenced  to  he  put  on 
the  Load  on,  or  about  the  14th  September  1858- — the  stone 
ballast  was  first  laid  on  the  bottom  and  sides  by  engine 
power  and  platform  cars,  and  a dressing  of  gravel  afterwards 
laid  on  by  the  same  means. 

Item  Ho.  4. — This  broken  stone  was  carted  on  to  its  place 
in  the  winter  of  1857  and  8 by  Messrs.  Walker  Rankin  t 
Walker  and  formed  to  receive  the  sleepers. 

Item  Ho.  5. — A portion  of  this  material  was  broken  in 
the  winter  of  1857  and  8.  This  material  as  well  as  some  of 
a similar  nature  procured  north  of  Lawlor’s  Lake  was  after- 
wards moved  by  engine  power  and  platform  cars  and  distri- 
buted and  spread  over  sections  2 and  3. 

Item  Ho.  6. — This  gravel  was  procured  on  the  opposite 
shore  of  the  Kennebecasis  Bay,  and  conveyed  in  Scows, 
towed  by  Tug  Boats,  and  delivered  at  Appleby’s  Wharf  in 
the  Railway  Wagons,  and  afterwards  conveyed  in  them  to 
the  several  parts  of  the  Railway,  wherever  required,  the  Con- 
tractors assuming  all  risk  in  executing  the  same. 

In  conclusion,  I have  to  say  that  the  ballasting  of 
thes*e  Sections  has  been  done  in  a very  thorough  manner, 
and  in  a similar  mode  to  that  adopted  on  the  Austrian  and 
Prussian  Railways,  with  marked  success,  where  the  effects  of 
frost  had  specially  to  be  guarded  against  ; (vide  account  of 
same  in  American  Railway  Times  of  Feb.  26,  1859.) 

The  system  herein  recommended  and  referred  to,  has  been, 
to  lay  on  a coating  of  broken  stone  one  foot  in  thickness  all  over 
the  surface  of  “formation”  and  under  the  ballasting.  The 
results  of  the  adoption  of  this  system  here  has  been  as  bene- 
ficial as  on  the  Continent,  proving  the  system  of  broken 
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8tone  uoder-ballast,  superior  to  the  adoption  of  gravel  ballast 
only,  and  in  this  particular  instance  more  economical. 

It  having  been  already  stated  in  my  Report  of  Feby.  1859, 
“ that  there  was  no  good  natural  ballast  upon  this  Division, 
recourse  was  had  to  the  opposite  shores  of  the  Kennebecasis 
Bay,  where  very  superior  gravel  was  obtained  (although  in 
limited  quantities,  as  already  stated  in  my  previous  report) 
at  a cost  (including  depositing  and  spreading)  of  4s.  IJd.  per 
Cubic  yard  by  the  lowest  reliable  tendering  Contractor. 

The  total  quantity  of  ballast  used  upon  this  portion  of  the 
road  is  equal  to  48,000  cubic  yards,  which  at  4s.  Ifd.  per  yard 
would  have  amounted  to  £9900.  The  actual  cost  of  ballast- 
ingthisDivision,  as  already  stated,  was  £6168,  leaving  a direct 
saving  of  £3,732  by  the  mode  adopted. 

No.  4. — “ Statement  shewing  the  total  expense  of  Excavating  the  summit  at  Gar- 
den Street,  Saint  John  ; the  cost  of  constructing  Bridges  across  Garden  Street, 
and  Stanley  Street,  and  the  cost  of  Approaches  thereto,  with  copies  of  the 
Advertisement  lor  Tenders,  Copies  of  'renders  made,  the  names  of  Contractors, 
and  Copies  of  the  Contract,  and  a Report  from  the  Chief  Engineer  as  to  the 
state  of  the  works  under  those  Contracts,  how  far  carried  out,  and  whether  hy 
the  parties  whose  tenders  were  accepted,  and  with  whom  the  Contracts  were 
made,  or  by  others  to  whom  the  Contracts  or  tiie  right  to  the  Contracts  were 
assigned,  and  if  not  completed,  what  proportions  in  value  the  work  done  under 
the  Contracts  bears  to  the  price  to  be  paid  when  the  Contracts  will  be  com- 
pleted.” 

Copies  of  tbe  advertisement  for  Tenders,  Copies  of  Tenders 
made,  and  copy  of  the  Contract  made  accompany  Report. 
The  following  is  the  Report  of  the  Chief  Engineer: 

CONTRACT  FOR  EXCAVATING  THE  SUMMIT  AT  GARDEN  STREET. 

This  Contract  was  let  October  14,  1858  by  tender  to  Mr. 
Lawrence  Myers,  upon  the  accompanying  schedule  of  prices 
who  (without  having  executed  any  portion  of  the  Works) 
transferred  it  to  Mr.  Brookfield  as  the  latter  had  other 
contracts  in  the  neighbourhood  with  which  this  would  inter- 
fere. This  work  is  now  being  completed  by  Mr.  Brookfield 
who  gave  the  necessary  security  for  the  due  performance  of 
the  work. 

Original  Schedule  of  Prices  upon  which  Works  were  let , and  upon  which  they  are 
now  being  completed : 

1st.  Amount  for  pulling  up  Track  and  Stacking  Materials 
from  foot  of  Incline  to  Dorchester  Street,  including 
shovelling  off  and  saving  the  Ballast, 
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2d.  Price  for  Earth  Excavation  in  the  Incline  hauled 
into  Station  Grounds  or  deposited  in  Road  Crossings 
including  spreading,  trimming  and  levelling  in  em- 
bankments per  Cubic  yard, (2>  Is  2d. 

3d.  Price  for  Rock  Excavation  in  the  Incline  laid  to  spoil,  (a)  3s.  6d. 

4th.  “ “ “•  on  Ledge  at  North  side  of  Engine 

House,  if  required, (S>  3s. 

5th.  “ “ Breaking  Rock  into  Cubes  not  exceeding 

3 inches  square  and  afterwards  hauling  and  spread- 
ing and  levelling  same  from  Dorchester  Street  to 
Gilbert’s  Island, (a)  2s. 

6th.  Amount  for  finishing  Bridge  over  Garden  Street 

complete  as  per  Plan  and  Specification, £350  0 0 

The  Cost  of  these  Works  when  completed  as  will  be  seen 
by  the  estimate  below  will  he  £9327  1 4. 

Approximate  Estimate  ” of  Work  to  be  done  to  complete  the  Terminal  Station  at 

Saint  John. 


30,000  C.  yds  Excavation  @ Is.  2 d. 

£1750 

0 

0 

10,000  “ “Rock  do.  @ 3s.  6d. 

1750 

0 

0 

10,000  “ “ Ballast,  @ 2s. 

1000 

0 

0 

2 Bridges, 

900 

0 

0 

5000  C.  yds.  Ditches,  @ Is.  2d. 

296 

13 

0 

Masonry, 

1100 

0 

0 

5400  Lin.  yds.  Trackb yg.  @ 9 d. 

202 

10 

0 

4000  Sleepers,  @ 2s.  3 d. 

450 

0 

0 

Gravel  Ballast, 

600 

0 

0 

Switches  and  Crossings, 

300 

0 

0 

Dorchester  Street, 

30 

0 

0 

Eencing  in  Station  Ground, 

100 

0 

0 

Contingencies,  10  per  cent., 

847 

18 

4 9327 

The  expense  of  the  Bridges  is  here  stated  at  nine  hundred 
pounds;  the  approaches  to  them  will  not  add  any  additional 
cost  as  the  earth  work  of  which  they  are  composed  is  included 
in  the  cost  of  excavating  the  incline. 

On  the  first  of  January  1859,  these  works  were  well  ad- 
vanced towards  completion — the  incline  being  nearly  ready  to 
receive  the  track. 

The  Bridge  at  Garden  Street  was  opened  to  the  public  on 
the  lltli  December. 

Timber  for  Stanley  Street  Bridge  had  been  delivered  and 
was  being  prepared.  A large  portion  of  the  Rock  work  near 
the  Engine  House  had  been  completed,  and  the  principal  por- 
tion of  the  Rock  work  to  be  excavated  in  forming  the  Incline 
had  been  done. 
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The  earth  excavated  from  the  “Incline”  had  been  used  for 
the  purpose  of  Grading  and  raising  the  Station  Grounds  near 
Gilbert’s  Lane.  A portion  of  the  Rock  excavation  had  been 
used  to  ballast  the  car  shed  and  the  remainder  stored  away 
in  readiness  to  Ballast  the  Station  Grounds  when  the  Grading 
has  been  finally  completed. 

The  approaches  to  “ Garden  and  Stanley  Street”  Bridges 
had  been  roughly  completed ; in  brief,  the  works  were  so  far 
advanced  that  it  may  safely  be  calculated  that  they  will 
be  completed  by  the  time  specified. 

The  value  of  the  work  done  under  Contract  to  the  1st  Jan. 
1859  was  <£3492  14  6 or  upwards  of  one  third  finished. 


No.  5. — Statement  shewing  the  amount  paid  on  account  of  the  Station  and  other 
buildings  at  St.  John  up  to  the  first  of  January.  1859,  with  copies  of  the  adver- 
tisement for  tenders  and  specifications,  and  of  the  tenders  made,  with  copies  of 
the  contracts  made,  and  a report  from  the  Chief  Engineer  as  to  the  state  of 
those  contracts  on  the  1st  January,  1859. 

Copies  of  advertisement  for  tenders  and  specifications,  and 
of  the  tenders  made  with  copies  of  the  contracts  made  accom- 
pany this  Report.  The  following  certificate  is  added. 


(Copy)  Railway  Office,  13th  Sept.,  1858. 

Mem. — Mr.  Raymond  on  delivering  his  tender  was  asked  if 
he  was  perfectly  satisfied  with  the  time  allowed  for  making- 
estimate  for  the  railway  buildings  advertised  for. 

TIME  AMPLE. 


Raymond, 

John  J.  Munroe, 
John  Wilson, 

J.  Brookfield, 
Thos.  Cotter, 


Janies  Quinton, 
James  Sullivan, 
Caleb  Wetmore. 
W.  Causey, 

H.  B.  Crosby. 


The  above  rough  memorandum  was  taken  at  the  time  the 
Builders  delivered  their  tenders.  I informed  the  different  par- 
ties that  if  they  wished  for  an  extension  of  .the  time  it  would 
be  allowed,  but  they  all  declared  to  me  that  that  they  did  not 
wish  for  more.  Matthew  Stead. 


The  following  is  the  report  of  the  Chief  Engineer,  showing 
the  amount  paid  on  Station  and  other  buildings  and  the  state 
of  those  contracts,  on  1st  Jan.,  1859. 
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SAINT  JOHN  STATION  BUILDINGS. 


The  several  amounts  paid  on  these  Buildings  up  to  the  1st 
of  January,  are  as  follows  : 

Passenger  Station,  .£1200  0 0 

Engine  House,  515  0 0 

Car  Shed,  1200  0 0 


The  following  was  the  state  of  the  above  contracts  on  the 
1st  January,  1859. 

The  Passenger  Station  was  far  advanced  towards  com- 
pletion,  and  nearly  ready  to  receive  the  Trains,  and  in  so  for- 
ward a state,  as  to  warrant  its  completion  before  the  time 
stated  in  the  contract. 

The  Foundations  of  the  Engine  House  including  the  piles 
underneath  were  laid,  and  Brick,  Stone  and  other  Building 
Materials  in  large  Quantities  were  delivered  for  the  super- 
structure, ready  to  be  used  on  the  opening  of  the  spring. 

The  Car  Shed  was  nearly  ready  for  use 

Finally,  it  may  be  stated  that  the  first  and  last  of  these 
Buildings  have  been  in  use  for  some  time,  although  not  yet 
formally  taken  off  the  Contractors'  hands. 


No.  6. — Statement  shewing  the  actual  cost  of  working  the  road  from  St.  John  to 
the  Nine  Mile  Station  from  1st  January,  1858,  to  1st  January,  185P,  such  state- 
ment  to  be  subdivided  and  appear  under  the  following  heads  : — 

Cost  of  Maintenance  ; 

Do.  of  Engine  Drivers,  Firemen,  Cleaners,  &c., 

Do.  of  Wood  and  Water; 

Do.  of  Oil  and  Waste  ; 

Do.  of  Repairs  to  Engines; 

Do.  of  Repairs  to  Cars  ; 

Do.  of  Conductors,  Brakemen,  &c. ; 

Do.  of  Station  Agents,  Clerk,  and  Divisional  Superintendents  ; 

Do.  of  Tickets  and  other  Printing  ; 

Do.  of  Miscellaneous  expenses,  not  afcove  enumerated,  and  of  what  they 
consist. 

The  information  required  has  been  furnished  in  the  Deport 
Page  113  as  far  as  practicable,  to  31st  Oct.  the  end  of  the  fi- 
nancial year. 


St.  John  Kennebec's.  Loostauk  Peticodiac  Anag'co  Pass’gr.  Kennebec’s  Saint  John 
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No  7. — “ A similar  statement,  similarly  subdivided,  for  the  same  period,  for  the 
road  from  Moncton  to  Shediac.” 

See  Report  p.  114. 


No.  8. — “ The  names  of  the  different  Employees  severally  on  the  above  two  divisions 
of  the  Road,  classified  under  their  several  employments,  and  the  amount  of 
salary  and  allowances  paid  and  allowed  to  each  ; and  the  number  of  days  engaged 
or  allowed  to  each  when  paid  per  day.” 

Louis  Carvell,  General  Sup’t.,  Salary  £250;  appointed  12th 
Sept.,  1857. 

Samuel  McKean,  (a.)  Div.  Sup’t.,  Salary,  £150 ; appointed 
23d  April,  1858. 


SAINT  JOHN  DIVISION. 


Name. 

Occupation. 

Salary,  or 
Remuneration. 

Date  of 
Appointment. 

Left,  Released,  or 
Discharged,  & when. 

^ Win.  King,  1. 

Stat’n  Master 

7s.  fid.  ^ day* 

1st  Nov.  ’58 

j S.  Watson,  £ 

j 5 

Car  repairer* 
Switchman 

6s.  « 

6th  July, ’58 

] John  Doherty,  2. 

Stat’n  Porter 

6s.  3d.  « 

1 0th  Feb.  ’59 

j 0.  Sullivan, 

Wood  sawy’r 

5s.  « 

20th  July,  ’57 

UD.  Moriarity, 

U 

4s.  fid.  “ 

« “ 

f M.  A.  Cumming, 

Stat’n  Master 

10s.  “ 

1st  Nov.  ’58 

<(  John  Kilfoil,  £ 

Switchman  & 

4s.  6d.  “ 

3d  June,  58. 

i 3 

Wood  saw’r 

t Mich.  Shea, 

Wood  sawy’r 

4s.  fid.  “ 

(C  U 

CRoht.  Hannah, 

Conductor 

Ifis.  “ 

20th  July, ’57 

Left  July  12,  ’58 

< Jas.  H.  Bartlett, 3 

« 

10s.  “ 

“ « ’58 

C Wm.  Gonce, 

Brakeman 

7s.  « 

“ “ ’57 

CO.  S.  Smith,  23. 

Driver 

10s.  “ 

24th  Dec.  ’56 

■s  C.  W.  Perkins, 

Fireman 

6s.  3d.  “ 

1st  July,  ’58 

CJobn  Jenner, 

Watchman 

5s.  u 

19th  Mar.  ’57 

(~ H.A.  Whitney ,4. 

Driver 

10s.  “ 

14th  June  ’58 

J Jos.  Moore,  5. 

Fireman 

6s.  3d.  “ 

1st  “ “ 

] Jas.  Wright, 

Watchman 

5s.  “ 

14th  “ “ 

t_J-  McGinley,  6. 

Brakeman 

6s.  3d.  “ 

19th  Aug.  ’58 

f"Jas.  Barton,  7. 
J John  Green, 

Driver 

10s. 

7th  Oct.  “ 

Fireman 

6s.  3d.  “ 

20th  Sept.  “ 

i Robt.  Bustin, 

Brakeman 

6s.  3d*  “ 

23d  « “ 

Dis.,  Dec.  15,  ’58 

t_R.  James, 

Watchman 

5s.  “ 

9th  “ “ 

fClias.  Moore,  1 1 . 

Driver 

I0s.‘  “ 

9th  Feb.  “ 

Dis.,  Oct.  21,  ’58 
“ July  3,  ’58 

J John  Stewart, 12. 

Fireman. 

6s.  3d. 

U U it 

; J.  F.  Patterson, 8. 

Driver 

10s.  “ 

22d  Oct.  “ 

1J3.  F.  Nichols,  9. 

Fireman 

6s.  3d.  « 

u u a 

5”  R.  M.  Stevens, 10. 

Driver 

10s.  “ 

7th  “ “ 

J Win.  Aiken, 

Fireman 

J 6s.  3d.  “ 

9th  Feb.  “ 

motives  Passenger  Moncton  Point  Sbedioj 
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SHEDIAC  AND  MONCTON  DIVISION. 


Name. 


fRobt.  Atkinson, 
P o^j  N.  Cannon,  13. 

H ^James  Hilson,  | 

f Alex’dr.  Wright, 
c | services  of  self, 
man  & horse,  & 
(2*  j rent  of  store, 
(_  for  the  season. 
("Wm.  Steadman, 
. ! Jas.  Roberston, 

| 1 \ 

J.  Connell,  14.  C 

- s 

j^C.  Gay  nor,  15, 
f W.  B.  Deacon  16 
.£  ! Joseph  Warren, 
J;  J M.  Connolly, 
^Wrn.  Steadman 
fZ.  Lord,  17. 
j Allan  Rand,  18 
| Chas.  Cox, 

2 I George  Smith, 19 

® j John  Fogarty, 

Pat.  Mahon. 

Lott  Connell, 

J.  Clarke,  jr.,  20 
Nelson  Rand, 
Thos.  Morehead, 
^J.  Pennington, 
r W.  Stevens,  21 
< Four 

(_  Twelve  (22) 


Occupation. 

Salary  or 
Remuneration. 

Date  of  1 

Appointment,  l 

Stat’n  Master 

12/.  lOs.^mo. 

20th  Aug. ’57 

Switchman 

5s.  6d.  ^ day 

Wood  sawy’r 
& Pumper. 

5s.  “ 

16th  Apl.  ’58 

Freight  A g’t. 

150/. 

24th  “ “ 

Stat’n  Master 

10/.  ^ mo. 

19th  Sep.  ’57 

Freight  Ag’t. 
Switchman, 

10/.  “ 

27th  Apl.  ’58 

Woodman 
& Pumper. 

5s.  ^ day 

14th  Oct.  ’57 

Watchman 

7/.  5s.  mo. 

21st  “ “ 

Conductor 

10s.  ^ dav 

21st  May  ’58 

Brakeman 

6s.  3d.  «' 

18th  Nov.  “ 

6s.  3d.  “ 

21st  May  “ 

6s.  3d.  “ 

2d  June  “ 

Form.  L Driv. 

6 

S 

£ 

o 

<N 

6th  Oct.  ’56 

Driver 

1 0s.  ^ day 

14th  June’58 

Fireman, 

6s.  3d.  “ 

20th  May  ’57 
2d  J uly  ’58 

44 

6s.  3d.  « 

Carpenter  & 
Car  repairer 

7s.  6d.  “ 

1st  Sep.  ’57 

Black  Smith 

8s.  “ 

1st  June  ’58 

W atchman 

7/.  5s.  mo. 

11th  Dec.  ’57 

44 

11.  5s.  “ 

9th  Oct.  ’58 

Helper,  &c. 

3s.  6d.  ^ day 

19th  Apl. ’58 

Blacksmith 

7s.  6d.  “ 

17th  Dec. ’57 

“ 

8s.  6d.  “ 

29th  Mar.  ’58 

Trackm  aster 

17s  6d.  “ 

1st  Apl.  ’58 

Sec’n  Formn. 

6s.  6d.  “ 

4 4 44  at 

Trackmen 

4s.  6d.  “ 

“ « « 

Left,  Released,  or 


Dis.  1st  Jan.  ’59 
26th  Dec.  ’58 

23d  “ “ 

Dis.  1st  Jan.  ’59 


Dis.  1st  Jan.  ’59 
“ 26th  Dec.  ’58 


22d  “ 

2d  June 
12  th  “ 


“ 22d  Sep.  ’58 

“ 23d  Dec.  “ 
“ 28th  May  “ 
“ 16th  Apl.  “ 
“ 13th  Nov.  “ 
“ 26th  Dec.  “ 

u 44  u u 


Note  1.  Wiliiam  King  was  Station  Master  at  Kennebecasis  from  20th  July  to 
30th  Oct.,  1858. 

2.  John  Doherty  was  Brake-man  on  Passenger  Train  from  5th  June  to  1st  Nov., 
1858,  and  Car  Cleaner  from  that  time  until  10th  February,  1859. 

3.  James  H.  Bartlett  was  Conductor  on  the  Shediac  and  Moncton  Division 
from  24th  Oct.,  1857,  to  1st  Jany.,  1858,  and  from  13th  April  to  21st  May,  1858, 
and  Station  Master  at  Kennebecasis  from  22nd  May  to  20th  July,  1858. 

4.  Henry  A.  Whitney  was  driver  of  the  “ Sampson  ” on  the  Shediac  and 
Moncton  Division  from  1st  July  to  15th  Dec.,  1857,  and  again  from  19th  April 
to  10th  June,  1858. 

5.  Joseph  Moore  was  previously  Switchman  at  St.  John  22  day^. 

6.  J.  McGinlay  is  now  assisting  to  Repair  Engines. 

7.  James  Barton  was  Driver  of  “ St.John  ” from  5th  April  to  7th  Oct.,  1858. 

8.  John  F.  Patterson  was  Fireman  on  this  Engine  from  3rd  July  to  21st  Oct.» 
1858. 
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9.  David  F.  Nichols  was  Brakeman  on  the  Passenger  Train  on  the  Shediae 
and  Moncton  Division  from  21st  Oct.,  1857,  to  1st  January,  1858,  Fireman  on 
the  “ Sampson  ” from  that  time  until  19th  April,  1858,  and  Brakeman  again  until 
8th  June  last,  and  subsequent^  Fireman  on  the  “Sampson”  until  2nd  July, 
when  he  left. 

10.  Robert  M.  Stevens  was  Fireman  on  the  Passenger  Train  from  11th  Jan., 
1857,  to  9th  June,  1858,  and  Driver  on  the  Night  Engine  on  Section  5 from  1st 
July  to  7th  Oct.,  1858. 

11.  Chas.  Moore  was  superseded  by  J.  F.  Patterson  21st  Oct.,  1858. 

12.  John  Stewart  was  superseded  by  J.  F.  Patterson  3rd  July,  1858. 

13.  Nelson  Cannon  was  not  employed  from  1st  Jan.  to  19th  April,  1858,  and 
since  26th  Dec.,  1858,  has  been  employed  sawing  wood  at  Shediae,  (a>  4s.  6d.  per 
day. 

14  and  15.  James  Connell  and  Christopher  Gavnor  were  not  employed  from  1st 
Jan.  to  19th  April,  1858  by  the  day,  and  since  26th  Dec.  last  have  been  employed 
sawing  wood  at  Moncton  per  cord. 

16.  Wm.  B.  Deacon  was  Brakeman  on  Passenger  Train  from  26th  April  to  21st 
May,  1858. 

17.  Z.  Lord’s  wages  was  £15  per  month  until  Jan.,  1858. 

18.  Allan  Rand  was  Fireman  (a)  6s.  3d.  per  day  from  26th  Aug.,  1857,  to  14th 
June,  1858,  and  since  that  time  at  the  same  rate,  when  his  services  as  Driver 
were  not  needed.  His  wages  during  the  winter  is  6s.  3d  per  day. 

19.  George  Smith  was  Watchman  8 days  and  Brakeman  32  ^ days,  since 
appointed  Fireman. 

20.  Jolpi  Clark,  Jr.  was  Brakeman  on  the  Passenger  Train  from  1st  June  to 
9th  Oct.,  1858. 

21.  The  Trackmaster  asked  to  be  released  on  the  3 2th  Nov.,  since  which  time 
no  person  in  that  capacity  has  been  employed. 

22.  Eight  Trackmen  were  discharged  23d  Nov.,  from  which  time  the  four  Sec- 
tion Foremen  received  6d.per  day  each,  additional,  until  discharged  with  the  four 
remaining  Trackmen,  on  the  26th  Dec.,  1858. 

23.  O.  S.  Smith  was  respectively  Driver  of  the  “ St.  John,”  “ Peticodiac,”  and 
“ Anagance,”  since  the  date  of  appointment  here  given. 

A.  Samuel  McKean  since  1st  Dec.  1858,  has  been  also  engaged  inspecting 
Locomotives  and  Cars,  now  in  course  of  construction,  and  inspecting  Cordwood, 
received  per  Contracts. 

B.  “ Anagance,”  is  the  present  Passenger  Engine  on  the  St.  John  Division. 

C.  “ Peticoaiac  ” was  the  Passenger  Engine  until  the  present  Driver  took 
charge  of  her,  since  which  time  she  has  been  for  the  most  part  Ballasting. 

D.  “ Loostauk  ” since  put  upon  the  line  has  for  the  greatest  proportion  of  the 
time  been  Ballasting. 

E.  “ Kennebecasis ” has  been  the  Construction  Engine  on  Section  5,  Walker 
& Co. 

F.  “St.  John”  has  been  a Construction  Engine  since  Dec.,  1857,  at  first  on 
Section  2,  and  since  July,  1858,  on  Section  5. 
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No.  9. — “ Statement  shewing  the  gross  receipts  on  the  foregoing  two  divisions  of 
the  Railway,  severally,  distinguishing  between  amounts  received  for  freight  and 
for  passengers;  what  amounts,  if  any  were  received  by  Conductors  or  collectors 
of  passage  money  or  freight,  and  not  paid  over;  the  names  of  such  Conductors, 
and  what  steps  were  taken  by  the  Commissioners  to  recover  or  secure  the  pub- 
lic monies  when  such  defaults,  if  any,  were  discovered.” 

Statement  shewing  the  Receipts  as  above  will  he  found  at 
pages  108,  111,  and  122  of  the  Report. 

In  July  last  suspicion  arose  that  one  of  the  Conductors 
was  in  the  habit  of  retaining- small  portions  of  the  money  he 
collected  between  Stations,  and  means  were  at  once  taken  to 
ascertain  the  facts.  Special  Reports  of  the  whole  circum- 
stances were  made  to  the  Government  dated  12th  and  22nd 
July,  and  an  order  was  received  for  his  dismissal.  On 
enquiry  the  Commissioners  have  not  been, able  to  ascertain 
that  on  any  Railway  any  plan  has  been  found  out  by  which 
an  efficient  check  is  obtained  over  Conductors  for  monies 
collected  between  Ticket  Stations. 


No.  10. — ■“  Statement  of  all  Contracts  entered  into  between  the  1st  February,  1858, 
and  the  1st  February,  1859,  for  the  construction  or  delivery  of  Locomotive  En- 
gines, Snow  Ploughs,  Passenger  Cars,  Baggage  and  Second  Class  Oars,  Plat- 
form and  Box  Freight  Cars,  and  Hand  Cars,  with  the  names  of  Contractors  for 
each  description  of  work,  and  copies  of  the  Contracts,  with  a distinct  statement 
whether  such  Contracts,  and  if  any,  which  of  them  were  made  by  private  bar- 
gain, and  which  were  publicly  advertised  for  and  taken  by  tender;  and  in  the 
latter  case,  copies  of  the  advertisements  calling  for  tenders,  and  copies  of  speci- 
fications and  of  tenders  received,  and  a distinct  statement,  when,  where,  and 
how  long  such  advertisements  were  published.” 

Nature  of  Work. 

5 Platform  Cars  and  2 second  Class 

Passenger  Cars,  - 
4 First  Class  Passenger  Cars, 

2 Second  Class  Passenger  Cars, 

80  Platform  Cars, > 

6 Box  Cars, 

4 Horse  Cars,  [ 

6 Cattle  Cars, 

1 Snow  Plough, 

1 Hand  Car,  - - - 

2 Locomotives,  - 


Names  of  Contractors. 

J.  Hughes, 

J.  E.  Sayre, 

Charles  Kevins, 

F.  James, 

E.  James, 

Fleming  & Humbert. 


Copies  of  Contracts  for  above,  also  copies  of  advertisements, 
copies  of  Specifications  and  of  Tenders,  with  a statement 


25 


shewing  when,  where  and  how  long  such  advertisements 
were  published,  accompany  this  Report. 

The  first  four  of  the  above  Contracts  were  publicly  adver- 
tised for  and  taken  by  tender. 

The  Hand  Car  was  made  by  F.  James  by  private  bargain 
at  IT.  S.  price. 

The  Locomotives  were  contracted  for  by  private  bargain  at 
IT.  S.  prices  without  duty. 

No.  “11. — Statement  showing  the  total  cost  of  the  Station  ground  and  buildings 
at  the  Nine  Mile  Station,  with  copies  of  the  contracts  for  the  same,  with  the 
cost  of  the  roads  made  by  the  Commissioners  leading  thereto,  the  quantity  of 
land  taken  for  such  Road  and  the  Station,  the  price  paid  for  the  same,  and  to 
whom,  the  cost  of  fencing  per  rod,  and  number  of  rods  fenced  on  such  roads 
and  in  rear  of  such  Station,  and  to  whom  paid  ; the  costs  of  alterations  and 
repairs  or  extra  work,  if  any,  put  upon  the  said  station  buildings  since  the  same 
were  handed  over  by  the  Contractor,  and  a Report  from  the  Chief  Engineer 
clearly  shewing  the  present  state  of  such  buildings.” 


The  Contract  for  Passenger  Stations  was  taken  by  Alfred 

Harris  3d  October,  1857,  amounting  to £515  5 0 

For  Tank-house  and  Woodshed  to  Alfred  Harris  April  3,  1858,  amt’g  476  16  5 


AMOUNTS  PAID. 

Alfred  Harris  as  per  Contract  for  Passenger  Station,  Woodshed 

and  Tank  house, 992  1 5 

do.  do.  for  Extra  Work, 263  18  8 

Extra  work  on  do.  since  taken  off  Contractors  hands, 25  9 10 

John  Brookfield  for  making  roads  &c.., 309  19  0 

LeBaron  Drury,  for  Fencing, 82  10  0 

J.  Scribner,  for  Land, 25  0 0 

LeBaron  Drury,  for  Land, 80  9 4 


£1779  8 3 


ITEMS  IN  DETAIL  OF  ABOVE  STATEMENT. 


Alfred  Harris,  Contract  for  Stations, 

“ Extra  work  on  ditto,.  ...... 

“ do.  since  taken  off  Con- 

tractors hands,  .... 

“ Contract  for  Woodshed  and 

Tank  House, 

“ Extra  work  on  do 

John  Brookfield,  making  Roads, 

2047  C.  Vds.  Earth  Excavated  (a)  Is.  5d 
44  “ “ Rock  Excavated,  (a)  6s. 

92  “ “ Masonry, (a)  33s. 

LeBaron  Drury,  165  Rods  Fencing,  . (a)  10s. 

do.  1.09  Acres  Land 

J.  Scribner,  1.49  Acres  do 


£515 

130 


25  9 10 


476 

16 

5 

133 

13 

9 

144 

19 

0 

13 

4 

0 

151 

16 

0 

80 

9 

4 

25 

0 

0 

£670  19  9 

610  10  2 

309  19  0 

82  10  0 

105  9 4 


£1779  8 3 
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The  Extra  work  upon  the  Station  Buildings,  Woodshed 
and  Tank  House  consists  of  all  Works  executed  in  addition 
to  that  specified  in  the  designs  including  extras  performed  in 
fitting  up  Ticket  Office,  Magistrates  Office  and  finishing  the 
Building  for  other  accommodation. 

The  Hoads  were  made  by  J.  Brookfield  during  the  time 
he  was  executing  Section  Ho.  4,  and  under  his  Contract. 

The  present  state  of  the  Station  house  is  not  very  satisfac- 
tory. The  house  has  sunk  a little  in  the  centre  from  not 
having  been  properly  underpinned,  the  verandah  leaks,  and 
the  chimney  had  to  be  supported.  When  the  proper  season 
arrives  a small  outlay  will  remedy  these  evils. 

No.  12. — Si  Copies  of  the  Contracts  for  constructing  sections  5,  6,  and  7 ; the  date 
of  letting  the  same,  and  a report  from  the  Chief  Engineer  as  to  when  the  same 
will  he  completed  ; also,  a statement  of  expences  incurred  for  extra  work  on 
said  three  sections,  5,  6,  and  7,  arising  from  the  contemplated  opening  of  the 
Railway  from  Si.  John  to  Hampton  on  the  1st  January,  1859.” 

Copies  of  these  Contracts  accompany  this  Report. 

Sections  5 and  6 were  let  30th  June,  1857.  Section  7 15th 
December,  1857.  A Report  from  the  Chief  Engineer  as  to 
the  time  when  the  same  will  probably  be  completed  will  be 
found  at  Rage  42  of  the  general  Report. 

The  following  letters  will  show  the  agreements  made  as  to 
the  expense  that  would  have  been  incurred  if  the  line  had 
been  open  to  Hampton  on  1st  January,  1859. 

Gentlemen,  Not'.  16,  1858. 

We  beg  to  state  that  for  opening  the  Road  to  Groom’s 
Cove,  we  shall  claim  no  extra  payment  beyond  the  actual 
work  done  previous  to  opening,  and  shall  make  no  extra 
charge  for  any  hindrance  from  running  the  trains. 


Sir, — I am  willing  to  open  the  Railway  from  commence- 
ment of  Section  Ho.  7,  Hampton  district  to  the  Depot  now 
being  erected  opposite  Hampton  Village  for  what  it  will  cost 
me  extra  to  contract  price,  not  to  exceed  ^500 — by  the  1st 


We  are  Gentlemen 


Commissioners  of  Railways , 

R.  Jardine,  Esq., 


To  the 


} 


Your  ob’dt.  servants, 

Walker  & Co. 

St.  John,  1 6th  Nov.  1858. 


I am  Sir, 

your  obd’t.  servant, 

John  Blackie. 
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The  only  extra  work  done  under  the  above  agreements 
was  some  u gulleting,”  tracklaying,  and  the  purchase  of  tim- 
ber for  temporary  bridges,  most  of  which  will  be  otherwise 
available.  The  expense  has  not  yet  been  ascertained. 

As  Section  7 from  Groom’s  Cove  to  Hampton  was  not 
required  by  Contract  to  be  completed  before  1st  Nov.,  1859, 
the  same  extra  expense  would  have  been  needed  to  open  it  on 
1st  June  as  on  1st  January. 


No.  13. — “ A statement  of  the  amount  claimed  by  the  Contractors  over  and  above 
their  Contracts  for  extra  work  on  Sections  5,  6,  and  7,  (irrespective  of  the  par- 
ticular extra  work  arising  out  of  the  contemplated  opening  on  the  1st  January, 
1859)  ; the  sums  paid  or  agreed  to  be  allowed  to  the  Contractors  in  settlement 
of  such  claims,  and  the  Chief  Engineer’s  reasons  why,  after  making  Contracts 
for  the  construction  of  said  Sections,  such  additional  amounts  should  become 
chargeable  to  the  cost  of  constructing  them,  and  why  those  Sections  were  not 
completed  at  the  time  specified  in  the  Contracts.” 

Sections  5 and  6,  and  Hammond  River  Bridge  have  been 
the  source  of  more  anxiety  and  difficulty  to  the  Commission- 
ers than  any  other  portion  of  the  works  under  their  charge. 

It  will  be  observed  from  the  introduction  to  this  Report 
that  these  works  were  let  in  June,  1857,  and  with  the  excep- 
tion of  the  changed  route  from  Gondola  Point  to  Lakefield, 
on  a merely  preliminary  survey,  that  the  site  of  Hammond 
Biver  Bridge  had  not  been  surveyed  or  decided  on,  and  that 
the  Contracts  had  not  been  signed. 

The  difficulties  with  regard  to  Sections  5 and  6,  were  the 
first  things  the  Commissioners  had  to  encounter  as  will  be 
seen  by  the  following  letters. 

Gentlemen,  (Copy.)  Saint  John , July  7,  1857. 

As  you  informed  us  that  in  case  of  the  adoption  of  the 
Lakefield  route,  our  tenders  for  Sections  5 and  6 would  be 
accepted,  and  the  Government  having  now  decided  on  adop- 
ting that  line,  we  beg  to  intimate  that  we  are  prepared  to  com- 
plete our  contract. 

W e also  beg  to  state  that  we  are  prepared  at  once  to  com- 
mence the  works,  that  the  delay  that  has  already  occurred 
has  been  a serious  injury,  and  that  any  further  postponement 
would  be  highly  detrimental  both  to  us,  and  to  the  prospect 
of  an  early  completion  of  the  works. 

We  are,  gentlemen, 

Your  ob’dt.  servants, 

To  the  Chairman  and  \ Walker  & Co. 

Commissioners  of  Railways,  j 
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Gentlemen,  * St.  John,  Aug.  2d.,  1857. 

As  it  was  stipulated  in  the  Specification  for  Section  ISTo.  5 
that  you  should  furnish  an  Engine  and  40  four-yard  bal- 
last cars,  and  as  we  are  informed  that  the  Engine  cannot  be 
here  before  the  15th  of  September,  and  that  the  Cars  are  not 
even  ordered,  it  would  be  impossible  (such  being  the  case)  to 
complete  the  work  in  the  time  specified. 

There  are  a large  number  of  2 yard  wagons  idle  at  Monc- 
ton, and  if  you  really  wish  our  Contract  fulfilled,  and  are  not 
prepared  to  furnish  the  four  yard  ears,  we  might  manage  to 
use  them  for  a time,  taking  two  as  equal  to  one  ballast  car, 
though  they  are  in  every  respect  greatly  inferior. 

The  Shediac  line  is  to  be  opened  on  the  10th  instant,  and 
our  estimate  for  July  will  be  in  your  hands  before  this  time. 
We  would  request  the  payment  of  the  15  per  cent  retained 
previous  to  the  opening.  This  would  still  leave  in  your  hands 
the  work  done  since  estimate  and  the  still  unsettled  claim  for 
the  Coffer  Dam.  We  are,  Gentlemen, 

Your  ob’dt.  servants, 

To  the  Chairman  of  \ Walker  & Co. 

Commissioners  of  Railways,  j 

There  is  no  record  in  the  Commissioners  books  of  the 
receipt  of  this  letter  or  of  any  order  made  upon  it. 

Gentlemen,  Saint  John,  Aug.  25,  1857. 

In  signing  our  Contracts  for  Sections  5 and  6,  we  would 
draw  your  attention  to  the  fact  that  the  plant  which  was  to 
have  been  furnished  to  carry  out  these  works  is  not  yet  deliv- 
ered, and  that  we  have  thus  lost  the  best  portion  of  this  year. 
As  there  is  no  prospect  of  our  receiving  the  wagons  &e.  for 
some  time  to  come,  it  will  be  almost  if  not  altogether  impos- 
sible to  complete  within  the  time  specified.  On  our  part  we 
shall  use  every  endeavour  to  deliver  the  works  complete  by 
November  next  year,  but  we  fear  that  even  if  we  are  able  to 
finish  the  track  sufficiently  for  traffic,  it  will  still  be  defi- 
cient in  many  minor  particulars. 

We  are,  gentlemen, 

Yours  ob’dt.  servants, 

To  the  \ Walker*  & Co. 

Commissioners  of  Railways,  f 

As  the  characteristics  of  these  Sections  and  the  non-fulfill- 
ment on  the  part  of  the  Commissioners  of  an  agreement  made 
by  their  predecessors  to  furnish  rolling  stock  for  the  prosecu- 
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tion  of  the  work,  have  been  explained  at  length  in  the  Chief 
Engineers  Report,  page  36,  the  Commissioners  need  only 
now  refer  to  it. 

The  peculiar  features  of  the  work  to  he  done  on  these  two 
Sections,  required  that  a particular  order  should  he  observed, 
any  interference  with  which  would  occasion  delay  and 
damage. 

This  interference  unfortunately  took  place  and  the  Com- 
missioners were  forced  to  meet  the  claims  for  damages  aris- 
ing from  this  and  to  dispose  of  them  to  the  best  of  their  judg- 
ment. 

The  revision  of  the  location  which  was  rendered  necessary 
in  consequence  of  only  a preliminary  survey  having  been 
made  before  the  work  was  let,  and  the  consequent  changes 
in  alignment,  grade,  and  structure,  gave  rise  to  many  claims 
for  damages  and  extras,  which  had  to  be  considered  and  in 
some  cases  allowed. 

In  addition  to  this  a claim  was  made  and  had  to  be  allowed, 
in  consequence  of  the  wagons  furnished  proving,  as  they 
were  first  constructed,  having  been  made  on  a pattern  for 
ballast  wagons,  quite  unfit  for  the  heavy  material  on  Section  5. 

As  the  chief  hindrances  to  the  successful  prosecution  of 
this  work  were  fairly  traceable  to  non-fulfillment  of  Contract 
on  the  part  of  the  Commissioners,  they  would  not  have  been 
justified  in  taking  the  work  from  the  Contractors,  and  as  the 
Contracts  had  been  taken  at  a price  so  low  as  to  admit  of  the 
work  being  prosecuted  successfully  only  under  the  most 
favorable  circumstances,  the  Commissioners  had  no  choice 
but  to  meet  the  difficulties  and  make  such  allowances  as 
would  adequately  represent  the  damages  sustained. 

In  arranging  these  claims  the  Commissioners  obtained 
much  assistance  from  Yvr m.  Parker,  Esq.,  the  Consulting 
Engineer  employed  by  the  Government  to  advise  with  them 
in  such  matters,  and  the  Government  also,  as  you  are  aware 
Sir,  was  consulted  at  every  step  taken,  and  on  one  occasion 
a Committee  of  the  Government  was  occupied  nearly  a week 
in  investigating  the  merits  of  the  case. 

The  following  is  the  Engineers  Report : 

The  sums  claimed  by  the  Messrs.  Walker  & Co.  above  the 
amount  of  their  Contract  for  Sections  5 and  6 consist  of  the 
following  items,  viz  ; 
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1st.  Damages  arising  from  tlie  late  delivery  of  the  Loco- 
motive Engine  and  Cars,  as  well  as  the  inadequacy  of  the 
latter  up  to  Eov.  15th  was,  - ^3586  9 5 

2nd.  Extras  on  Section  5,  - - - - 3275  6 7 

3rd.  do.  on  Section  6,  1127  4 3 

Total  amount  Damages  and  Extras,  - - iuJ89  0 8 

Sums  actually  allowed  on  above,  - - 7402  10  10 


The  reasons  why  these  sums  have  become  chargeable  to 
these  Sections,  has  been  already  explained  in  the  General 
Deport  upon  this  Division,  to  which  I refer  and  may  be  recapit- 
ulated as  follows, 

Firstly,  the  late  delivery  of  the  Engine  and  Cars  as  stated 
on  page  36  of  the  Deport. 

Secondly,  and  more  especially  to  an  insufficiency  of  the 
Engineering  staff  at  the  time  these  works  were  let, "to  com- 
plete the  surveys  in  a sufficiently  elaborate  manner  for  Con- 
tracts let  on  “ gross”  or  “ bulk  sums;”  though  amply  sufficient 
if  they  had  been  let  (as  they  had  hitherto  been)  upon  a Sche- 
dule of  fixed  prices  ; which  latter  is  the  mode  universal  ly 
adopted  and  admitted  to  be  the  best  and  simplest  manner  of 
letting  similar  works  in  the  United  States  of  America. 

This  may  be  partly  accounted  for  by  the  fact  that  no 
Engineering  work  of  any  great  magnitude  was  ever  completed, 
wherein  the  quantities  of  final  estimate  have  corresponded 
with  those  mentioned  at  the  time  of  letting  ; still  to  enable 
Commissioners  or  Directors  to  ascertain  more  easily  the  com- 
parative amounts  of  tenders  a “bulk  sum”  is  generally 
assumed. 

This  latter  mode  was  that,  which  even  almost  up  to  the 
time  of  letting,  there  was  every  reason  to  expect  would  have 
been  the  one  adopted. 

The  survey  was  mainly  deficient  in  information  with  refer- 
ence to  the  Bridge  Work,  the  individual  sites  of  the  Bridges 
had  not  been  particularly  surveyed,  so  that  plans  could  be 
exactly  adapted  to  them;  moreover  there  was  not  a sufficient 
staff  of  draughtsmen  to  prepare  these  plans  in  sufficient  detail 
for  a Contract  of  this  kind,  and  as  a natural  consequence 
changes  to  a certain  extent  had  to  be  made  on  almost  every 
one  of  these  structures.  As  an  instance  of  this  it  may  be 
stated  that  four  of  the  minor  Bridges  were  let  upon  one  draw- 
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ing,  that  happened  to  be  something  like  what  was  required, 
and  this  had  been  prepared  for  an  entirely  different  Section. 
For  further  information  on  this  subj  ect  vide  Report — -page  38. 

It  may  not  be  out  of  place  to  observe  here  that  a competent 
draughtsman  must  be  a person  specially  qualified  for  the 
vocation,  and  the  services  of  such  persons  are,  from  the  nature 
of  their  position,  very  difficult  to  be  obtained  at  short  notice  ; 
as  an  instance  it  may  be  observed  that  after  permission  had 
been  obtained  from  the  present  Commissioners  to  get  such  a 
person,  a correspondence  was  maintained  for  several  months 
with  Charles  Beard,  Esq  , late  draughtsman  of  the  Great 
Western  Railway  of  Canada,  who  did  not  accept  the  offered 
situation  until  seven  months  after  the  date  of  the  letting  above 
referred  to. 

By  the  terms  of  the  Contract  any  addition  to  the  original 
drawings  became  an  extra  to  be  paid  for  upon  the  Schedule 
of  fixed  prices.  It  may  be  asked  “why  was  not  more  time 
given  to  perfect  the  surveys  and  prepare  these  plans?”  The 
answer  is,  that  the  works  had  been  advertised  before  it  was 
known  that  the  system  of  letting  that  had  previously  been 
adopted  would  be  altered,  and  as  Contractors  from  a distance 
were  daily  arriving,  the  letting  could  not  be  deferred  for  a 
sufficient  length  of  time  to  be  of  any  service  without  giving 
much  dissatisfaction  to  these  parties. 

While  referring  to  extras,  as  much  misapprehension  appears 
to  exist,  it  may  be  as  well  to  observe  that  if  correct  informa- 
tion with  regard  to  quantities  had  been  obtained  at  the  time 
of  letting  ; the  whole  cost  of  the  works  would  not  have  been 
any  less  than  the  amount  now  charged,  including  extras. 

Assuming  that  these  Bridges  when  completed  will  be  just 
what  they  should  be — the  extra  quantities  estimated  accord- 
ing to  the  Schedule  of  prices  on  which  the  Contractors’  tender 
is  based — and  that  there  has  been  no  misappropriation  of 
labour  or  material  after  commencement  of  construction,  it 
will  be  evident  that  any  addition  made  subsequent  to  entry 
into  Contract  will  appear  in  the  form  of  extra  quantities,  and 
will  be  paid  for  according  to  Schedule. 

As  an  example  let  us  assume  one  of  the  above  Bridges  as 
a case  in  point. 

The  original  estimate  of  this  Bridge  amounted  to  280  cubic 
yards  of  Masonry,  the  Contractors’  bulk  sum  of  tender  based 
on  this  quantity  was  £450 ; the  increased  quantities  rendered 
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imperatively  necessary  amounted  to  560  cubic  yards,  and  the 
price  consequently  paid  in  accordauce  with  Schedule  of  prices 
£900,  or  half  Contract  and  half  extra. 

How  from  this  it  must  be  evident  that,  as  the  quantity 
actually  required  was  always  the  same,  there  can  be  no  more 
increased  cost  of  work  than  if  the  total  amount  of  material 
had  been  entered  in  tender  at  first  and  carried  out  in  accord- 
ance with  the  ruling  price ; in  this  case  the  amount  would 
still  have  been  £900. 

With  regard  to  the  causes  “ why  these  Sections  were  not 
completed  at  the  time  specified  in  the  Contracts”  will  partly 
appear  from  what  has  been  already  stated,  and  are  attributable 
as  follows,  viz. : 

The  want  of  the  aforesaid  Engine  and  Cars,  as  well  as  to 
the  fact  that  these  Contracts  were  taken  beneath  their  value 
(the  Contractors’  bulk  sum  being  some  £11,000  below  the 
Engineer’s  estimate)  which  system  of  undervaluation  when- 
ever adopted  will  generally  be  found  a serious  cause  of  loss 
and  detention,  precluding  the  possibility  of  working  at  any 
time  save  the  most  favorable  periods  of  the  year. 

2STo.  14. — “ Statement  shewing  the  names  of  the  Contractors  for  building  the 
Railway  Bridge  across  Hammond  River,  the  total  amount  of  such  Contracts, 
the  sums  paid  on  account  of  Contract  or  extra  work  up  to  1st  of  January,  1859, 
with  a Report  from  the  Chief  Engineer  whether  there  were  any  and  what  depar- 
tures from  the  original  plan  of  construction  after  the  Contracts  were  made  ; 
what  additional  sums  were  demanded  by  the  Contractors  in  consequence  of  such 
departures  or  alterations,  what  sums  have  been  allowed  ; the  reasons  why  the 
Bridge  was  not  completed  at  the  time  specified  in  the  Contract,  and  what  will 
be  its  entire  cost  when  completed,  and  when  it  will  be  completed.” 

The  remarks  made  as  to  Sections  5 and  6 apply  to  a con- 
siderable extent  to  Hammond  River  Bridge. 

As  three  fourths  of  the  value  of  this  work  (exclusive  of  the 
iron  •superstructure)  was  under  the  level  of  the  surface  of  the 
ground,  it  followed  that  the  nature  of  the  foundations  and  the 
cost  would  depend  in  a great  degree  upon  the  site  chosen. 

It  has  been  shown  that  when  the  Contract  was  made  the 
site  was  not  determined,  and  that  therefore  the  description 
and  quantity  of  work  must  have  been  to  a considerable  extent 
assumed. 

It  will  be  seen  by  the  Chief  Engineer’s  Report  that  the 
cost  will  exceed  the  estimate,  and  that  considerable  additional 
work  will  have  to  be  paid  for. 
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The  attention  of  Mr.  Parker  was  called  especially  to  this 
matter,  and  all  the  steps  taken  and  extras  allowed,  were  in 
accordance  with  his  advice. 

The  Chief  Engineer  reports  : 

“ In  reply  to  the  above  questions  it  may  he  stated, 

That  the  names  of  the  Contractors  are  0.  Small,  and  H. 
B.  Crosby. 

That  the  total  amount  of  Contract  for  Foundations  and 
Masonry,  but  not  including  the  Iron  Superstructure 
is,  ------  <£11,950  0 0 

That  the  sums  paid  on  Contract  and  extra  Bills  are, 

£10,789  10  4 

[A  portion  of  the  sum  paid  Messrs.  Small  & Crosby  being  £513  18s.  8d.  was 
not  on  account  of  Work  relating  to  the  Bridge  Contract,  but  for  Material  deposi- 
ted in  Embankment,  and  consequently  chargeable  as  such.] 

That  by  reference  to  the  Report  of  1859,  page  40,  it  will  be 
perceived  that  the  alterations  together  with  the  reasons 
which  caused  their  adoption  are  there  enumerated  and 
are, 

Firstly , An  additional  height  of  3 feet  to  level  of  Kail, 
deemed  expedient  after  more  reliable  information  had  been 
procured  as  to  the  extreme  height  of  freshets. 

Secondly , An  increased  length  of  Piles  used  in  the  Founda- 
tions. 

In  relation  to  the  latter  it  may  be  as  well  to  remark  that 
this  addition  to  length,  and  not  to  number  of  Piles  or  to  the 
plan  of  foundation  is  incidental  to  any  such  structure,  even  if 
let  in  quantities  estimated  on  the  basis  of  minute  surveys,  it 
being  practically  impossible  to  ascertain  (prior  to  execution 
of  Works)  to  what  depth  piles  should  be  driven  to  secure 
proper  stability,  as  a still  further  exemplification  of  this  fact 
it  may  be  stated  that  no  general  uniform  length  of  Piles  can 
be  adopted  even  in  the  same  foundations,  the  lengths  vary- 
ing materially,  as  was  the  case  in  this  instance. 

That  the  sum  allowed  to  the  Contractors  on  Extra  Bills 
was, £1375  7 4 

That  an  answer  to  the  question,  “ Why  the  Contract  was  not 
completed  in  the  time  specified”  will  be  found  in  Report, 
page  39. 

That  the  entire  cost  of  Bridge  will  be, 

c3. 


£20,882  0 0 
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This  includes  the  purchase  and  erection  of  the  best  Fair- 
bairn’s  Iron  Girders  and  Superstructure. 

That  the  time  when  the  Bridge  will  be  completed  will  be 
found  in  [Report  (Page  42.) 

No.  15.-*-“  Statement  shewing  the  names  of  the  Contractors  for  Sections  7,  8, 
9,  10,  11,  12,  13,  14,  15  and  16  ; the  date  of  entering  into  such  Contracts,  the 
times  severally  specified  for  their  completion,  the  total  amount  payable  under 
each  Contract,  as  per  tender  ; and  the  amounts  severally  paid  on  account  up 
to  1st  January,  1859,  and  a statement  of  extra  work,  if  any,  claimed  or  allowed 
on  any  of  these  Sections.’7 

The  information  required  in  the  above  article  will  be  found 
in  table  A,  FTo.  9,  Engineer’s  Report,  except  the  time  speci- 
fied for  completion,  which  is  as  follows  : 

Section  7, ) 

“ 8,  VHov.  1,  1859. 

“ 9.  J 

And  Sections  10  to  16,  June  1,  1860. 

The  following  is  a statement  of  extra  work  allowed  and 
paid  on  these  Sections  up  to  1st  January,  1859. 


Sec. 

7. — Extra  bill  for  Feb., 

£5 

7 

6 

“ “ “ Hay, 

11 

19 

3 

u u u JSf0V>? 

5 

0 

0 

“ “ “ Dec.. 

- 404 

14 

6 

£427 

1 

3 

Sec. 

8. — Extra  bill,  - 

£4 

10 

0 

Sec. 

9. — . — Extra  bill, 

- <£71 

2 

9 

On  Sections  10,  11,  12,  18,  14,  15,  and  16  no  extras  ivere 
claimed  or  paid  up  to  1st  January,  1859. 

No.  16. — “ Statement  shewing  the  total  cost  of  the  land  for  the  Station  at  Hamp- 
ton, the  quantity,  the  sum  paid,  and  to  whom  ; the  total  costs  of  the  buildings 
at  such  station,  with  names  of  the  Contractors,  date  of  the  Contracts,  date 
when  to  be  completed,  the  amount  to  be  paid  on  completion,  and  the  amount 
paid  on  account  to  1st  January.  1859,  and  statement  of  extra  work,  if  any  claimed 
or  allowed.” 

TOTAL  COST  OF  LAND  FOR  STATION. 

Joseph  Sederquist,  3i  acres,  - £25  0 0 

C.  A.  Everett,  3J  acres,  - - - - 25  0 0 

0.  A.  Everett,  for  Road  and  Site  for  Freight 

House,  - - - - - - 25  00 


£15  0 0 
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J Yatureof  Buildings. 

Names  of  Con- 
tractors. 

Date  of 
Contct. 

When 

comp’ld 

Paid  on  1st 
Jan. 

Jlmount.  of 
Contract. 

Extra 

Work. 

Casseii ger  Sta.,  Wood- 
shed, & Tank  house, 

Johnston  & Blackie, 

1858. 
June  21, 

1st  Nov. 

£926  10  0 

£850  0 C 

£76  10  0 

Police  Barracks, 

Johnston  & Blackie, 

Sept.  3, 

3rd  Oct. 

165  0 0 

35  0 0 

Freight  House, 

Wm.  Anderson, 

1859. 
Feb.  5, 

1st  June 

325  10  0 

1340  10  0 

Total  amount  to  bo  paid  on  completion,  £1452  0 0 

The  above  extra  work  was  for  additional  Masonry  in  Foun- 
dation, and  for  cells  to  Police  Barracks. 

No.  17 — Statement  shewing  the  amount  paid  for  the  maintenance  of  way  between 
Shediac  and  Moncton,  the  sum  so  paid  according  to  Contract  or  otherwise,  and 
the  amount  for  extra  work,  repairs  or  construction  between  1st  January,  1858, 
and  1st  January,  1859. 

Amount  expended  under  Wm.  Stevens,  Track- 

Master,  for  Maintenance  of  way,  - - - - - £ 327  13  9 

Amount  paid  Walker  & Co,  for  Ballasting,  - - 1455  17  2 

Amount  paid  Fisher  for  Asphalting  Bridges, 235  19  4 

-Amount  expended  by  Wm.  Stevens,  Track  Master,  in  finishing 

construction,  - - - - - - - -1812  14 

£3831  11  7 


No.  18. — “ Statement  shewing  the  number  and  nature  of  accidents  to  individuals 
on  the  whole  line  of  Railway,  specifying  whether  the  parties  were  in  the  em- 
ploy of  the  Contractors  or  Commissioners,  and  whether  such  accidents  resulted 
in  loss  of  life  or  personal  injury,  or  from  the  defaults  of  the  parties  injured  or 
parties  connected  with  the  Railway,  and  whether,  if  any,  what  allowances  have 
been  made  to  individuals  for  injuries  or  losses  sustained.” 

The  Superintendent  reports  : “ I am  happy  to  say  that 
since  the  line  on  either  Division  has  been  opened  for  traffic, 
injury  to  'passengers  has  been  unknown,  and  in  other  respects 
small  indeed.  A detailed  statement  of  all  accidents  to  ser- 
vants of  the  Railway  or  persons  in  the  employment  of  the 
Contractors,  so  far  as  they  have  come  to  my  knowledge,  will, 
be  found  in  my  Report  of  1st  December  last.” 

The  only  allowance  made  to  individuals  for  injuries  or  los- 
ses sustained,  was  a sum  of  Ten  Pounds  paid  to  Rev.  G.  Scho- 
field on  18th  Jan.,  1858,  for  injuries  sustained  by  his  son  in 
consequence  of  a fence  falling  upon  him. 

With  regard  to  accidents  to  individuals  in  the  employ  of 
the  Contractors,  the  Commissioners  have  to  observe  that  from 
the  commencement  of  this  Railway  no  attempt  has  been 
made  to  regulate  or  inquire  into  the  construction  of  the  work 
as  between  the  Contractors  and  the  men  employed  by  them. 
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The  first  Contracts,  under  which  most  of  the  accidents  have 
happened,  drawn  up  under  the  supervision  of  the  then  Attor- 
ney General  of  the  Province,  contain  no  clause  providing  for 
such  interference  or  enquiry,  and  the  Commissioners  are  not 
advised  that  they  have  any  power  under  the  law  to  make 
such  inquiries.  The  only  stipulation  in  the  Contracts  as  to 
damages  is  as  follows  : 

“ The  blasting  of  all  rocks  during  the  progress  of  the  work 
shall  be  entirely  at  the  risk  of  the  Contractors,  and  all  damages 
occasioned  thereby,  or  any  injury  done  by  him  or  his  work- 
men to  the  crops,  fences,  buildings,  or  other  property  of  the 
adjoining  landowners  or  occupants,  in  any  way  whatever, 
shall  be  paid  for  by  him,  and  the  Government  saved  wholly 
harmless  therefrom.” 

It  appears  to  the  Commissioners  that  as  the  law  at  present 
stands  the  duty  of  protecting  the  subjects  and  bringing  to 
justice  those  who  cause  injury  to  them,  devolves  upon  Cor- 
oners, Grand  Juries  and  Local  Magistrates,  and  from  them 
no  doubt  the  desired  information  can  be  obtained. 

No.  19. — “Statement  shewing  the  number  and  nature  of  accidents  to  Engines,. 

Snow  Ploughs,  and  Cars,  on  the  two  Sections  of  Railway  in  operation  ; the 

times  and  causes  of  such  accidents,  and  the  amount  of  expenses  incurred  in  re- 
pairs, and  of  loss  sustained,  if  any,  by  actual  destruction.” 

ST.  JOHN  DIVISION. 

July  14,  1858,  A Freight  Car  injured  slightly  in  conse- 
quence of  the  Trackmen  putting  a Frog  therein  without 
informing  the  proper  parties  of  their  intention  to  do  so.  The 
Engine  starting  to  take  up  the  Train  while  this  was  being 
done,  caused  the  injury.  Expense  incurred,  25s. 

Sept.  14,  1858,  Engine  “Loostauk,”  with  the  Evening 
down  Train  broke  rocker  shaft  casting,  caused  by  a flaw  in 
the  iron.  No  expense  to  Railway. 

Oct.  16,  1858,  Coupling  Chains  of  Earth  wagons,  in  use  of 
John  Brookfield,  Contractor,  while  on  the  summit  of  the 
grade  at  Garden  Street,  broke,  causing  the  Cars  to  run  down 
the  incline  over  the  Mill  Pond  and  into  Mill  Street,  no  other 
damage  done  and  no  expense  to  Railway. 

Oct.  20,  1858,  a Platform  Car  loaded  with  lumber,  in  the 
use  of  John  Brookfield,  Contractor,  standing  on  the  Siding 
at  Appleby’s  wharf,  went  down  the  incline  and  over  the  end 
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of  the  temporary  wharf,  caused  by  the  break  chain  parting ; 
no  expense  to  Railway. 

Oct.  21,  1858,  Locomotive  “Loostauk,”  in  the  service  of 
John  Brookfield,  Contractor,  on  the  night  of  this  day  when 
going  after  his  men  ran  into  a Hand  Car  in  use  of  the  Track- 
men, breaking  the  same  ; expense  to  Railway  refitting 

<£17. 

Oct.  28,  1858,  First  Class  Car,  No.  4,  with  down  evening 
Train,  when  passing  the  Moose  Path  Station  came  into  con- 
tact with  a Wooden  Pump  placed  there  for  the  use  of  the  Bal- 
last Engines,  slightly  injuring  the  panel  of  the  Car.  This 
accident  was  caused  by  the  Contractor’s  Foreman,  who  was 
finishing  the  slopes  of  the  stream,  removing  the  scaffolding 
which  supported  the  pump,  and  neglecting  to  place  a shore 
in  such  a manner  as  to  allow  the  Engine  to  clear  it,  was  trip- 
ped, causing  the  pump  to  fall  against  the  Car  as  it  passed  ; 
expense  to  Railway  10s.  9d. 

Nov.  1,  1858,  Two  Cars  with  Train  of  the  Engine  “ Loos-^ 
tauk,”  in  the  service  of  John  Brookfield,  Contractor,  was 
thrown  from  the  track  near  Lawlor’s  Lake,  while  passing  up 
on  the  evening  of  this  day  to  the  Kennebecasis  Station  for 
the  labourers,  caused  by  running  into  a small  house  placed 
upon  the  track,  by  J oseph  Thompson  the  Foreman  of  the 
Section,  without  orders  ; expense  to  Railway  for  repairs  of 
same,  <£17  13s.  7d. 

Nov.  8,  1858,  Engine  “Anagance”  ran  truck  wheels  off 
track  at  Turn  Table,  Gilbert’s  Lane,  in  consequence  of  Con- 
tractor’s man  shifting  the  cog  or  stop  without  the  Track- 
master’s  knowledge  ; no  injury  done,  and  no  expense  to  Rail- 
way. 

Nov.  15,  1858,  First  Class  Car  No.  5,  with  the  up  morning 
train  was  found  to  be  on  fire  from  the  stove  pipe,  and  in  the 
endeavours  to  extinguish  the  same  rendered  the  Stove  useless  ; 
Cost  to  Railway  for  Stove,  - - - - <£350 

Repairs,  - - - 2 4 10 

£5  9 10 

SHEDIAC  AND  MONCTON  DIVISION. 

May,  18,  1858,  As  the  Ballast  Engine  “ Hercules’  was 
returning  from  Moncton  this  day,  the  Sparker  of  the  Bonnett 
was  blown  off  breaking  the  glass  of  the  Head  Light,  cause, 
wind  blowing  a gale  ; expense  in  repairing  say  15s. 
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June  29, 1858,  Two  steps  on  one  side  of  the  first  and  second 
class  cars  torn  off  on  the  passage  of  the  evening  train  from 
Moncton  this  day  near  Dorchester  Hoad*  Cause,  track  fore- 
man left  Hand  Car  too  near  the  line,  wuth  which  the  cars  in 
passing  came  into  contact,  causing  the  injury ; expense  to 
Railway  in  repairing,  say  20s. 

Sept.  13,  1858,  Engine  “Scadouc”  from  Point  du  Chene 
as  she  neared  the  Station  ran  into  a Box  Car  left  upon  the 
Main  Track,  causing  a slight  injury  to  the  same.  Expense 
to  Railway  probably  3s.  9d. 

Oct.  20,  1858,  Second  Class  Car  injured  slightly  by  coming 
into  contact  with  some  barrels  of  coals  left  improperly  near 
the  track  on  the  wharf  at  Point  du  Chene.  Expense  in 
repairing  about  2s.  6d. 

Oct.  23,  1858,  Battens  of  First  Class  Car  defaced  consider- 
ably at  Point  du  Chene,  by  coming  into  contact  wuth  the 
gangway  of  the  Platform  wdiich  had  been  left  down.  Expense 
probably  12s.  6d. 

No.  20. — “ An  Abstract  or  Schedule  shewing-  the  number  and  nature  of  all  Con- 
tracts entered  into  for  Railway  purposes  by  the  Commissioners,  or  by  their 
authority,  from  1st  January,  1858,  to  1st  January,  1859  ; such  Schedule  briefly 
to  give  the  following  information  : — 

The  nature  of  the  work  to  be  done  ; 

When  to  be  done  ; 

Date  of  Contract  and  amount ; 

Contractor’s  name  ; 

Sureties’  name  ; 

Date  of  advertising ; 

Date  of  letting ; 

Amount  specified  in  tender  (if  not  advertised  and  tendered  for,  so  to  be 
stated  ;) 

Time  specified  for  completion  ; 

Date  of  actual  completion  ; 

Total  amount  paid  on  each  Contract.” 

The  Abstract  required  accompanies  this  Report. 


No.  21. — ■“  Statement  shewing  the  names  and  position  of  each  person  employed 
upon  the  Engineering  Staff  of  the  Railway  works  on  the  1st  January,  and  1st 
June,  1858,  and  the  1st  January,  1859,  with  the  nature  of  each  person’s  duty, 
and  the  rate  of  salary  paid  to  each  at  the  respective  periods  named.” 

A Statement  giving  full  information  regarding  the  above,, 
accompanies  this  Report. 
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No.  22. — “ Statement  of  the  several  amounts  paid  to  the  Chief  Engineer  from 
the  date  of  his  appointment  to  1st  January,  1859,  distinguishing  between  sums 
paid  on  account  of  salary,  and  sums  allowed  for  travelling  and  extra  expenses. 


To  what  Date. 

Time  Employed. 

j Salary. 

Travelling 

Expenses. 

1st  April,  1857, 

10  Months  20  Days, 

£430  11  1 

£172  18  4 

14th  Aug.  “ 

4 “ 14  “ 

1 83  6 8 

17  0 0 

1st  Jan’ry.  1859, 

16  “ 17  “ 

1 583  6 8 

157  3 0 

£1097  4 5| 

£347  1 5 

Due  Mr.  Light  at  the  latter  date  on  Acct.  Salary,  £249  17  9 


No.  23. — “ Statement  shewing  the  date  and  terms  of  the  engagement  of  Mr.  Par- 
ker, the  Consulting  Engineer ; the  time  occupied  by  him  in  the  inspeciion  of 
the  works  in  this  Province,  and  the  several  amounts  paid  him  for  services  and 
expenses. 


To  what  Date. 

No.  of  Days  Employed. 

Salary  Paid. 

Expenses. 

1st  June,  1858, 

23  Days. 

£115  0 0 

£12  18  7 

30th  “ 

14  “ 

70  0 0 

10  16  3 

3rd  Sept.  u 

15  “ 

75  0 0 

4th  Oct.  « 

Probable  expenses,  two  latter  trips. 

11  “ 

55  0 0 

24  0 0 

£315  0 0 £47  14  10 


Mr.  Parker  has  been  paid  on  Acct.  of  the  above,  £350  0 0 

Paid  also  his  travelling  expenses  in  the  Province,  20  0 0 


No.  24. — “ Statement  shewing  the  names  of  the  several  Railway  Commissioners 
since  the  constitution  of  the  first  Board,  the  date  of  their  several  appointments, 
the  amounts  paid  to  each  severally  for  salary,  travelling  and  extra  expenses  ; 
also,  the  names,  dales  of  engagements,  nature  of  employment,  and  amount  of 
salary  of  each  and  every  person  now  employed  at  the  Railway  offices  in  St. 
John,  or  who  have  been  employed  in  the  said  office  since  the  1st  August,  1857.” 


Commissioners. 


Names. 

Date  of 
App’mt. 

Time  in 
Office. 

Paid  on  Acct. 
Salary. 

1 Extra. 

1 

Travelling- 

Expenses. 

1857 

W . H.  Scovil,  Chairman , 

March  31, 

4|*mos. 

187 

10 

o| 

62 

10 

0 

15 

16 

F.  W.  Hatheway, 

66  a 

66  66 

75 

0 

0 

1 25 

0 

°s 

36 

0 

Jos.  Myshrall, 

66  66 

66  66 

75 

0 

0 

1 25 

0 

0 

24 

0 

£337 

10 

0 

^112“ 

To- 

"o' 

75 

16 

3 

R.  Jardine,  Chairman , 

Aug.  15,! 

16^  mos. 

,625 

0 

0 

49 

12 

6 

Robert  Reed, 

“ “ i 

9 

1150 

0 

0, 

100 

2 

10 

R.  C.  Scovil, 

“ “ 

m “ 

250 

0 

0 

63 

9 

3 

1858 

George  Thomas, 

May  15,  * 

n “ 

100 

0 

0 

9 

10 

0 

£1125 

0 

~0 

222 

14 

7 
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Officers. 


Names. 

Date  of 
App’mt. 

Nature  of 
Employment 

| Salary. 

1 

James  Whitney, 

R.  W.  Crookshank, 
Do. 

Jas.  Johnson, 

Chas.  Hanford, 

John  Porter, 

1857 
July  10, 
[ 1858 
May  18, 
July  10, 
(6  « 

April  5, 

1857 
May  15, 

Secretary, 

Accountant, 
Secretary, 
Accountant, 
Storekeeper  ) 
j and  Clerk.  $ 

Messenger, 

1 

£250  0 0 

300  0 0 

300  0 0 

0 10  0, 
7 10  0! 

Per  Annum. 


Not  fixed. 


per  month. 


No.  25. — “ Statement  shewing  the  names  of  the  general  superintendent,  assistant 
superintendent,  and  of  all  other  persons  engaged  during  the  year  1858,  and  now 
engaged  in  working  the  portions  of  Railway  already  open  ; as  well  as  the  names 
of  all  persons  connected  with  the  repair  and  maintenance  of  the  said  portions 
of  Railway,  with  the  date  of  their  several  engagements,  and  the  amount  of  salary 
or  remuneration  to  each.” 

See  reply  to  Paragraph  No.  8. 


No.  26. — “ Statement  of  the  number  and  weight  of  all  rails,  chairs,  and  weight 
of  spikes  purchased  for  the  Railway  ; the  quantity  of  each  now  remaining  on 
hand  for  use,  with  an  account  of  all  rolling  stock,  stationary  engines,  machine- 
ry, tools  and  plant  of  every  description  now  owned  by  the  Province,  and  in  use 
on  the  Railway  or  the  Railway  works.” 


FROM  WHOM  RECEIVED. 


Peto,  Brassey,  Betts  and  Jackson. 
Boston  Locomotive  Works, ...... 

Naylor,  Yickers  & Co., 

Harris  & Allan, 

Thorne  & Lee, 

Boston  Locomotive  Works,  Com- 
pound or  Bridge  Rails, 

Baring  Brothers, 


On  hand,- 


Rails. 

Chairs. 

Spikes. 

No. 

WEIGHT. 

No. 

WEIGHT. 

WEIGHT. 

Tns. 

ct. 

qr. 

lbs 

Tn.  ct. 

qr 

i lb 

Tns. 

Cwt. 

,Qr. 

lbs. 

14596 

2212 

52 

2913 

393 

~i 

10 

10 

2 

10 

18550 

2700 

4300 

1327 

100  19 
97  1 

2 

2 

i16 

lo 

12 

2 

~9~ 

1014 

2 

L i JL 

51  5 
15  8 

3 

26 

21 

10 

20 

6 

9 

292 

11839 

11 

9 

\ 

25 

1 

OL! 

2190 

2 

9989 

120  10 

34198 

6544 

~ 6 

; • 

T 

j 36866 

315  5j 

~1 

no 

~8 

~ 

~ 18 

2984 

“667 

T 

'••it  6367 

54  l! 

151. 

l 

4 1 

12 

For  statement  of  Rolling  Stock  and  Machinery,  see  Super- 
intendent’s Report  pp.  108  & 111. 


No.  27. — “ Statement  shewing  the  names  of  the  Appraisers  for  Land  Damages, 
the  dates  of  their  appointments,  with  the  several  amounts  paid  to  each  for  ser- 
vices, for  travelling  and  incidental  expenses.” 
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Names. 

Date  of 
App’mt 

Paid  on  Acct. 
Salaries. 

Expenses. 

James  Smith,  Chairman 

1858 
Aug.  15. 

U t< 

130 

0 

0, 

1 

1 

Henry  E.  Seely e,  Secretary 

289 

16 

9,' 

George  L.  Hatheway, 

u tc 

185 

0 

0 

i 

[>48 

12 

Isaac  Burpee 

a u 

187 

10 

0 

7 

W.  K.  Chapman, 

129 

0 

0 

Robert  Bowes, 

u u 

140 

0 

0 

Rent  of  Office, 

12 

10 

0 

£1061 

6 

9 

1 £61 

2 

7 

No.  28. — “Statement  shewing  the  amount  of  Law  charges  rendered  to  or  paid  by 
the  Commissioners  up  to  the  1st  February,  1859,  and  to  whom  paid.” 


To  whom  Paid  and  Services  Performed. 


Hon.  Charles  Watters, — Drawing  Deeds,  Contracts  and  other  legal 

instruments, 

Attendance  and  advice,  &c., 

Hon.  A.  J.  Smith, — Drawing  Deeds,  &c., 

Bliss  Botsford,  Esq.,  do  do., 

Hon.  E.  B.  Chandler,  do  do.,  


Amount. 


292 

100 

17 

7 

6 


£422  16  9 


No.  29. — “ Statement  shewing  the  names  of  the  several  owners  or  proprietors  on 
the  line  from  Shediac  to  St.  John,  whose  lands  have  been  taken  for  Railway 
purposes  ; such  statement  to  commence  at  St.  John,  and  give  the  names  of  the 
owners  as  they  succeed  each  other  along  the  line,  shewing  the  quantity  of  land 
taken  from  each,  and  the  amount  of  compensation  allowed  to  each,  and  date  of 
payment,  and  the  cases  where  compensation  has  been  refused, — that  fact  to  be 
stated.” 

A Statement  of  Land  Damage  claims  and  awards  will  be 
found  at  page  123  of  the  Report.  Should  the  additional  de- 
tails in  above  article  be  still  required  they  can  be  furnished. 


No.  30. — “ Statement  of  the  quantity  of  goods  imported  for  Railway  purposes  on 
which  no  duties  have  been  paid.” 

Rails,  Chairs  Iron  &c.,  - - - - <£14,608  14  T 

Engine,  Cars,  and  other  Rolling  Stock,  - 6905  IT  3 

Cement,  and  Sundry  Materials,  - - - 492  16  4 

£22,007  8 2 
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No.  31. — “A  Report  from  the  Chief  Engineer  shewing  in  detail  the  damage 
estimated  by  him  at  £2000  on  1000  tons  Rails  imported  through  Naylor  & Co., 
in  the  autumn  of  1857  ; each  statement  to  show  quantity  damaged  in  conse- 
quence : — 

Of  bad  rolling,  and  estimated  damage  per  ton  on  same  ; 

Also,  quantity  badly  trimmed,  and  damage  per  ton  in  consequence  of  same  ; 

Also,  quantity,  defective  from  the  best  part  of  the  Pile  lying  in  the  base 
instead  of  the  top  of  the  Rail,  and  damage  per  ton  ; 

Also,  time  when  these  defects  were  first  ascertained;  what  became  of  Rails 
so  defective  ; and  if  used  on  line  of  Railway,  on  what  part  of  Rail- 
way same  are  to  be  found.” 

In  reply  to  these  questions  it  may  be  as  well  to  revert  to 
two  letters  addressed  to  the  Chief  Commissioner,  Mr.  Jar- 
dine,  one  from  Mr.  Reed,  hearing  date  Liverpool,  11th  Sept., 
1857,  the  other  from  myself,  the  30th  November,  in  the  same 
year.  Extract  from  Mr.  Reed’s  letter  referred  to  above: 

“ By  Mr.  Seely,  I send  you  a print,  shewing  different  sec- 
tions of  Rails.  The  Bridge  Rail,  No.  1,  is  recommended  by 
the  manager  of  the  establishment  in  which  the  New  Bruns- 
wick Rails  are  being  manufactured,  as  superior  to  the  T Rail 
for  two  reasons — one  is,  that  in  the  making,  the  pressure  is 
vertical,  by  which  process  the  head  is  more  firmly  pressed 
than  the  head  of  the  T Rail,  which  is  pressed  sideways,  caus- 
ing the  grain  of  the  iron  to  be  edgeways  instead  of  hat,  as  in 
the  Bridge  Rail.  And  as  they  only  put  a certain  proportion 
of  the  very  best  iron  in  the  Rails  usually  made,  styled  best 
Bails,  the  best  is  put  in  the  top  of  the  Bridge  Rails,  which  is 
the  wearing  part,  whereas  in  the  T Rails  they  are  obliged  to 
put  it  in  the  flange,  in  consequence  of  that  part  of  the  Rail 
being  thin,  particularly  the  Saint  John  pattern,  which  is  thin- 
ner than  usual.” 

(Copy.)  “ European  and  North  American  Railway, 

Engineer’s  Office , 3 Oth  Nov.,  1857. 

“ Robert  Jardine,  Esq., 

Chief  Commissioner  of  Railways. 

Sir, — I have  carefully  examined  the  Iron  Rails  delivered 
by  the  ‘ Favourite  ’ and  the  ‘ Middleton,’  and  am  sorry  to  be 
obliged  to  report  that  they  are  very  badly  rolled  indeed. 
Many  of  the  bars  are  J of  an  inch  larger  on  the  base  than  the 
pattern  sent,  and  an  equally  large  number  J-  of  an  inch  smal- 
ler, entirely  precluding  the  possibility  of  the  Rail  making  a 
proper  fit  in  the  chair.  The  ends  of  the  bars  are  likewise 
very  carelessly  sawn  off,  many  of  them  being  full  f of  an 
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inch  off  the  plumb,  so  that  if  the  ends  of  two  of  these  Rails 
are  laid  together,  there  would  be  a y or  vacant  space  of  j-  of 
an  inch  at  either  the  top  or  bottom  of  the  joint,  as  the  case 
may  be,  and  this  is  quite  common.  The  tops  of  the  Rails 
are  likewise  not  of  the  same  size,  and  very  many  of  those 
already  delivered,  are  odd  lengths  other  than  those  specified. 

“¥e  have  laid  about  an  half  mile  of  the  iron  brought  by 
the  4 Favourite,’  and  though  we  have  taken  unusual  care  to 
match  the  Rails,  and  have  rejected  a large  number  as  unfit  to 
lay  at  all  with  the  present  fastenings  ; we  have  yet  found  it 
almost  impossible  to  lay  a perfect  track  with  them,  the  sizes  of 
the  Rails  being  so  uneven.  I have  no  hesitation  in  saying 
that,  taking  the  iron  as  a whole,  I consider  it  the  very  worst 
specimen  of  rolling  I have  seen.  I have  as  yet  had  no  oppor- 
tunity of  testing  the  quality , but  if  Mr.  Reed's  surmise  be  true , viz., 
that  the  manufacturers  hare  put  the  best  portion  of  the  'pile  in  the 
base  of  the  Rail , this  will  have  the  effect  of  reducing  the  ultimate 
durability  of  the  iron  very  materially.  Assuming  the  cost  of 
the  iron  in  England*  to  be  £8  5s.  per  ton,  and  adding  the 
commissions,  freights,  insurance,  &c.,  as  well  as  the  carriage 
to  the  works  in  this  country,  I conceive  that  this  iron,  when 
laid  down  upon  the  road,  is  actually  worth  at  least  £2  per 
ton  less  than  good  iron  made  exactly  in  accordance  with  the 
patterns  and  specifications,  and  the  best  part  of  the  pile  laid , where 
it  ought  to  be , viz.,  in  the  top  or  bearing  surface  of  the  Rails. 

“ I am,  Sir,  yours,  &c., 

“ ALEX.  L.  LIGHT,  Engineer.” 

Mr.  Reed  states  that  the  best  portion  of  the  iron  in  the 
Rails  referred  to,  was  placed  in  the  flange,  subsequently  it 
has  been  ascertained  that  he  had  been  misinformed  in  refer- 
ence to  this  matter.  I,  however,  still  retain  the  opinion  then 
expressed  with  reference  to  the  inferiority  of  the  iron  as 
regards  the  uneveness  of  roll ; subsequent  experience  in  its 
use  having  confirmed  my  opinion  as  to  the  deterioration  of 
value. 

It  must  be  apparent  that  Rails  of  different  guage  cannot 
without  much  trouble  be  fitted  to  chairs  of  one  pattern  ; as 
in  the  case  of  the  excess  of  size  of  Rail  much  difficulty  ensues 
in  effecting  the  requisite  diminution. 
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The  reverse  being  the  case  the  Iron  wonld  he  loose  in  the 
chair. 

I may  further  add  that  apart  from  the  expense  ot  laying — 
these  Rails  are  in  many  other  respects  greatly  inferior  to  such 
as  are  well  rolled. 

I am  still  of  opinion  Rom  other  defects  noticed  in  the  iron 
since  my  letter  of  30th  Rov.,  1857  was  written,  that  it  was 
deteriorated  in  value  to  the  amount  mentioned  ; entirely 
irrespective  of  the  supposed  displacement  of  Pile. 

In  addition  to  the  above  the  Commissioners  have  to  state 
that  as  these  Rails  had  to  he  used  as  soon  as  they  were  recei- 
ved, they  were  laid  in  track  indiscriminately  and  therefore 
the  statements  asked  for  cannot  he  furnished.  Further, 
the  Commissioners  having  been  advised  that  they  had  no 
legal  remedy  for  the  damages  arising  from  defective  rolling 
in  consequence  of  the  arrangement  that  the  inspection  at  the 
works  was  to  be  final,  did  not  think  it  necessary  to  take  any 
particular  account  of  the  number  of  rails  defective  or  to  ascer- 
tain precisely  the  actual  damages,  and  did  not  require  the 
Engineer  to  take  any  further  steps  in  the  matter. 


No.  32. — “ Statements  shewing  the  quantity  of  rolling  stock,  machinery,  and  plant 
furnished  to  Contractors  since  1st  August,  1857  ; the  time  the  same  were  used 
by  such  Contractors  severally ; the  sums  paid  by  the  Contractors  or  charged 
against  them  for  such  use.” 

At  Pages  36,  107,  and  110,  of  the  Report  will  be  found  the 
information  required. 


No.  33. — “Statement  shewing  the  total  amount  paid  to  the  manufacturers  of 
Engines,  and  Cars,  setting  forth  the  proportions  paid  according  to  agreement 
or  Contract  for  such  Engines  or  Cars,  and  the  amounts  subsequently  paid  or 
allowed  for  duplicate  parts,  for  repairs,  and  for  articles  not  included  in  the  above  ; 
the  parties  to  whom  such  sums  were  paid,  stating  each  separately.” 


Contractors  Names. 

Articles. 

Amount  paid 
per  Contract. 

1 Extras. 

Repairs. 

Duplicate 

parts. 

Harris  <&  Allan, 

40  Ballast  Cars, 

648  0 0 

134  16  0 

Do. 

5 Freight  Cars, 

802  2 6 

64  2 1 

Do. 

5 Platform  Cars,  ! 

561  17  6 

12  0 0 

5 15  3 

Fleming  & Humbert 

Loc.  Loostauk,  (2) 

2100  0 0 

225  0 O' 

1 sett  Driv’g  Wh’ls! 

300  0 0 

Frederick  James, 

2 1st  cl.  Cars,  4 & 5 

1500  0 0 

35  17  8 

9 13  9 

Jacob  Hughes, 

2 2nd  class  Cars  j 

796  0 0 

1211  8 

1 

Do. 

5 Platform  Cars  j 

490  0 0 

3 5 0; 

||8  17  0 

Frederick  James, 

2 1st  cl.  Cars,  6 & 7, 

1500  00 

35  17  8 

II 

1! 
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Note  1. — The  extra  work  on  F.  James’  1st  Class  Cars,  is  chiefly  for  burlap- 
ping, which  renders  them  more  impervious  to  the  effects  of  storms,  and  makes 
them  vastly  superior  for  winter  travelling. 

2. — The  extra’s  on  Locomotive  “Loostauk”  arises  from  altered  dimensions. 


No.  34. — “ Copies  of  all  correspondence  between  the  Railway  Board  and  Mr.  Com- 
missioner Reed,  while  he  was  in  England.” 

Copies  of  all  correspondence  asked  for  accompany  this 
Report. 

The  Commissioners  respectfully  request  that  one  Letter 
marked  A he  not  submitted  to  the  House.  It  will  be 
observed  that  in  it  no  allusion  is  made  to  subjects  in  dispute 
but  that  it  is  on  private  affairs,  and  of  a confidential 
character. 


Nos.  35. — “ Returns  of  freights  paid  on  Iron  Rails,  and  all  other  Railway  material 
imported  from  England,  since  August,  1857 ; giving  the  names  of  the  vessels, 
date  of  shipments,  quantity  of  Rails  and  other  materials  in  each  shipment,  dates 
they  were  received,  and  at  what  ports  landed,  and  if  all  were  delivered  in  good 
order.” 

“ 36.  State,  if  any,  what  claim  was  made  on  the  ships  for  damage  in  consequence 
of  bad  stowage  or  any  other  causes. 

“ 37.  The  returns  to  show  quantity  of  Rails  and  other  materials  in  each  separate 
shipment,  and  the  freight  per  ton,  if  in  sterling  or  currency;  if  the  freights  were 
engaged  by  tender,  and  copies  of  the  tenders , if  not  engaged  by  tender,  how 
and  by  whom  were  they  engaged.” 


(See  following  page.) 
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* £12  14s.  2d.  Cur’cy,  claimed  and  received,  for  damage  on  “ Montezuma’s”  cargo.  The  damage  was  slight ; some  of  the  Rails  being 
bent  in  consequence  of  cargo  shifting  in  a gale.  The  owners  though  not  legally  liable,  paid  the  above  amt.  rather  than  extend  the  protest. 

fin  taking  an  account  of  the  Girder  plates  received  per  ship  “Middleton,”  on  4th  Sept.,  1858,  some  were  found  missing,  and  the 
freight  £98  14s.  lid.  Sterling  has  been  retained  until  it  can  be  ascertained  whether  there  is  any  deficiency. 
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No.  38. — A plan  of  the  Station  grounds  and  road,  or  right  of  way  from  Mill 
Street,  in  the  City  of  St.  John,  to  Gilbert’s  Island,  in  the  immediate  vicinity  of 
the  City,  as  laid  out  and  recorded  in  July  or  August,  1857. 

Two  copies  of  this  plan  as  recorded,  on  1st  Aug.,  1857, 
accompany  this  Report. 

The  following  additional  article  was  added  by  the  Hon.  J. 
H.  Gray,  chairman  of  Committee  on  7th  March,  1859: 


No.  39. — “ Statement  wanted  of  all  Contracts,  with  names  of  suretiesrelating'to  Sec- 
tion No.  5,  Salisbury,  and  all  sums  paid  thereon,  to  whom  and  for  what  purpose, 
shewing  a detailed  account  of  items,  the  reason  ‘ why  it  is  not  in  a satisfactory 
state,’  whether  under  the  control  of  Walker  & Co.,  if  not,  to  whom  re-let,  and  .for 
what  sum,  whether  by  tender  or  otherwise,  and  all  particulars  relating  thereto.” 

Section  5,  Salisbury  was  let  to  Messrs.  Walker  & Co.  on 
15th  December,  1857.  The  sureties  were  E.  L.  Thorne,  ¥ra. 
T.  P.  Lee,  and  Adam  Young  of  Saint  John.  At  page  10  of 
general  Report  will  he  found  a statement  of  the  amount  paid 
on  Contract. 

The  following  Reports  by  the  Chief  Engineer  will  explain 
the  state  of  the  Section. 


St.  John,  Hov.  9, 1858. 

R.  Jardine,  Esq. 

Sir, — -I  beg  to  report  for  the  information  of  the  Govern-' 
ment  that  the  rate  of  progress  on  Section,  5,  Salisbury  dis- 
trict is  not  such  as  to  secure  the  completion  at  the  time  speci- 
fied in  the  contract.  For  your  better  guidance  I would  state 
that  the  amount  of  contract  is,  - <£25,172  17  9 

Estimate  for  work  done  to  1st  instant  is,  7428  7 6 

Yet  to  do, dei7,749~T0  3 

The  time  for  working  the  Contract  was,  ~~T  22  mos. 

Already  expired,  10  mos. 

Yet  unexpired,  12  mos. 

I have  the  honor  to  be,  Sir, 

Your  obedient -servant, 

ALEX.  L,  LIGHT. 


Engineers  Office, , Nov.  19,  1858. 

Roabrt  Jardine,  Esq., 

Chief  Commissioner, 


Sir, — In  answer  to  your  application  for  further  reasons  for 
the  adoption  of  coercive  measures  on  Section  5,  Salisbury 
District,  I would  state  that  I consider  the  information  con- 
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veyed  in  my  letter  of  the  9th  inst.,  to  you  (a  copy  of  which  I 
herewith  enclose  and  beg  to  refer  you  to)  alluding  particularly 
to  the  proportionate  progress  of  the  work  and  the  time  elap- 
sed, as  sufficient  reason  for  abandonment  of  the  Contract  as 
clearly  provided  for  in  the  Contract  and  Specification. 

For  your  further  information  I would  remark  that  the 
works  are  in  a backward  and  unsatisfactory  state,  and  unless 
very  energetic  measures  are  immediately  adopted  to  retrieve 
the  time  wasted,  it  will  be  impossible  to  complete  the  work 
within  the  specified  time ; moreover  any  delay  in  this  Sec- 
tion will  have  a prejudicial  effect  upon  the  completion  of 
the  new  Sections  lately  put  under  Contract  between  Salisbury 
and  Sussex  Vale,  as  all  the  material  including  the  Rails  and 
Iron  Bridges  &c.,  amounting  in  the  aggregate  to  some  3000 
tons  must  be  carted  at  greatly  increased  expense,  if  the  con- 
tiguous Sections  East  and  West  are  not  completed  according 
to  Contract. 

To  give  an  adequate  idea  of  the  delay  that  has  arisen  on 
this  Section  it  will  be  necessar}7  somewhat  to  enter  into  a 
history  of  this  Work  which  was  given  to  the  Messrs.  Walkers 
in  December,  185T,  although  the  Contract  was  not  actually 
signed  before  the  February  following,  this  however,  was  a 
matter  of  no  moment  as  very  few  of  the  Contractors  on  this 
Letting  did  any  work  worth  mentioning  prior  to  the  open- 
ing of  the  Spring  of  1858.  The  time  for  completing  the 
Contract  was  fixed  for  the  1st  day  of  November,  1859,  or 
something  under  two  years,  including  the  favorable  seasons 
of  both,  which  was  considered  ample  time  to  complete  the 
work  in. 

The  total  amount  of  Contract  was,  - 1225,172 

Work  actually  done  up  to  1st  Nov.,  - - 7423- 

Still  to  do, 1217,749 

By  this  it  will  be  perceived  that  at  the  expiration  of  the 
first  seasons  operations  less  than  one  third  of  the  easiest  part 
of  the  gross  amount  of  the  work  had  been  done. 

In  entering  more  into  the  details  of  the  work  the  result  of 
the  investigation  does  not  improve  its  appearance,  as  under 
the  site  of  two  of  the  heaviest  earth  embankments  at  Wort- 
man’s  and  Nixon’s  brooks,  the  keys  of  the  whole  work  (and 
which  under  favourable  circumstances  and  the  most  assidu- 
ous exertions  will  require  the  principal  portion  of  the  time 
allowed  by  the  terms  of  the  Contract  to  properly  complete  and 
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consolidate  prior  to  the  laying  of  the  Rails)  the  Culverts  have 
barely  been  commenced  ; in  the  first,  a portion  of  the  mater- 
ial has  been  delivered,  but  not  one  single  stone  laid  ; on  the 
second,  a portion  of  the  material  is  delivered  and  part  of  the 
foundation  is  laid. 

These  Culverts  being  laid  in  Hydraulic  Cement  cannot  be 
built  during  the  winter,  and  therefore  will  not  be  finished, 
at  the  earliest  possible  period,  before  July,  1859,  and  until 
they  are  completed  the  heavy  earthen  Embankments,  the 
first,  upwards  of  80.000  and  the  second  of  40.000  Cubic  yards, 
which  are  to  cover  the  Culverts,  can  progress  but  little  fur- 
ther. The  chief  necessity  for  interference  in  this  case,  arises 
from  the  circumstance,  that  at  the  eastern  end  of  this  Section 
the  best  Ballast  pit  is  to  be  had  on  this  or  either  of  the  three 
adjoining  Sections,  and  until  the  Culvert  and  Embankment 
at  Hixon’s  containing  as  already  stated  upwards  of  40.000 
Cubic  yards  are  completed,  this  Ballast  cannot  be  used. 

Fully  aware  of  all  these  facts  the  Contractor  has  allowed 
these  Culverts  to  be  neglected  notwithstanding  the  repeated 
notifications  and  entreaties  of  the  Assistant  Engineer  in  charge 
of  the  Section,  to  prosecute  these  governing  portions  of  the 
work  more  vigorously. 

In  consequence  of  this  neglect  I recommend  that  the  above 
Work  be  taken  out  of  their  hands  as  the  Contract  provides, 

I remain,  Sir, 

Your  obedient  servant, 

(Signed)  ALEX.  L.  LIGHT. 

On  reference  to  the  6th  Section  of  Conditions  of  Contract, 
it  will  be  seen  “that  if  by  the  Report  of  the  Engineer 
or  Superintendent  employed  by  the  Government  in  their 
behalf,  it  shall  appear  that  the  establishment  ana  rate 
of  progress  at  and  in  the  said  work,  are  not  such  as*  to  ensure 
the  completion  of  the  same  within  the  time  herein  prescribed.” 
“Her  said  Majesty  shall  have  the  power  at  her  discretion,  by 
the  Chief  Engineer  aforesaid  or'  his  successors  in  office,  with- 
out previous  notice  or  protest,  and  without  process  or  suit  at 
law,  either  to  take  the  work  or  any  part  thereof  out  of  the 
hands  of  the  parties  of  the  first  part,  and  to  re-let  the  same 
to  any  Contractor  or  Contractors  without  its  being  previously 
advertised,  or  employ  additional  workmen,  and  provide 
materials,  tools  and  other  necessary  things  at  the  expense  of 
the  parties  of  the  first  part,” 
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The  following  letters  will  give  the  remainder  of  the  infor- 
mation asked  for : 


Saint  John , Nov.  19,  1858. 


Sir, — I enclose  for  the  information  of  the  Government, 
copy  of  Report  of  the  Chief  Engineer  respecting  the  state  of 
Section  5,  Salisbury,  of  the  Railway,  and  the  Commissioners 
have  to  recommend  that  in  accordance  with  the  sixth  condi- 
tion of  the  contract,  this  work  be  taken  from  the  present  con- 
tractors, Messrs.  Walker  & Co.,  and  re-let  to  the  next  lowest 
bidders,  Messrs.  McBean  and  McDonald,  who  are  willing  to 
take  it  at  their  tender,  to  take  effect  on  1st  Jan.,  1859. 


I am,  your  obedient  servant, 


Hon.  S.  L.  Tilley, 

Provincial  Secretary, 


R.  JARDINE. 


Secretary's  Office , 18 th  Jan.,  1859. 


Sir, — Your  letter  of  the  19th  Nov.  last,  enclosing  Report 
of  the  Chief  Engineer  respecting  the  state  of  Railway,  Section 
No.  5,  Salisbury,  and  recommending  that  the  work  be  taken 
from  the  Contractors  of  that  Section  and  given  to  M‘Bean  & 
McDonald,  having  been  under  consideration  of  His  Excel- 
lency, the  Lieutenat  Governor  in  Council,  I am  directed  to 
inform  you  that  the  same  has  been  fully  approved. 

I have  the  honor  to  be,  Sir, 


Your  obedient  servant, 


R.  Jardine,  Esq., 

Railway  Chairman,  St.  John. 


S.  L.  TILLEY. 


The  transfer  of  this  Section  was  made  in  accordance  with 
the  above,  and  it  is  not  at  present  known  that  any  additional 
cost  will  be  incurred  thereby. 

Respectfully  submitted, 

By  order  of  the  Board, 

R.  JARDINE,  Chairman . 

R.  W.  CROOKSHANK,  Secretary . 
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Fredericton , March  25th,  1859, 


Sir, — In  accordance  with  your  letter  of  23rd  instant,  in 
which  I am  requested  to  furnish  in  writing  the  explanation  I 
had  given  verbally  to  the  Committee  of  the  Legislative  Coun- 
cil of  the  differences  in  the  classification  between  the  Balance 
sheet  in  the  Report  of  the  Commissioners,  and  that  submit- 
ted to  the  House  of  Assembly  by  the  Auditor  General.  I 
have  to  make  the  following  statements  : 

On  reference  to  the  Report  at  page  11,  it  will  be  observed 
that  the  expenditure  on  the  European  and  Horth  American 
Railway  has  been  as  follows  : 

1856. 

July  6,  Paid  Peto  & Co.,  for  Work,  Plant,  and  Materials,  £108,000  0 0 

1857. 


April  1,  Expenditure  under  the  Government,  58,452  11  11 

Aug.  15,  Expenditure  under  first  Commissioners,  41,344  11  7 

1858. 

Oct.  31,  “ under  present  Commissioners,  317,292  15  0 

£525,089  18  6 

The  books  in  which  the  expenditure  to  1st  April,  1857, 
was  recorded,  were  kept  in  the  simplest  form  of  single  entry. 

The  ordinary  system  of  mercantile  book-keeping  by  double 
entry  was  introduced  by  the  first  Commissioners,  but  up  to 
the  time  the  present  Commissioners  came  into  office,  no 
inventory  had  been  taken  of  the  property  obtained  from 
Messrs.  Peto  & Co.,  and  there  was  no  stock  book  to  show 
where  that,  or  the  property  since  purchased  was  to  be  found. 

As  soon  as  these  facts  had  been  ascertained,  the  present 
Commissioners  sent  a person  to  Canada  and  the  ITnited  States 
to  obtain  a knowledge  of  Railway  book-keeping  and  traffic 
management,  and  on  his  return,  and  as  soon  as  the  traffic 
department  had  been  organized,  he  commenced  to  take  an 
account  of  all  the  Railway  property. 

It  having  been  decided  to  adopt  the  system  of  book-keep- 
ing used  by  the  Grand  Trunk  Railway  of  Canada,  a compe- 
tent Accountant  was  employed,  and  the  books  were  made  up 
from  the  period  of  the  commencement  of  the  Railway  in  July, 
1856. 


There  being  no  vouchers  in  the  office  for  the  expenditure 
up  to  1st  April,  1857,  duplicates  not  having  been  kept, 
entries  had  to  be  made  from  the  books  as  they  were,  which 
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caused  much  delay  and  uncertainty,  but  from  that  period  all 
entries  were  made  directly  from  the  vouchers. 

It  was  not  until  October  last  that  the  books  on  the  new 
system  came  up  with  the  book-keeping  on  the  former  system, 
which  had  been  carried  on  simultaneously,  and  as  the  stock 
account  and  traffic  books  had  to  be  made  up  after  that  time 
and  the  results  incorporated  in  the  new  books,  the  last  quar- 
terly account  and  the  general  balance  sheet  of  the  whole 
expenditure  on  the  Railway,  could  not  be  got  ready  for  the 
Auditor  General  before  13th  Jan.  last. 

On  preparing  the  Accounts  for  the  Report  which  has  been 
published,  it  was  thought  desirable,  so  as  to  give  the  fullest 
information  possible  to  make  some  transfers  from  one  account 
to  another,  and  a balance  sheet  to  conform  was  sent  to  the 
Auditor  General  on  15th  Feb.  and  acknowledged  in  page 
205  of  the  Journal. 

The  first  balance  sheet  was  however  printed  in  the  Journals 
at  page  204,  which  renders  it  necessary  to  present  the  follow- 
ing statements  explanatory  of  the  differences  in  classification . 

I am,  Sir, 

your  obedient  servant, 

R.  JARDIKE,  Chairman. 

Hon.  W.  H.  Odell,.  Chairman 

Railway  Committee,  Legislative  Council. 


SMTBMEHT 

Shewing  the  difference  between  the  Auditor's  Report  on  page  204  Journals  of  House 
of  Assembly,  and  the  statements  of  Capital  and  Revenue  Accounts,  page  6 
Report  of  Railway  Commissioners. 

Amount  of  Expenditure  including  Capital  and  Revenue 

Accounts  per  Auditor’s  Report, £530,473  5 4 

— ADD. — 

Additional  Charges  to  Contractors,  viz  : — 

B.  P.  Myers,  use  of  Trains,  Engines &Ball’st.  Cars,  £741  15  0 

Walker  & Co.,  use  of  Engines, 337  10  0 

John  Brookfield,  do 2£6  0 0 

Walker  & Co.,  Section  3,  Bend,  ...  .do 124  0 0 

PERMANENT  WAY.. 

Use  of  Engines  and  Ballast  Cars,  taking  down 

Slopes  &c.,  Bend  and  Shediac, . . 275  0 0 

Amount  carried  forward, 


1774  5.  O' 
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Amount  bro’t  forward,.  .£1774  5 0 — £530,473  5 1 

Proportion  of  Depreciation  in  value  of  Machinery 

used  in  Construction, *66  16  7 

GENERAL  STORE  ACCOUNT. 


Amount  to  Debit  of  A.  Smither’s  arising  out  of  an 

error  in  his  Account, . 

Amount  of  Old  Stores  sold, 

TRAFFIC  DEPARTMENT. 

Amount  of  Earnings  not  received  at  date, 

GENERAL  STORE  ACCOUNT. 

Amount  charged  for  carriage  of  Materials  &c.,.  . . 

DEDUCT. 

Amounts  to  Credit  of  Walker  & Thomson, 


AMOUNTS  PER  PAGE  6,  RAILWAY  REPORT. 

Total  of  Capital  Account, 

'Total  Debits  of  Revenue  Account,  . — 


37  2 3 

28  16  2 


447  16  0 


— 2481 

19 

10 

£532,955 

4 

11 

3 

13 

3 

£532,951 

11 

8 

£525,691 

17 

3 

7,259 

14 

5 

£532,951 

11 

8 

SfATUMBNf 


On  page  11  Railway  Report,  shewing  expenditure  to  different  periods  is  ascertained 
as  follows,  and  is  intended  only  to  cover  outlay  for  purpose  of  construction , not 
including  the  Revenue  Account, 

Total  Amount  of  Capital  Account  as  stated  at  page  6 Railway 


Report, £525,691  17  3 

DEDUCT. 

Cash  and  Traffic  Department,  . . . . 601  18  6 


£525,089  18  6 


Engineerings  Accounts. 

Amounts  of  Engineering  Accounts  as  stated  in 

Auditor’s  Report, ?, 

— add — 

Amounts  of  depreciation  in  Surveying  Imple- 
ments and  Camp  Equipage  per  General 

Store  Account,  . . . . 

“ Atkinson’s  time  as  Inspector  of  the  Shediac 

Wharf  per  Revenue  Account, 

Total, 

DEDUCT. 

Amount  Surveying  Instruments  on  hand,  and 


not  in  use  per  General  Store  Account, £109  16 

Amount  Horses,  Wagons  and  Harness  on  hand 

for  Engineers  use  per  do 97  4 

Amount  per  Railway  Report, 


35,507  13  5 


67  2 4 

40  0 0 

£35,614“l5  9 

1 

6 — 207  0 7 
£35,407  15  2 
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Permanent  Way  Account. 


Amount  of  Permanent  Way  Accounts  as  stated 

in  Auditor’s  Report, 

ADD 

AMOUNTS  TRANSFERRED  FROM  GENERAL  STORE  ACCTS. 

Rails  and  Chairs  per  Middleton  used  on  finished 
road,  

Sundry  Materials  furnished  for  Construction  of  Road, 
FROM  BUILDINGS  ACCOUNT. 

Amount  paid  T.  C.  Gallagher,  for  wharfing  part  of 
Branch,  Moncton, 

Sundries  per  Walker’s  Settlement  (see  their  account) 

Amount  of  Depreciation  and  Loss  on  Old  Buildings 
included  in  the  purchase  from  Jackson  & Co., 
FROM  REVENUE  ACCOUNTS. 

Amount  charged  for  Carriage  of  Rails, 

Wm.  Steadman,  Station  master’s  time  Inspecting 
Sleepers  last  winter, 

Amounts  of  Engine  Drivers  and  Firemen’s  Time 
and  use  of  Engines,  taking  down  Slopes  &c., 
from  4th  May  to  5th  Aug.,  1857,  Moncton, 

FROM  LOCOMOTIVE.  POWER. 

Amounts  Charged  too  much  for  Cordwood, 

FROM  M.  OF  WAY  AND  BUILDINGS. 

Amounts  Charged  at  St.  John  for  Sundries, 

REVENUE  ACCOUNT. 

Proportion  of  Depreciation  in  value  of  Machinery 
used  in  Construction, 


£255,729  3 9 


2994  12  0 

2823  13  3 

198  0 0 

512  16  2 

1317  1 3 

3 3 5 

50  0 0 

275  0 0 

40  16  0 

8 3 11 

£66  16  7—  8296  2 7 

£264,025  6 4 


DEDUCT. 

CHARGED  CORDWOOD  ACCOUNT. 

Amount  included  in  Sumner’s  Contract  for  Brushing 

and  Clearing  Section  4,  5 & 16,  Salisbury,  . . 106  17 

“ Sundry  Bills,  Sawing  wood  Shediac, 58  16 

Amount  voucher  No.  20 — Bill  Wood,  St.  John,.  ...  34  18 

CHARGED  GENERAL  STORE  ACCOUNT. 

Sundry  Accounts  p.  p.  Timber,  Cement  and 

Labour  on  same, 1622  8 

4£  Sundries  from  Fleming  & Humbert,  & C. 

B.  Record  & Co.  p.  Accounts, 597  5 

CHARGED  GENERAL  STORE  ACCOUNT,  NO.  2. 

Amount  Sundry  Invoices,  Rails,  Chairs,  Spikes, 

Duties,  Freights,  &c.  &c.,  8342  14 

Rails,  Chairs,  and  Spikes  supplied  unfinished  Sec- 
tions,   7635  4 

Rails,  Chairs  and  Spikes  on  hand, 14762  6 

CONTRACT  ACCOUNTS. 

Amounts  formerly  charged  this  Account  now  rever- 
sed until  final  settlement,  viz. : 

D.  P.  Myers,  Section  No.  2,  St.  John, . 18,800  10 

John  Brookfield.  4,  “ 8,111  17 

Walker  & Co.,  5,  “ 5,776  17 

Do.  6,  “ 2,709  14 

Small  & Crosby,  Hammond  River  Viaduct, 1,578  17 

Amount  per  Railway  Report, 


11 


11 


-70,138  8 10 


£193,886  17  6 
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Buildings  Account. 

Amounts  of  Buildings  Account  as  stated  in  Auditor’s 
Report 

ADD 

FROM  GENERAL  STORE  ACCOUNT. 

Amounts  of  Sundry  Materials  furnished  for  buildings, 


DEDUCT. 

CHARGED  GENERAL  STORE  ACCOUNT. 

Amount  of  Large  Lamp  and  Sundry  Materials,.  ...  23  5 0 

CHARGED  PERMANENT  WAT. 

Amount  Paid  T.  C.  Gallagher  for  Wharfing  Branch 

Road, 198  0 0 

Amount  of  Expenses  of  Station  yard,  Masonry  of 

Turntables,  Fencing,  &c., 512  16  2 

Amount  of  Depreciation  and  loss  in  old  buildings  in- 
cluded in  Jackson  purchase, 1317  l 3 

Amount  per  Railway  Report, . 


Rolling  Stock  and  Machinery. 

Amount  of  Rolling  Stock  and  Machinery  in  Audi- 
tor’s Report, 

The  whole  of  this  Account  charged  to  General 

Store  Accounts, £48780  1 5 

The  ascertained  value  of  the  Stock  now  in  use  on 
road,  being  there  credited  General  Store 

Acct.,  and  charged  to  this  Acct., 42885  5 11 

The  difference  to  be  accounted  for  as  General  Stores 

constitutes  the  actual  deduction, 

Amount  per  Railway  Report,  . 


Miscellaneous  Stock. 

Amount  of  Miscellaneous  Stock  as  stated  in  Au- 
ditor’s Report, 

The  whole  of  this  Acct.,  charged  to  General  Store 

Acct., 

The  ascertained  value  of  all  articles  applicable  to 
this  Acct.,  and  in  use  in  the  various  offices 
and  Stations  being  charged  to  this  Acct.  and 

credited  to  General  Store  Acct., 

The  difference  to  credit  of  General  Store  Acct., 

constitutes  the  addition, 

Amt.  per  Railway  Report, 

The  amounts  stated  in  the  Auditor’s  Report  a 
Stores,”  “ Rails  and  Chairs”  and  “ Cordwood,’ 
the  same  Account  as  given  in  the  Railway  Repoi 
name  of  “ General  Stores  on  hand.” 


1225  12  8 


1563  9 2 


£19,830  18  11 

94  16  11 
£19,925  15  10 


— 2051  2 5 

£17,874  13  5 


£48780  1 5 


5894  15  6 

£42885  5 11 


£1225  12  8 


337  16  6 

£1563  9 2 


“ General 
constitute 
under  the 
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The  Auditor  reports  as  follows  : — 


Rails  and  Chairs  Account, £24,279  11  2 

General  Stores, 1636  13  3 

Cordwood,  St.John, 552  10  11 

Do.  Bend  and  Shediac, 342  15  8 

£26,811  11  0 


ADD — FROM  PERMANENT  WAY. 

Sundry  Invoices  of  Rails,  Chairs  and  Spikes,.  . . . £8,342  14  11 


Amt.  of  Do.  do.  do.  do. 

supplied  Contractors, 7,635  4 2 

Amt.  of  Rails,  Chairs  and  Spikes  on  hand, 14,762  6 6 

*•  “ P.  P,  Timber,  Cement,  &c 1,622  8 4 

“ “ Sundries  from  Fleming  & Humbert  and  C, 

B.  Record  & Co., 597  5 11 

FROM  BUILDINGS’  ACCOUNT. 

Large  Lamp  and  Sundries, 23  5 0 

FROM  ROLLING  STOCK  AND  MACHINERY. 

Whole  amount  of  this  Account,  48,780  1 5 


FROM  MISCELLANEOUS  STOCK. 

Whole  amount  of  this  Account, 

FROM  ENGINEERING  ACCOUNTS. 

Horses,  Wagons,  Harness,  &c., 

Surveying  Implements,  &c.,  on  hand, 

FROM  LOCOMOTIVE  POWER. 

Amt.  of  Tallow  and  Waste  on  hand, 

FROM  GENERAL  CHARGES  ACCOUNT. 

Amt.  paid  for  Tickets,  Press,  &c., 

FROM  REVENUE  ACCOUNT. 

Carriage  and  expenses  on  sundry  Materials,.  . . . 
FROM  PERMANENT  WAY. 

Amt.  of  Wood,  per  Toucher,  No.  2, 

900  Cords  Wood,  included  in  Sumner  Contract 

for  clearing  and  burning, 

Sundry  Bills — Sawing  Wood,  Shediac, ........ 

FROM  LOCOMOTIVE  POWER. 

Sundry  Bills — Wood  and  Sawing, 


DEDUCT — CHARGED  PERMANENT  WAY. 

Invoice  Rails,  &c.,  per  “ Middleton,” 

CHARGED  CONTRACTORS,  &C., — VIZ.  .' 

Walker  & Co.,  Sections  5 and  6,  St.  John,  .... 

Do.  “ 5,  Salisbury,.... 

D.  P.  Myers,  “ 8,  Hampton, 

John  Brookfield,  “ 4,  St.  John, 

McBean  & McDonald,  Sec.  4,  Salisbury, 

Johnston  & Blackie  “ 7,  Hampton, 

Thomas  King,  “ 9,  “ 

Geo.  Craig — Rails  and  Chairs  for  making  Frogs, 

Fleming  & Humbert,  Duties,  &c., 

R.  C.  Scovil, — Sundries  sold  at  Auction, 

A.  Smithers — 250  brls.  Cement, — twice  charged, 

ROLLING  STOCK  AND  MACHINERY. 

Ascertained  value  of  Stock  on  hand  and  in  use  on 

road, 42,885  5 11 

Amount  carried  forward,.  . £83,229  17  © 


1,225 

12 

8 

97 

4 

6 

109 

16 

1 

85 

9 

4 

156 

17 

o : 

127 

3 

10 

34 

18 

0 

106 

17 

6 

58 

16 

9 

39 

17 

10—83,805  19  9 

£110,617  10  9 


2,994 

12 

0 

16,268 

2 

4 

3,609 

8 

2 

1,423 

13 

5 

353 

9 

7 

6,879 

13 

1 

6,044 

11 

6 

2,415 

13 

5 

187 

13 

11 

80 

12 

10 

22 

6 

4 

64 

14 

6 
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Amount  bro’t  forward . .£83,229  17 


0-110,617  10  9 


MISCELLANEOUS  STOCK. 

Furniture  in  General  Office  and  Stations, 1,563  9 2 

buildings’  account. 

Sundry  Materials  furnished, 94  16  11 

ENGINEERING  ACCOUNT. 

For  ascertained  depreciation  in  Surveying  Imple- 
ments, &c., 67  2 4 

LOCOMOTIVE  POWER. 

Oil,  Tallow,  Waste,  &c.,  Shediac, 126  12  0 

“ “ “ “ St.  John, 279  17  0 

Merchandize  and  Passenger  Cars,  St.  John 13  17  4 

MAINTENANCE  OE  WAY  AND  BUILDINGS. 

Sundry  Materials, 0 19  6 


GENERAL  CHARGES. 

Tickets  sold  to  date, 22  8 

Walker  & Co.,  Section  5 and  6,  St.  John,  Sundries,  547  14 

“ “ 5,  Salisbury,  “ 554  18 

D.  P.  Myers,  “ 2,  St.  John,  “ 159  6 

F.  James,  Car  Builder,  “ 141  11 

John  Brookfield,  Sec.  4,  St.  John,  “ 183  5 

Small  & Crosby,  Cement, 7 10 

Fleming  & Humbert,  Sundries, 12  6 

Wm.  Stevens,  Sec.  14,  Sussex,  do., 3 0 

Permanent  Way,  “ 2,823  13 

Locomotive  Power,  wood,  St.  John, 105  2 

“ “ “ Shediac,  284  17 

Amount  per  Railway  Report, 


6 

11 

2 

5 

2 

4 

0 

0 

0 

3 

11 

5—90,222  5 4 

<£20,395  5 5 


D-  P.  MYERS,  SECTION  NO.  2,  ST.  JOHN. 
Amounts  as  stated  in  Auditor’s  Report, 


21,388  10  8 


— ADD  — 

Amount  from  Permanent  Way  formerly  credited 


now  reversed  until  final  settlements, £18,800  10  8 

GENERAL  STORE  ACCOUNT. 

Plant  and  Materials  furnished, 159  6 5 


REVENUE  ACCOUNT. 

Amounts  charged  him  for  use  of  Trains  for  his 

workmen,  &c., 275  0 

Proportion  of  Expenses  Repair  of  Ballast  Cars 

used  by  him  in  Construction, 93  15 

Use  of  St.  John  and  Petitcodiac  Engines,  Driver 

and  Fireman’s  time  &c.  &c., 373  0 


DEDUCT. 

Amount  charged  Fleming  & Humbert, 


Of  this  Amounts  for  Personal  Advances  is, 38,598  11 

for  Iron  Bridge  and  Rails, 2479  2 

Amount  per  Railway  Report, 


0 

0 


0-19,701 

12 

1 

£41,090 

2 

9 

12 

8 

2 

£41,077 

14 

7 

10 

9 


..£41,077  14  7 
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JOHN  BROOKFIELD,  SECTION  NO.  4,  ST.  JOHN. 


Amount  as  per  Auditor’s  Report, 


£6681  1 4 


— ADD — 

Amount  formerly  charged  Permanent  Way,  now 


reversed  until  final  settlements, 8111  17  0 

GENERAL  STORE  ACCOUNTS. 

Sundry  Plant  and  Materials, 183  5 4 

Rails  and  Chairs  &c.,  for  Construction, 353  9 7 


REVENUE  ACCOUNTS. 

Use  of  Petticodiac  and  Loostauk  Engines,  Driver 

and  Firemen’s  time,  &c., 296  0 0 — 8944  11  11 

£15,625  13  3 


Personal  Advances, 15,272  3 8 

Rails,  Chairs,  &c.,.  353  9 7 

Amount  per  Railway  Report, 15,625  13  3 


WALKER  & CO.,  SECTION  NO.  3,  MONCTON. 


Amount  per  Auditor’s  Report, 1331  17  2 

ADD. — REVENUE  ACCOUNT. 

Use  of  Engine,  Drivers  and  Firemen’s  time,  &c.,  . 124  0 0 

Amount  per  Railway  Report, £1,455  17  2 


WALKER  & CO.,  SECTION  NO.  5,  ST.  JOHN. 


Amounts  per  Auditor’s  Report, 


22,715  17 


9 


ADD 

Amount  Charged  Permanent  Way  now  reversed 

until  final  Settlement  of  Accounts,  .......  . 5776  17  4 

Amount  Charged  Section  5,  Salisbury,  in  error,  . . 1455  0 0 


REVENUE  ACCOUNT. 

Use  of  Engines  St.  John  and  Kennebecasis,  Drivers 

and  Firemen’s  time  &c., 

Amount  per  Railway  Report, 


337  10  0—  7569  7 4 

£30,285  5 I 


WALKER  & CO.,  SECTION  NO.  6,  ST.  JOHN. 

Amount  per  Auditor’s  Report, 9043  0 11 

— add — 

Amount  Charged  Permanent  Way  now  reversed 

until  Settlements, 2709  14  9 

GENERAL  STORE  ACCOUNT. 

For  Rails,  Chairs  and  Spikes  for  use  of  Section  No.  5 

and  6, 16,268  2 4 

Sundry  Plant  and  Material, 547  14  11-19,525  12  0 

£28,568  12  11 

12,079  3 4 “ 

16,489  9 7 
28,568  12  11 


Personal  Advances, 

Rails,  &c.,  for  Nos.  5 & 6,  . . 
Amount  per  Railway  Report, 
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WALKER  &'C0.,  SECTION  NO.  5,  SALISBURY. 

Amount  per  Auditor’s  Report, £7191  10  11 


— add — 

GENERAL  STORE  ACCOUNT. 


Plant  and  Materials,  &c., 

554  18 

2 

Rails,  Chairs,  &c.,  

3609  8 

2—4164 

6 

4 

11,355 

17 

3 

DEDUCT. 

Amount  charged  in  error  should  be  Section  5,  St.  John, 

1455 

0 

0 

£9900 

17 

3 

Personal  Advances, 

6270  10 

3 

Rails,  Chairs,  &c., 3630  7 0 

Amount  per  Railway  Report, £9900  17  3* 


D.  P.  MYERS,  SECTION  NO.  8,  HAMPTON, 


Amount  per  Auditor’s  Report  being  personal  Advances,  10,340  17  11 

ADD 

Rails,  Chairs,  &c.,  for  Construction, 1423  13  5 

Amount  per  Railway  Report, £11,764  11  4 


SMALL  k CROSBY,  HAMMOND  RIVER  VIADUCT. 

Amount  per  Auditor’s  Report, £13,793  10  9 

ADD 

Amt.  charged  Permanet  Way,  now  reversed  until 

settlement, £1,578  17  0 

General  Store  Acct.  for  Cement, 7 10  0 — 1,586  7 0 

£15,379  17  9 

Personal  Advances, £9,112  1 9 

Iron  Girders,  &e.,  for  Bridges,  ....  6,267  16  0 

Amt.  per  Railway  Report, £15,379  17  9 


JOHNSTON  k BLACKIE,  SECTION  7,  HAMPTON. 

Amount  per  Auditor’s  Report, 14,354  7 4 

ADD GENERAL  STORE  ACCOUNT. 

Rails,  Chairs,  &c.,  for  Construction, 6,044  l 1 6 


£20,398  18  10 

Personal  Advances, £14,333  18  4 ~ 

Rails,  Chairs  and  Spikes, 6,065  0 6 

Amt.  per  Railway  Report, £20,398  18  10 
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THOMAS  KINO,  SECTION  9,  HAMPTON. 


Amount  per  Auditor’s  Report,. 

— add — 

General  Store  Account,  Rails,  &c., 


£4213  10  3 

2415  13  5 

£6629  3 8 


Personal  Advances, 4205  3 9 

Rails,  Chairs  and  Spikes, 2423  19  11 

Amount  per  Railway  Report, £6629  3 8 


Amount  per  Auditor’s  Report, 

— add — 

General  Store  Account,  Rails,  Chairs,  &c.,.  . . 

Personal  Advances, £13,330  6 9 

Rails,  Chairs,  &c., 

Amount  per  Railway  Report,  £20,336  14  4 


FLEMING-  & HUMBERT. 

Amounts  per  Auditor’s  Report, 

ADD 

Amt.  from  B.  P.  Myers’  Acct.,  Sec.  2, £12  8 2 

GENERAL  STORE  ACCOUNT. 

For  Axles,  Wheels  and  Netting, 

Duties  and  Freight  of  Material  imported  for  Loco- 
motives,   

Amt.  per  Railway  Report, £497  9 8 


. £6629 

3 8 

SALISBURY. 

13,457 

1 

3 

6879 

13 

1 

£20,336 

14 

4 

£13,330 

6 9 

7006 

7 7 

.£20,336 

14  4 

! 

£392 

2 

8 

£12  8 

2 

12  6 

0 

80  12 

10  — 105 

7 

0 

FREDERICK  JAMES. 


Amount  per  Auditor’s  Report, 1,356  10  9 

ADD — FROM  GENERAL  STORE  ACCOUNT. 

Rubber  Springs,  Car  Wheels,  &c., 141  11  2 

Amount  per  Railway  Report, £1,498  1 11 


GEORGE  CRAIG. 


£139  13  2 

187  13  li 
£327  7 I 


Personal  Advances, £65  0 0 

Rails,  Chairs  and  Iron, 262  7 1 

Amount  per  Railway  Report,  ......  £327  7 1 


Amount  per  Auditor’s  Report, 

ADD — GENERAL  STORE  ACCOUNT. 
For  Rails  and  Chairs  for  making  Frogs,  &c., 
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LOCOMOTIVE  POWER  ACCOUNT. 


Amount  per  Auditor’s  Report,  . 

— add — 


£3*731  13.  3 


FROM  GENERAL  STORE  ACCOUNT. 

Oil,  Tallow  and  Waste  Materials,  for  Repairing 

Engines,  &c., . 

Cordwood,  Shediac, 105  2 11 

“ St.  John, ..284  17  5 


DEDUCT. 

Sundries  charged  Cordwood  Account, 

do.  do.  Permanent  Way, 

do.  do.  M.  & Passenger  Cars, 

Tallow  and  Waste  on  hand  charged  General  Store  Ac- 
count  

R.  C.  Scovil,  Cash  paid  him  for  labor,  &c., 

Amount  per  Railway  Report, . . 


406-  9 0 

— 390  a 4—796  9 4 

£4528  2 7 


39  17  10 
46  16  0 

59  7 10 

85  9 4 

1 13  9—233  4 9 

£4294  17  10 


MERCHANDIZE  AND  PASSENGER  CARS.- 


Amount  per  Auditor’s  Report, 1261  8 % 

— add — 

FROM  GENERAL  STORE  ACCOUNT. 

Materials  for  Repairing  Cars, 13  17  4 

FROM  LOCOMOTIVE  POWER. 

Oil  used  by  Cars, 59  7 10  — 73  5 ' 2- 

£1334  13  4 

DEDUCT 

Amount  charged  R.  C.  Scovil,  Expense  on  Freight,.  . 4 2 7 

Amount  per  Railway  Report, £1330  10  9 


MAINTENANCE  OF  WAY  AND  BUILDINGS. 


Amount  per  Auditor’s  Report, „ 334  18  2 

add. — Sundries  from  General  Store  Account, 19  6 

£335  17  8 

DEDUCT. 

Sundries  charged  to  Permanent  Way  Account, 8 3 11 

Amount  per  Railway  Report, £327  13  9s 
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GENERAL  CHARGES. 


Amount  per  Auditor’s  Report, £1,441  0 7 

ADD FROM  GENERAL  STORE  ACCOUNT. 

Amount  of  Tickets  sold, 22  8 6 

£1,463  9 I 

DEDUCT 

Ticket  Press  and  Tickets  charged  to  General  Store 

Account, 156  17  0 

Amount  per  Railway  Report, £1,306  12  1 


Saint  John , N.  B., 

9th  April , 1859. 

Sir, — You  requested  me  this  morning  to  give  you  in  writing 
any  explanations  I had  to  offer  respecting  certain  letters  pub- 
lished by  Messrs.  Thorne  & Lee  relative  to  spikes,  and  also 
to  explain  some  expressions  in  Mr.  Robert  Reed’s  letters  to 
me,  by  which  it  might  be  understood  that  a higher  price 
had  been  paid  to  Messrs.  Barings  for  rails,  than  they  could 
have  been  purchased  for  elsewhere  by  Mr.  Reed. 

With  respect  to  the  Spikes,  I have  to  say,  that  fifty  tons 
were  ordered  from  Messrs.  Thorne  & Lee  for  last  years  opera- 
tions, to  be  delivered  as  required,  but  from  an  accident  having 
happened  to  the  machinery  by  which  at  one  time  a quantity 
required  for  immediate  use  could  not  be  obtained,  the  Com- 
missioners thought  it  expedient  to  order  a small  quantity 
through  Messrs.  Barings  as  a reserve. 

On  these  being  received,  and  compared  with  Messrs.  Thorne 
& Lee’s  Spikes,  it  was  found  that  the  former  were  cheaper  and 
made  of  better  iron. 

Samples  of  both  were  shewn  to  the  Committee  this  morn- 
ing. 

As  the  Commissioners  did  not  think  it  consistent  with  their 
duty  to  the  public,  even  for  the  sake  of  encouraging  domestic 
manufacture  to  pay  Messrs,  Thorne  & Lee  a higher  price  for 
their  inferior  article  than  a better  article  could  be  got  for  else- 
where, they  directed  Messrs.  Barings  to  take  tenders  from  the 
principal  houses  in  the  trade  in  England,  for  such  rails,  chairs 
and  spikes  as  would  be  wanted  this  year. 

On  hearing  from  Messrs.  Thorne  & Lee  that  they  were 
willing  to  supply  spikes  as  low  as  they  could  be  imported, 
and  made  from  iron  of  approved  quality,  a letter  was  sent  to 
Messrs.  Barings  by  first  mail  thereafter  requesting  them  not 
to  make  a contract  for  spikes,  but  by  last  mail  the  Commis- 
sioners were  informed  that  the  contract  had  been  closed  before 
the  receipt  pf  their  letter. 

Mr.  Reed  states  I think  in  some  of  his  letters  that  he  had 
been  offered  rails  at  a lower  price  than  that  named  to  him  by 
Messrs.  Barings. 


He  afterwards  informed  me  that  he  had  misunderstood  the 
matter,  as  the  rails  Messrs.  Barings  could  purchase  were 
“ hammered,”  while  those  offered  by  Messrs.  Naylor  were 
“ rolled”  and  not  “ hammered,”  which  was  equivalent  to 
more  than  the  difference  in  price. 


Hon.  J.  H.  Gray,  Chairman 
Railway  Committee., 


I am  Sir,  your  obd’t  servant, 

R.  JARDINE. 


The  Committee  appointed  on  the  29th  day  of  February  last 
to  examine  and  report  upon  the  Reports  and  Documents 
relative  to  the  European  and  North  American  Railway 
Works  laid  before  the  House  by  Message  from  his  Excellency 
the  Lieutenant  Governor 

REPORT: 

That  having  as  far  as  was  in  their  power  examined  the 
Reports  and  Documents  submitted  to  them,  they  proceeded 
on  the  17th  of  March  last,  that  being  the  earliest  day  on  which 
the  Chief  Commissioner  of  Railways  with  the  Chief  Engineer 
could  attend,  to  the  examination  of  the  several  witnesses  who 
had  been  summoned  before  them,  and  have  continued  without 
intermission,  from  that  day  to  the  9th  instant  inclusive,  exam- 
ing  such  witnesses  and  taking  evidence. 

That  in  anticipation  of  the  immediate  prorogation  of  the 
Legislature,  the  Committee  closed  their  examinations  on  the 
9th  inst.,  leaving  their  investigations  incomplete.  They  would 
state,  however,  that  there  is  in  the  mode  of  keeping  the 
books  a marked  improvement.  The  system  now  adopted  is 
very  similar  to  that  in  use  on  the  Grand  Trunk  in  Canada,  and 
is  apparently  calculated  at  all  times  to  afford  ready  and  correct 
information  of  the  Receipt  and  Expenditures  connected  with 
the  Railway  in  every  department  and  under  all  circumstances. 

That  it  is  established  by  the  evidence  before  them,  that  the 
whole  road  from  St.  John  to  Shediac,  assuming  the  remaining 
portions  thereof  to  be  completed  in  as  efficient  a manner  as 
are  those  now  completed,  will  be  a first  class  road  of  superior 
description  well  and  solidly  built. 
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That  the  cause  of  the  apparent  discrepancies  between  the 
Account  of  the  Commissioners,  the  Chief  Engineer,  and  the 
Auditor  General's  Report  thereupon  has  been  satisfactorily- 
explained,  and  that  such  discrepancies  are  not  likely  to  occur 
again. 

That  according  to  the  evidence  before  this  Committee  there 
is  no  ground  whatever  for  suspecting  fraud  or  misappropria- 
tion with  the  public  moneys  either  to  the  former  or  present 
Commissioners  and  that  both  Boards  have  to  the  best  of  their 
knowledge,  endeavoured  to  act  judiciously  and  prudently  in 
the  management  of  the  important  interests  entrusted  to  then- 
care. 

In  page  12  of  the  Report  of  the  Commissioners  there  will 
be  found  “ statement  shewing  the  actual  cost  of  construction, 
Grading,  Roadway  and  of  Station  grounds,  from  Mill  street 
to  Gilbert's  Lane,  St.  John,  to  30th  April,  1857. 

Labor  of  Grading,  Masonry,  Pile  driving  &c.,  paid  Walker, 
Brookfield  and  Myers,  - - - - £4191188 

The  testimony  of  the  Chief  Commissioner  before  your  Com- 
mittee on  the  same  subject  was  : That  there  was  a direct  loss 
on  the  grade  at  Gilbert's  Lane  of  £4100;  and  that  the  Work 
that  was  done  between  Gilbert’s  Lane  and  Mill  street  amoun- 
ted to  £4000,  and  the  greater  portion  had  to  he  abandoned, 
and  that  for  this  loss  the  Government  in  1856  and  '57,  of 
which  the  Chairman  of  this  Committee  was  a member,  was 
responsible. 

The  testimony  of  Mr.  Light  in  reference  to  the  same  work 
is  as  follows  : — 

“ I do  not  consider  the  £4191  at  all  extravagant  for  the 
work  done  between  Gilbert's  Lane  and  the  Mill  Pond.  It  is 
a heavy  division  of  the  road,  and  that  expenditure  was  all 
necessary  to  ultimate  completion  of  the  road,  some  part  tem- 
porary and  some  part  final. 

“ The  whole  cost  of  the  work  done  during  the  winter  of  1856 
and  '57,  between  Gilbert’s  Lane  aud  the  Mill  Pond,  including 
£344  of  permanent  sleepers  as  per  Contract  exhibited  to  House 
of  Assembly  in  1857  was  £2530.  The  portion  of  those  I 
conceive  to  be  permanent,  including  the  Pile  Bridge  over  the 
Mill  Pond,  which  is  necessary  for  a freight  track,  is  £1679, 
leaving  for  temporary  purposes  £851,  and  in  my  opinion  then 
and  now,  that  temporary  expenditure  was  justified  for  the 


final  purposes  and  objects  of  the  work.  Had  that  expenditure 
not  been  made  there  would  have  been  no  dividend/5 

That  owing  to  the  short  period  of  time  at  their  command, 
and  the  voluminous  and  conflicting  character  of  the  evidence, 
it  is  impossible  for  the  Committee  to  determine  whether, 
taking  the  whole  line  into  consideration,  the  road  might  or 
might  not  have  been  built  cheaper,  or  whether  one  less  expen- 
sive would  not  have  been  more  in  accordance  with  the  wants 
and  necessities  of  the  country. 

That  the  Committee  have  had  no  opportunity  of  inquiring 
into  the  prudence  or  economy  of  management,  or  of  the  prob- 
able returns  of  traffic,  and  therefore  abstain  from  expressing 
any  opinion  on  those  and  other  points,  to  which  had  further 
time  been  at  their  command  it  would  have  been  their  duty  to 
have  turned  their  attention. 

The  Committee,  considering  the  immense  expenditure 
under  the  Control  of  the  Chief  Commissioner,  his  also  being 
the  head  of  one  of  the  most  important  Departments  in  the 
public  service.  In  view  of  the  time  occupied  each  Session  by 
large  Committees  of  the  Legislature  with  the  affairs  of  that 
Department,  and  in  furtherance  of  the  public  interests  would 
also  recommend  that  the  Chief  Commissioner  or  some  mem- 
ber of  the  Railway  Board  should  be  a member  of  the  Execu- 
tive Council  and  hold  a seat  in  the  Legislature,  and  that  the 
necessary  legislation  to  accomplish  that  object,  be  forthwith 
adopted. 

Committee  Room , 11/A  April,  1859. 

J.  H.  GRAY, 

E.  A.  VAIL, 

JOHN  McADAM, 

P.  MITCHELL, 

DAVID  TAPLEY, 

B.  BOTSFORD, 

john  McMillan, 


REPORT  OF  A COMMITTEE 


OP  THE 

LEGISLATIVE  COUNCIL. 


The  undersigned  members  of  the  Committee  appointed  to 
report  upon  matters  relating  to  the  Accounts  and  Construction 
of  the  European  and  North  American  Railway,  having  had 
under  consideration  the  Report  of  the  Railway  Commissioners 
referred  to  them  on  the  3rd  ultimo,  beg  leave  to  offer  the  fol- 
lowing observations. 

1.  They  regret  that  it  is  not  in  their  power  to  submit  a full 
report  upon  the  questions  referred  to  them.  The  subject  is 
in  itself  one  which  must  necessarily  require  much  time  and 
attention,  more  in  fact  than  can  well  be  devoted  to  it  during 
the  sitting  of  the  Legislature,  with  a due  regard  to  the  general 
business  of  the  Session. 

They  have  further  to  remark  that  two  of  their  numbers  hav- 
ing been  obliged  to  return  home  some  time  ago,  those  remain- 
ing naturally  feel  a delicacy  in  expressing  their  views  upon 
points  not  previously  discussed.  They  are  moreover  of  opin- 
ion that  a full  and  impartial  report  in  regard  to  the  construc- 
tion, working  and  maintenance  of  the  Railway  would 
required  a very  minute  investigation,  which  could  only  be 
accomplished  by  a careful  inspection  of  the  Road,  Stations, 
and  Rolling  Stock,  together  with  practical  illustrations  of  the 
working  system  now  in  operation. 

Under  these  circumstances  the  undersigned  have  decided  to 
confine  their  remarks  to  points  investigated  by  the  whole 
Committee  with  the  exception  of  a few  general  observations. 
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2.  The  first  point  to  which  the  Committee  directed  their 
attention  was  that  relating  to  the  Accounts,  particularly  the 
great  discrepancies  apparently  existing  between  those  pub- 
lished by  the  Commissioners  in  their  Report,  and  those 
reported  on  by  the  Auditor  General,  and  which  affected  not 
only  the  gross  amount  but  in  most  instances  each  separate 
head  of  expenditure. 

3.  Without  here  expressing  an  opinion  as  to  the  judicious 
or  economical  expenditure  of  the  money  it  is  due  to  the  Com- 
missioners to  say  that  the  discrepancies  alluded  to  have  been 
satisfactorily  explained. 

4.  The  investigation  of  this  branch  of  inquiry  has  been 
lengthy,  having  occupied  by  far  the  greater  portion  of  the 
time  which  the  Committee  were  enabled  to  devote  to  the  sub- 
ject. 

The  Committee  have  examined  the  Auditor  General  and 
the  head  Clerk  of  his  Department,  the  Chief  Commissioner  of 
Railways,  and  the  Railway  Accountant,  and  have  had  before 
them  the  detailed  accounts  and  a portion  of  the  vouchers  con- 
nected therewith.  This  point  being  one  in  which  the  Legis- 
lature, as  well  as  the  public,  have  evinced  a peculiar  interest, 
and  one  not  readily  explained  in  a short  Report.  It  was 
deemed  advisable  to  call  upon  the  Chief  Commissioner  and 
the  Auditor  General  to  submit  separate  explanations  in  writing. 
These  were  promptly  furnished  and  are  appended  to  this 
Report  for  the  purpose  of  affording  detailed  information  on 
this  head. 

5.  Much  of  the  difficulty  in  respect  of  the  Accounts  has 
arisen  from  the  want  of  a well  digested  and  uniform  system 
in  keeping  them.  And  the  Committee  were  informed  by  the 
Auditor  General’s  Department  that  the  absence  of  a proper 
classification  of  the  vouchers  so  as  to  correspond  with  the 
several  abstract  accounts  had  caused  considerable  delay  and 
‘much  additional  trouble  in  Auditing. 

6.  These  difficulties,  it  appears  had  not  escaped  the  atten- 
tion of  the  Commissioners,  and  were  in  a measure  partly 
anticipated,  enquiries  having  been  instituted  by  them  into  the 
most  approved  modes  of  keeping  Railway  Accounts.  Their 
investigation  has  resulted  in  the  adoption  of  that  now  in  opera- 
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tion  upon  the  Grand  Trunk  Railway  of  Canada.  The  Com- 
mittee have  examined  the  new  set  of  books  opened  under  the 
direction  of  the  Commissioners,  and  they  are  pleased  to  be 
enabled  to  report  their  belief  that  the  system  is  well  adapted 
to  the  service,  and  they  are  assured  that  under  it,  difficulties 
such  as  have  heretofore  arisen  in  reference  to  the  accounts 
cannot  again  occur,  and  that  by  this  arrangement  great  facili- 
ties will  be  afforded  in  Auditing  future  Accounts. 

7.  The  question  of  a water  terminus  at  Saint  John  having 
been  brought  to  the  notice  of  the  Committee,  they  are  deeply 
impressed  with  the  importance  of  using  great  caution  in  the 
selection  of  this  Terminus  and  the  necessity  of  ascertaining 
what  facilities  proprietors  are  willing  to  afford  before  fixing 
upon  any  site,  and  it  is  hoped  that  the  serious  attention  of  the 
Government  and  Railway  Commissioners  will  be  directed  to 
this  important  point,  free  from  local  and  individual  influences. 

8.  The  general  character  of  the  Road. — -While  from  informa- 
tion before  the  Committee  they  are  of  opinion  that  the  works 
have  been  well  executed  and  are  highly  finished,  it  is  a matter 
worthy  of  grave  consideration  of  the  Government  and  the 
Railway  Commissioners  whether  an  equally  substantial  road, 
and  one  in  every  respect  suitable  to  the  wants  of  the  country 
might  not  have  been  constructed  at  a less  cost,  and  if  so  they 
trust  that  a more  economical  system  will  be  adopted  in  future. 

9.  General  Staff  and  Expenses  of  Management. — No  com- 
plete return  on  the  subject  having  been  submitted,  the  under- 
signed are  unable  to  ascertain  the  exact  annual  charge  incur- 
red therefor  during  the  past  year,  but  from  the  returns  made 
in  the  supplemental  Report  of  the  Railway  Commissioners 
and  a statement  of  persons  employed  in  the  Engineering  Staff 
laid  before  them,  the  sum  thus  expended  appears  to  be  very 
large. 

The  undersigned  are  of  opinion  that  this  is  also  a matter 
requiring  the  attention  of  the  Government  and  Railway  Com- 
missioners under  the  full  impression  that  a saving  might  be 
effected  in  these  charges.  They  would  therefore  recommend 
an  investigation  of  the  subject  with  a view  to  reduce  the  expen- 
diture under  these  heads  so  far  as  may  be  consistent  with  a 
due  regard  to  the  efficiency  of  the  several  departments. 

10.  In  conclusion,  the  undersigned  have  to  remark  that  the 
utmost  harmony  and  good  feeling  prevailed  throughout  their 
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investigations,  the  Committee  have  alone  been  actuated  by 
a desire  to  institute  a fair  and  impartial  inquiry  into  the  mat- 
ters referred  to  them,  and  they  beg  also  to  bear  testimony  to 
the  ready  promptitude  evinced  by  the  Auditor  General  and 
his  Department.  The  Chief  Commissioner,  Chief  Engineer, 
and  Railway  Accountant  in  affording  information  and  explana- 
tions whenever  called  upon. 

All  of  which  is  respectfully  submitted. 

Leg.  Council  Chamber , April , 1859. 

W.  H.  ODELL, 

A.  E BOTSFORD, 
W.  H.  STEVES. 


(Borajmm  nnit  3lorf[r  Slmcrirnn  Jvailtnatf. 


OPINIONS  OP  THE  PRESS. 


[S'romtlie  “American  Railroad  ^wjnal,”  N<3W  York,  March  13,  1859,] 



“ The  comprehensive  plan  involved  in  the  conception  and  construction  of  this 
railway  is  in  keeping  with,  and  will  account  for  its  comprehensive  name.  It  is 
no  less  than  a line  of  rails  across  the  State  of  Maine,  and  the  provinces  of  New 
Brunswick  and  Nova  Scotia,  to  the  nearest  available  continental  harbor  of  North 
America  to  Ireland,  and  is  in  reality  a plan  for  shortening  the  time  of  passage 
between  the  metropolis  of  the  New  World  and  the  metropolis  of  the  Old.  In  the 
words  of  its  projectors,  “ no  one  familiar  with  the  commonest  principles  of  com- 
mercial economy  can  for  a moment  doubt  the  truth  of  the  assertion,  that  at  some 
time  or  other  the  necessities  of  trade  will  require  the  adoption  of  the  shortest 
possible  sea  voyage  between  the  continents  of  Europe  and  America.  The  dis- 
cerning minds  of  both  continents  have  seen  the  rapid  approach  of  this  event  in 
the  various  measures  by  which  lines  of  railway  have  been  pushed  out  from  the 
great  commercial  centres  of  England  and  the  United  States  towards  each  other, 
in  the  direction  of  the  shortest  line  between  them.” 

The  construction  of  the  Britannia  Tubular  Bridge,  and  of  the  Railway  from 
Dublin  to  Galway — the  latter  place  being  the  nearest  harbor  in  Great  Britain  to 
North  America — long  ago  awakened  public  attention  to  some  corresponding 
movement  on  this  side  of  the  Atlantic,  with  a view  of  fulfilling  the  great  require- 
ment spoken  of.  In  June,  1850,  a few  public  spirited  individuals  of  Portland, 
Maine,  united  in  a memorial  to  the  legislature  of  that  State,  asking  that  a survey- 
should  be  made  with  a view  to  ascertain  the  most  practicable  route  for  a railway 
from  Bangor  to  the  boundary  line  of  the  Province  of  New  Brunswick,  in  the 
general  direction  of  St.  John-. 

From  the  easternmost  point  of  Nova  Scotia  (Cape  Canso)  to  Galway  Bay,  in 
Ireland,  the  distance  is  about  2,000  miles.  The  nearest  available  harbor  to  Cape 
Ganso,  and  but  a short  distance  west,  is  Whitehaven,  which,  according  to  the 
authority  of  Admiral  Owen,  who  had  surveyed  it,  “is  a most  splendid  and  com- 
modious port  at  the  nearest  available  point  of  North  America  to  Ireland,  its  natural 
facilities  greatly  exceeding  those  of  Halifax  or  any  other  point  upon  the  coast.” 
Galway  Harbor,  on  the  west  coast  of  Ireland,  is  one  of  the  finest  in  the  world, 
having  great  advantages  over  Bristol  or  Liverpool.  The  distance  from  Galway 
to  Dublin  is  120  miles;  from  Dublin  to  Holyhead,  63  miles;  and  from  Holyhead 
to  London,  263  miles. 

From  White  Haven  to  St.  John  the  distance  is  less  than  250  miles  ; from  St. 
John  to  Waterville,  in  Maine,  to  which  point  there  then  existed  a continuous  line 
of  railways  from  New  York,  is  about  200  miles.  These  lines  have  since  been  ex- 
tended east  to  Bangor,  55  miles  nearer  to  St.  John.  The  entire  distance  from 
New  York-  to  London,  by  the  line  indicated,  and  the  time  required  for  its  passage, 
is  she-tori  in'  the  following  table  ; 
l 
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Hoars' 


London  to  Holyhead,  by  raliway,  263  miles, 7-k 

Holyhead  to  Dublin,  steamer,  63  miles 3| 

Dublin  to  Galway,  by  railway,  120  miles, 4 

Galway  to  White  Haven,  steamer,  2,000  miles, 128 

White  Haven  to  Bangor,  by  railway,  400  miles, 13A 

Bangor  to  New  York,  “ 477  miles, 16 

Total  distance,  by  steamer,  2,063  miles 

Total  distance,  by  railway,  1,260  “ 

Total  distance 3,323  miles*  Time, 172^ 

hours — or  7 days  hours. 


From  an  inspection  of  a globe,  it  will  be  seen  that  this  route  follows  nearly 
upon  the  great  circle  between  the  two  extremes.  It  varies  so  slightly  from  it  as- 
to  be  but  little,  if  any,  longer  than  the  route  usually  taken  by  the  steamers  from 
New  York  to  Liverpool,  which  is  estimated  at  from  3,100  to  3,300  miles.  In  the 
above  table  the  speed  of  the  steamers  is  calculated  at  16  miles  per  hour,  which  it 
is  admitted  is  a much  faster  average  rate  than  is  now  accomplished  ; but  it  must 
be  borne  in  mind  that  a shortening  of  sea  voyage  from  3,300  to  2,000  miles 
would  dispense  with  40  per  cent  of  the  coal  and  other  e^tra  weight  now  carried. 

A capital  of  $-200,000,000  invested  in  railways  between  Galway  and  London, 
has  a direct  interest  in  the  plan  proposed,  as  well  as  a capital  of  almost  equal 
amount  in  New  England  and  Canada. 

These,  and  many  other  pertinent  facts  and  arguments,  were  embodied  in  the 
memorial  to  the  Legislature  of  Maine,  which  was  a most  ably  written,  and  fore- 
seeing  document.  The  movement  in  Maine  aroused  a corresponding  movement 
in  the  Provinces,  and  a convention  was  immediately  called,  to  be  held  in  Port- 
land on  the  31st  July,  1850.  The  convention  ’was  attended  by  delegates  from  all 
the  British  Provinces,  and  most  of  the  Northern  and  Eastern  States.  It  embra- 
ced the  most  distinguished  men  of  the  Provinces  as  well  as  of  the  New  England 
States,  and  was  by  far  the  largest  and  most  enthusiastic  assemblage  of  the  kind 
ever  convened  in  this  country.  The  Session  lasted  three  days,  adjourning  on  the 
2nd  August,  after  passing  a series  of  pertinent  resolutions,  and  appointing  an 
executive  committee  to  make  applications  for  the  necessary  charters,  &c.  The 
Legislature  of  Maine  promptly  responded  to  the  object  of  the  convention,  and 
although  the  statutes  of  the  State  forbid  that  any  charter  should  be  granted  until 
after  full  surveys  are  made,  and  plans  and  estimates  of  cost  exhibited,  yet  a char- 
ter was  immediately  granted,  of  the  most  liberal  character — perpetual  in  duration — 
the  company  not  subject  to  taxation — stockholders  excepted  from  the  provisions 
of  the  individual  liability  law,  and  the  charter  not  subject  to  alteration.  The 
company  was  permitted  to  organise  on  a subscription  of  $1,000,00-0.  The  bill 
became  a law  Aug.  20,  1850,  and  on  the  same  day  the  appropriation  for  survey- 
ing the  line  was  made.  Aug.  27  another  act  was  passed,  providing  that,  in  case 
said  company  should  he  constituted  a corporation  in  the  British  provinces,  it 
might  increase  its  capital  stock  to  $15-, 000.000.  In  the  meantime  the  govern- 
ment of  New  Brunswick  had  directed  the  survey  to  he  made  from  St.  John  to  the 
boundary  of  Maine,  under  the  charge  of  John  Wilkinson,  Esq.  A.  C.  Morton, 
Esq.,  was  appointed  by  the  Governor  of  Maine  to  make  the  surveys  in  that  State. 
Surveys  had  already  been  made  from  St.  John  eastward,  as  far  as  Shediac,  on  the 
Gulf  of  St.  Lawrence.  The  route  for  the  whole  distance  proved  to  be  of  a feasible 
character,  involving  no  serious  obstacles.  The  Legislature  of  New  Brunswick,  at 
its  next  Session,  granted  a charter  of  incorporation  for  the  construction  of  the 
road  within  the  limits  of  the  Province,  and  liberal  provincial  aid  was  extended. 
So  far,  nothing' that  could  be  required  in  the  way  of  legislation  was  wanting.  The 
railway  revulsions  of  the  past  few  years  have,  however,  conspired  to  delay  the 
realization  of  the  great  object.  The  State  of  Maine,  by  its  constitution,  is  debar- 
red'from'  incurring  a debt  exceeding  $300,000,  and,  beyond  the  surveys,  could  not 
materially  aid  the  project.  The  means  of  its  capitalists  have  been  required  t & 
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develop  projects  of  more  local  interest;  and  with  the  exception  of  the  line  from 
Watervillo  to  Bangor,  (55  miles  in  length,)  before  referred  to,  nothing  has  been 
•done  this  side  of  the  boundary  of  New  Brunswick.  There  was,  however,  an  in- 
herent weight  in  the  plan,  and  the  momentum  given  it  at  this  convention  has  not 
■died  out.  The  ultimate  completion  of  the  line  is  inevitable.  The  words  of  the 
hate  General  Dearborn,  in  his  speech  at  the  convention,  are  prophetic,  and  his 
reasons  unanswerable : — - 

“ I feel  satisfied  that  it  can  be  done.  I feel  satisfied  that  it  will  be  done.  All 
history  and  all  experience  show  that  the  necessities  of  commerce  seek  out  the. 
nearest  and  shortest  routes  for  travel  and  business.  Calais  and  Dover  have  been 
the  points  of  embarkation  ever  since  the  invasion  of  Ceesar,  and  for  no  other  reason., 
hut  because  they  were  the  nearest  points  between  the  Island  of  Great  Britain  and 
Continent  of  Europe.  Cape  Sunium  was  the  point  of  concentration  tor  the  trade 
of  Greece,  simply  because  it  was  the  nearest  point  to  Egypt.  Why  was  the 
Appian  Way  extended  from  Capua  to  Brundusium,  on  the  Adriatic  Gull"?  Because 
that  was  the  nearest  good  harbor,  near  the  narrowest  place  in  the  Adriatic  Sea,  in 
the  most  direct  line  from  Rome  to  Constantinople.  Why  was  the  Suspension 
Bridge  of  Telford  extended  across  the  Menai  Strait  to  the  Island  of  Anglesey  ? and 
the  still  more  wonderful  work  of  modern  times,  the  Brittani-a  Bridge  across  the 
same  Strait  ? Because  it  was  in  the  most  direct  line  from  London  to  Dublin  and 
Ireland.  If  you  will  examine  the  map,  you  will  find  that  in  ail  time  past,  the 
points  of  islands  or  continents  which  approach  the  nearest,  have  become  the  high- 
ways of  their  intercourse  and  their  commerce.  It  is  for  this  reason  that  I believe 
that  the  highway  for  the  trade  and  communication  between  this  country  and 
Europe  must  be  made  to  the  eastern  coast  of  Nova  Scotia. 

“ Look  at  the  map  of  America,  and  see  who  will  be  benefited  by  the  comple- 
tion of  this  undertaking  ? All  of  us,  from  the  country  bordering  on  the  waters  of 
the  St.  Lawrence  and  on  the  Lakes  of  Canada,  to  the  fertile  valleys  of  the  Missis- 
sippi and  its  tributary  streams.  There  are  no  less  than  fifteen  States  of  this  Union 
directly  interested  in  this  line,  and  there  are  millions  who  will  be  rejoiced  at  the 
prospect  before  them.  But  not  only  will  the  world  he  benefited  by  the  produc- 
tions of  these  fertile  districts  being  widely  distributed,  but  by  freedom  of  intercourse, 
asperities  and  misunderstandings  between  great  nations  will  be  softened  and 
removed,  and  at  all  events,  a firm  aud  lasting  friendship  will  be  produced  between 
two  great  nations  speaking  the  same  language  and  advocating  the  same  principles 
of  civil  and  religious  liberty.  When  Dewitt  Clinton  first  opened  his  canal  to  Buf- 
falo, that  was  almost  the  extent  to  which  travellers  could  go  west ; and  the  trade 
was  of  scarcely  any  moment,  except  in  furs  and  in  the  productions  of  the  forest. 
Now  it  is  on  the  way  to  the  great  granary  of  the  earth  ; and  the  trade  which 
reaches  the  Erie  Canal  from  beyond  it,  is  far  greater  than  all  it  receives  this  side 
of  Buffalo.  The  project  we  are  now  considering  is  one  of  equal  importance,  and 
its  accomplishment  will  confer  equal  honor  upon  its  authors.  Vast  as  the  enter- 
prise is,  it  can  still  be.  accomplished.” 

We  are  Jed  into  this  general  history  of  the  European  and  North  American  Rail- 
way, and  these  quotations,  by  a perusal  of  the  annual  reports  of  the  Chief  Com- 
missioner, R.  Jardine,  Esq.,  and  the  Chief  Engineer,  Alex.  L.  Light,  Esq.,  of  this 
Railway,  which  have  just  been  made  to  the  government  of  the  Province  of  New 
Brunswick. 

Although  nothing,  as  before  stated,  has  been  done  in  the  State  of  Maine  toward# 
carrying  out  this  great  international  line  beyond  the  making  of  surveys  from 
Bangor  to  the  boundary  line  of  New  Brunswick,  yet  the  project  has  been  studiously 
followed  up  in  New  Brunswick,  and  in  Sept.  1352,  a contract  was  entered  into 
between  the  provincial  company  and  the  English  firm  of  Peto,  Brassey,  Betts, 
Jackson  & Co.,  for  the  engineering,  construction  and  equipment  of  the  entire  line 
from  St.  John  to  the  Gulf  of  St.  Lawrence,  at  $31,200  per  mile.  With  the  excep- 
tion of  the  aid  provided  by  the  Provincial  Government,  the  contractors  really  fur- 
nished the  means  for  building  the  road.  The  work  progressed  under  this  contract 
cantil  July.  1850,  when  the  whole  enterprise  was  transferred  over  to  the  Previn- 
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cial  Government,  and  the  contract  with  Messrs.  Peto  & Co.  was  cancelled — the 
contractors  receiving  -$432,000  for  work  and  materials  upon  the  road  to  that  date. 
Since  then  the  work  has  been  executed  directly  by  the  Government;  part  of  the 
time  under  the  sole  superintendency  and  engineership  of  A.  L.  Light,  Esq.,  but 
latterly  under  the  charge  of  a Board  of  Railway  Commissioners  ; of  whom  R.  Jar- 
dine,  Esq.,  is  Chairmain — Mr.  Light  still  acting  as  Chief  Engineer.  The  reports 
of  these  gentlemen  present  a detailed,  concise  and  satisfactory  statement  of  the 
progress  and  condition  of  the  works  up  to  the  present  time,  and  will  well  repay 
any  one  for  their  perusal. 

From  them  it  appears  that  the  total  length  of  the  line  now  completed  and  under 
construction  is  109.18  miles  extending  from  St.  John  to  Shediac  on  the  Gulf  of 
St.  Lawrence,  of  which  29.3  miles  are  in  operation,  viz  : 9.6  miles  from  St.  John 
eastward,  and  20.3  miles  from  Shediac  westward  to  Moncton,  including  a branch 
of  about  1 mile  in  length  at  the  latter  point  to  the  wharves.  The  first  named 
division  was  put  under  contract  on  the  10th  of  Jan’y,  1857,  and  although  it  in- 
volved extremely  difficult  and  expensive  work,  was  opened  for  traffic  on  the  1st 
June,  1858,  at  a cost  of  $43,236  per  mile.  The  latter  was  let  on  the  first  August, 
1856,  and  opened  for  traffic  on  the  20th  August,  1857,  at  a cost  of  $25,940  per 
mile.  The  whole  length  of  the  road  from  St.  John  to  Shediac,  including  the 

branch  mentioned,  being  109.18  miles,  there  remain  79.28  miles  yet  to  be  comple- 

ted ail  of  which  is  under  contract,  and  in  a forward  state. 

The  cost  o!  the  whole  line  from  Mill  street,  St.  John,  to  Shediac  harbor,  inclu- 
ding the  Moncton  branch  : stations,  wharves,  rolling  stock,  land  damages  and 
engineering,  amounts  to  $3,711,304;  or  an  average  per  mile  of  $34,000. 

Its  state  of  progress  may  be  summed  up  as  follows  ; Miles. 

1st  Division — Shediac  to  Moncton,  completed, 19.42 

2nd  do.  — St.  John  to  Salmon  Brook,  do 3.60 

Branch  to  wharves  at  Moncton,  do 0 88 

3d.  do.  — Hampton  to  Sussex,  | done, 23  18 

4th.  do.  — Moncton  to  Head  of  Peticodiac,  2-5th  done, 20.59 

5th.  do.  — Sussex  to  head  of  Peticodiac,  let,  cleared,  and  work  well  in 

progress, 24.51 

Total, 109.18 

The  total  expenditure  on  the  works  to  1st  November,  1858,  was  as  follows  : — 
To  July  6,  1856.  Purchase  of  road  and  materials  from  Messrs.  Peto  & 

Co $432,000 

From  July  6,  1856,  to  April  1,  1857.  Expenditure  under  superintend- 
ence of  A.  L.  Light,  Chief  Engineer, 233,808 

From  April  1,  1857,  to  October  31,  1858.  Expenditure  under  direction 

of  Board  of  Commissioners, 1.434.548 


$2,100,356 


The  total  cost  as  before  stated  being 3.71 1,904 

Leaving  to  be  yet  expended $1,611,548 


The  road  will  cost  about  $2,800  per  mile  more  than  the  original  price  agreed 
on  in  the  contract  with  Messrs  Peto  & Co.,  but  the  reports  give  a full  and  satis- 
factory explanation  of  this  difference.  Work  of  a superior  quality  to  that  required 
in  the  specifications  of  that  contract  has  been  adopted,  and  necessary  work  has 
been  done  not  included  in  that  contract,  all  of  which  would  have  been  an  extra 
charge.  The  alignment  has  been  perfected  ; the  road  straightened  ; reversed 
curves  avoided,  and  the  total  curvature  reduced  1,728°,  or  nearly  five  full  circles  ; 
the  length  of  the  road  has  been  reduced  eight  per  cent. ; permanent  stone  structures 
have  been  adopted  in  lieu  of  trestle  works  and  wooden  culverts  ; bridges  over  or 
under  the  road  have  been  substituted  in  place  of  level  crossings  ; more  wood  and 
water  stations  have  been  constructed  than  contemplated  originally;  additional 
depot  grounds  and  wharves  have  been  purchased,  and  more  fencing  has  been  com 
structed  than  first  contemplated.  These  additional  expenditures,  necessary  to  the 
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construction  of  a first  class  road  and  indispensable  to  its  traffic  when  completed, 
all  of  which  would  have  been  an  extra  charge  by  Messrs.  Peto  & Co.,  are  esti- 
mated to  amount  to  $7,232  per  mile — which,  added  to  the  original  contract  price, 
would  have  made  the  cost  of  the  road  $38,432  per  mile.  From  this,  if  there  be 
deducted  the  present  estimated  cost  $34,0U0  per  mile,  it  will  appear  that,  what  is 
apparently  an  increase  of  cost,  is  in  fact  a saving  of  nearly  $4,500  per  mile,  or 
nearly  half  a million  dollars  in  the  aggregate.  The  minimum  radius  of  curvature 
is  2,865  feet;  the  maximum  12,278  feet  between  St.  John  and  Moncton.  By 
the  original  location,  under  the  Peto  contract,  the  minimum  radius  was  1,584  feet, 
and  the  maximum  5,280  feet.  On  the  original  location  the  total  amount  of 
straight  line  was  70.9  miles,  while  on  the  new  location  it  is  79.7  miles.  The 
highest  point  of  grade  upon  the  line  is  but  165  feet  above  high  water  at  St.  John, 
and  the  maximum  grade  is  45  feet  per  mile.  Seventy-five  curves  have  been  dis- 
pensed with  and  straight  lines  substituted.  Ten  of  these  curves  were  reversed, 
curves,  always  highly  objectionable,  while  sixteen  others  were  nearly  as  bad,  being 
reversions  connected  by  short  tangents  of  from  only  20  to  90  feet  in  length. 

The  whole  line  from  St.  John  to  Shediac  is  only  eight  per  cent,  longer  than  an 
air  line — a result,  considering  the  rugged  character  of  the  country,  which  could 
only  have  been  arrived  at  by  most  thorough  examinations  and  skilful  engineering. 
The  details  of  the  works  are  all  of  the  most  thorough  description.  The  excava- 
tions wide  to  give  perfect  drainage;  all  the  bridges  of  over  furry  feet  span  of  iron. 
The  rails  weigh  sixty-three  pounds  per  yard.  The  track  is  ballasted  with  broken 
store  and  gravel  in  the  most  thorough  manner.  The  guage  is  5%  feet.  Engi- 
neers and  others  who  have  examined  the  road,  speak  of  it,  without  exception,  as 
being  one  of  the  most  thoroughly  constructed  on  this  continent,  if  not  equal  to 
any  in  Europe.  The  officers  having  charge  of  the  work  have  judiciously  kept  in 
view  the  original  object  of  this  line,  viz,  a great  international  passenger  railway, 
and  have  spared  no  pains  to  fulfil  the  conditions  required  in  such  a work.  It  is  a 
line  upon  which  the  highest  rate  of  speed  can  be  obtained  with  safety.  That  all 
this  is  accomplished  at  the  comparatively  low  cost  of  $34,000  per  mile,  or  $4,500 
per  mile  less  than  it  could  have  been  obtained  for  under  the  original  arrangement 
with  Messrs.  Peto  & Co.,  is  a significant  commentary  upon  the  absurdity  of  these 
great  contracts.  No  method  can  be  more  disastrous  than  that  of  placing  every- 
thing in  the  hands  of  contractors,  allowing  them  to  select  their  own  engineers,  mal  e 
their  own  locations  and  design  their  own  structures.  No  matter  what  the  skill, 
or  reputation,  or  honesty  and  good  intentions  of  the  contractors,  their  own  pecu- 
niary interest  is  very  naturally  the  chief  criterion  by  which  every  question  of 
alignment,  gradients,  or  construction  is  tested.  The  results  developed  by  the 
operations  on  the  European  and  North  American  railway  prove  that  the  cancel- 
mentot  the  original  contract  was  a fortunate  negotiation  for  the  Province,  and 
that  the  management  of  the  works  has  been  in  careful  and  competent  hands.  The 
reports  bear  inherent  evidence  of  the  correctness  of  their  statements,  and  we  have 
seldom  seen  any  so  full  in  their  detail. 

All  the  contracts  for  grading  the  remaining  portions  of  the  road  are  to  be  com- 
pleted by  the  1st  June,  1860;  but  should  circumstances  render  it  an  object  to 
open  the  whole  road  for  traffic  belore  that  time,  the  grading  could  be  easily  com- 
pleted by  1st  Oct.,  1859,  and  sufficient  ballast  can  be  easily  laid  on  during  the 
spring,  to  admit  of  the  whole  being  certainly  opened  with  safety  by  the  1st  June, 
1860. 

The  Nova  Scotian  Railways  have,  during  this  time,  been  progressing  as  quietly 
but  as  certainly  as  those  in  New  Brunswick.  A line  is  now  in  operation  from 
Halifax  to  Truro,  61  ^ miles,  and  an  extension  of  60  miles  would  carry  it  to  the 
line  between  Nova  Scotia  and  New  Brunswick,  and  about  50  miles  more  would 
make  the  connection  with  the  line  from  Shediac  to  St.  John.  With  the  comple- 
tion of  this  portion  of  the  European  and  North  American  Railwajr,  the  following 
would  be  the  only  links  wanting  in  a continuous  chain  of  Railway  from  New 
York  to  Halifax,  viz  : 
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Miles. 


Bangor  to  boundary  of  New  Brunswick, „ . . . 90 

Boundary  to  St.  John, 70 

Head  of  Peticodiac  to  boundary  line  of  N.  S,, 50 

Boundary  line  to  Truro, 60 


270 

Upon  the  completion  of  such  a chain,  there  can  be  no  doubt  of  the  possibility 
of  shortening  the  time  of  passage  between  New  York  and  London  to  eight  days.” 


[From  tlie  “American  Railway  Times,”  Boston,  March.  36  th,  1859.] 

“European  and  North  American  Railway. 

So  little  has  been  said  of  this  project,  since  the  great  Railway  convention  held  in 
Portland  in  August,  1850,  that  we  had  begun  to  think  the  “ plan  for  shortening 
the  time  of  passage  between  New-York  and  London,”  had  been  indefinitely  post- 
poned. The  entire  plan  contemplated  the  construction  of  a railway  from  Water- 
ville, Maine,  boundary  of  Now-Brunswick,  145  miles — thence  to  St,  John,  7U  miles 
• — thence  through  the  eastern  part  of  New-Brunswick  and  Nova  Scotia,  240  miles, 
to  White  Haven,  that  being  the  nearest  available  harbor  of  North  America  to 
Europe.  It  was  estimated  that  the  construction  of  these  lines  besides  opening  and 
developing  a large  local  business,  would  reduce  the  time  of  passage  between  New- 
York  and  London  as  shown  in  the  following  table; 

New  York  to  Waterville, 4-22  miles  by  Railway, 14 

Waterville  to  St.  John,.. 215 

St^John  to  Whitehaven, 240 

Whitehaven  to  Galway, 2,000 

Galway  to  Dublin,  120 

Dublin  to  Ho, y head,. ...............  63 

Holyhead  to  London, 263 

Total  distance,  miles,  . . . 3,323 


Railway, 7 

Railway, 8 

Steamer, 128 

Railway,.... 4^ 

Steamer, 3 

Railway, 7^ 

Total  time,  hours,  . . 17  2 


or  7 days  and  4 hours.  A connection  was  also  contemplated  with  the  Railway  then 
being  built  from  Halifax  to  Truro.  The  plan  is  a magnificent  one,  and  its  consumS 
mation  perhaps  not  so  far  off  as  we  had  supposed.  Railways  extend  from  Dublin  to 
Galway.  A line  of  Steamers  is  now  plying  between  Galway  and  New-York.  The 
cars  are  running  to  Bangor,  55  miles  east  of  Watervile.  The  road  is  completed 
from  Halifax  to  Truro,  and  upon  an  inspection  of  the  late  able  and  thorough  report  of 
the  Chief  Commissioner  and  Chief  Engineer  of  the  New-Brunswiek  line,  we  find 
that  the  Railway  is  far  advanced  towards  completion  between  St.John  and  Sbediac 
on  the  Gulf  of  St.  Lawrmce,  a distance  of  109. 18  miles.  The  Road  was  originally 
commenced  by  a chartered  company,  and  a contract  entered  into  for  its  construction, 
with  the  same  firm  who  constructed  the  Grand  Trunk  Railway  of  Canada,  Messrs. 
Peto,  Brassy,  Betts  & Co.  The  price  to  he  paid  was  $31,200  per  mile.  The 
contractors  were  to  do  the  engineering  and  furnish  buildings  and  Equipment,  ac- 
cording to  an  agreed  schedule.  Under  this  contract  the  work  progressed  from 
September,  1852,  to  July,  1856,  when  the  Provincial  Government  assumed  the 
whole  work,  and  the  contract  was  cancelled  by  the  contractors  receiving  $432,000 
for  work  and  materials  upon  the  Road  to  that  date.  It  is  now  in  charge  of  a Board 
of  Commissioners,  of  whom  R.  Jardine,  Esq.,  is  Chairman.  Alex.  L.  Light, 
E-q.,  formerly  Engineer  of  the  St.  Andrews  and  Quebec  Railway,  is  the  Chief 
Engineer.  Their  Report  gives  a full  history  of  all  operations  up  to  1st  of  No- 
vember. 1858,  and  is  accompanied  with  tabular  statements  of  all  expenditures  to 
that  time,  together,  with  the  amount  of  work  yet  to  be  done.  Since  the  transfer 
©f  the  work  to  the  Government,  the  expenditures  have  been  $1,668,356,  which 
with  the  amount  expended  under  the  original  organization f makes  the  construe- 
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tion  account  now  stand,  $‘2,100,356.  The  following  table  gives  the  result  of  this 
expenditure  in  the  progress  of  the  work  : — 

1st  Division — Shediac  to  Moncton,  completed  and  in  operation,,...  19.42  miles. 


2d  Division — St.  John  to  Salmon  Brook,  completed  and  in  ope- 
ration,   — 9.80  miles. 

Branch  to  wharves  at  Moncton,  completed, 0.88  miles. 

3d  Division — Hampton  to  Sussex,  half  done, 23.18  miles. 

4th  Division — Moncton  to  head  of  Peticodiac,  two-fifths  done, 20.59  miles. 

5th  Division — Sussex  to  head  of  Peticodiac,  let,  cleared  and 

work  well  in  progress,... 24.51  miles. 

Total, 109.18  miles. 


The  estimated  balance  required  to  complete  the  Road  is  $1,61 1,548,  making" 
the  total  cost  complete,  $3,71  !,904,  or  about  $34,000  per  mile. 

The  length  of  the  Road  as  originally  located  by  Messsrs.  Pcto  & Co.,  was' 
110.84  miles,  making  its  cost  under  their  contract  $3,458,208. 

Its  cost  under  the  present  management  will  therefore  be  $253,696  more.  The 
report  however  gives  a most  satisfactory  exhibit  of  the  causes  of  this  difference. 
Under  the  original  contract  the  contractors  made  their  own  locations.  Since  the 
transfer  to  the  Government,  the  whole  line  has  been  revised  with  the  following 
result.  The  curvature  has  been  reduced  1.728° — and  the  length  reduced  eight 
per  cent.  Seventy-five  curves  have  been  thrown  out  and  straight  lines  adopted  in 
their  places.  Ten  of  these  were  reversed  curves  and  sixteen  others  were  rever- 
sions with  short  radients  of  twenty  to  ninety  feet  only  in  length.  The  radii  of 
the  curves  has  been  increased,  the  minimum  and  maximum  being  now  2865  and 
12,278  feet  respectively,  while  originally  they  were  1584  and  5280  feet.  The 
total  straight  line  has  been  increased  from  70.9  miles  to  79.7  miles. 

In  respect  to  radients  and  curves,  the  present  location  will  compare  with  the 
old  one  as  follows  : — - 

Straight  Line.  Curved  Line. 

Old  location, 70.9  39.94 

New  location, 79.7  . 28.48 

Inc.  of  straight  line, 8.8  miles.  Dec.  of  curved  line.  ..  11.46  miles. 

These  improvements  are  of  vast  importance  and  independent  of  any  other  con-* 
siderations,  would  warrant  a very  great  increase  of  cost.  But  this  is  not  all  that 
has  been  accomplished  by  the  increased  expenditure. 

The  specifications  of  the  old  contract  permitted  inferior  work  of  various  de- 
scriptions, and  it  has  been  deemed  expedient  to  change  the  character  of  many  of 
the  structures.  Permanent  Stone  Culverts  and  Bridges  have  been  adopted  in 
place  of  wooden  culverts  and  trestle  work,  and  Bridges  over  or  under  the  Road 
have  been  erected  instead  of  crossings  at  grades.  All  the  bridges  of  over  40  feet 
span  are  of  iron. 

The  excavations  have  been  made  wider  to  give  more  perfect  drainage. 

The  estimates  for  buildings,  equipment,  wharves,  fences,  &c..  include  more 
than  the  original  contract  contemplated.  As  the  requirements  of  the  Road  have 
been  developed,  it  has  been  found  that  the  original  specification  was  deficient  in 
these  items,  and  if  the  Road  had  been  completed  under  that  contract,  these  ex- 
penditures would  have  been  necessary  and  would  have  been  an  extra  charge. 
The  Engineer  estimates  the.  cost  of  these  improvements  and  additions  at  $7,232 
per  mile,  so  that  to  have  made  a first  class  Road,  and  such  a road  as  the  Euro- 
pean and  Noith  American  Railroad  should  be,  would  have  cost  under  the  original 
contract  $38,432  per  mile,  or  about  $4,500  per  mile  more  than  the  present  cost. 
That  this  expenditure  has  been  judiciously  and  carefully  made,  the  report  con- 
vinces us.  This  Railway  to  fulfil  its  mission,  must  be  a passenger  Railway,  and 
one  upon  which  the  highest  speed  can  be  maintained  with  certainty  and  safety, 
as  well  as  with  economy.  The  traffic  that  a road  is  designed  for,  should  deter- 
mine the  character  of  its  alignment  and  its  grades.  If  for  a heavy  freight  traffic 
at  slow  rates  of  speed,  with  the  greatest  loads  for  each  engine,  curvatures  may  be 
submitted  to’  to  a considerable  extent,  if  by  its  means  heavy  grades  can  be  avoided. 
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and  the  Road  made  level,  but  where  a high  rate  of  speed  is  required,  with  light 
passenger  trains,  curves  are  to  be  avoided  even  at  the  alternative  of  the  adoption 
of  heavy  gradients.  This  principle  we  believe  to  be  a sound  one,  and  its  correct- 
ness easily  demonstrated.  There  can  be  no  question  that  the  improvements  in 
the  alignments  of  this  Road,  made  by  Mr.  Light,  are.  equivalent  to  a saving  of  six 
to  eight  miles  of  distance,  and  as  before  remarked,  would  fully  warrant  the  increase 
of  cost  without  considering  the  other  improvements  mentioned  ; with  all  this 
however,  the  maximum  grade  is  but  forty-five  feet  per  mile.  The  line  is  but  eight 
per  cent,  longer  than  an  air  line  between  its  termini.  These  features  prove  that 
the  Road  has  been  thoroughly  and  carefully  surveyed,  and  that  the  government 
has  made  a fortunate  selection  of  this  Commissioner  and  Engineer.  The  Road 
is  said  to  be  one  of  the  most  perfectly  constructed  on  this  continent.  Every 
detail  is  looked  to  with  scrupulous  care,  every  minutiae  carefully  specified,  and 
•every  contractor  held  to  the  strict  letter  of  his  agreement.  The  result  is,  work  of 
the  most  substantial  character,  which  the  maintenance  of  way  and  working  ex- 
penses, will  b\e  and  bye  test. 

It  would  seem  from  all  this  that  the  plan  of  letting  Roads  by  the  mile  in  great 
contracts,  by  which  the  contractors  control  their  own  locations,  and  make  their 
own  specifications  is  anything  but  true  economy.  The  interests  of  the  contractor 
by  the  mile,  lie  in  making  the  Road  as  long  as  possible,  and  in  doing  this  he  is  not 
likely  to  stop  for  any  very  abstrusive  calculations  to  determine  the  difference  in 
value  between  a straight  line  or  a curve.  He  very  naturally,  also,  applies  but  one 
Standard  criterion  in  determining  the  character  of  the  various  structures  required, 
and  that  is .Jirst  cost.  Whatever  costs  least  is  in  his  view  the  proper  plan  to  be 
adopted.  It  matters  but  little  how  close  or  arbitrary  are  the  specifications.  In  all 
such  contracts  large  amounts  of  securities  are  taken  for  pay.  This  gives  a con- 
tractor an  undue  weight  and  influence  in  the  company,  and  this  he  certainly  will 
not  use  in  any  way  likely  to  place  control  of  the  work  in  the  hands  of  those  who 
would  hold  him  to  a very  strict  accountability. 

The  Grand  Trunk  Railway  of  Canada  is  one  example  of  the  pernicious  effects  of 
the  great  per  mile  contracts.  Since  the  Road  was  received  from  the  contractors 
millions  have  been  expended  in  perfecting  it,  and  the  end  is  not  yet.  We  do  not 
mean  to  say  that  contractors  defrauded  the  company,  but  we  merely  mention  the 
fact  as  proving,  that  the  entire  control  necessary  to  the  construction  of  first  class 
substantial  Roads,  cannot  be  maintained  under  such  a system. 

The  York  and  Cumberland  Railroad  is  another  example.  This  Road  was 
originally  let  at  about  $30,000  per  mile,  yet  up  to  the  first  day  of  January,  1857, 
ISj  miles  then  in  operation  had  cost  so  much  (about  $1,100,000)  that  it  became 
necessary  to  consolidate,  and  by  an  agreement  of  all  interest  it  was  reduced  to 
rf>400.000.  It  was  undoubtedly  a fortunate  negotiation  for  the  province,  when  the 
contract  with  Messrs.  Peto  & Co.  was  cancelled. 

The  conduct  and  management  of  this  work  and  its  unembarrassed  progress  so 
far,  may  be  proudly  held  up  by  our  provincial  neighbours,  as  an  example  for  some 
of  our  government  works  in  the  States.  It  is  expected  that  the  line  from  St.  John 
to  Shediac,  wiU  be  completed  by  June  or  July,  1860.  The  following  will  then  be 
the  only  remaining  links  wanting  to  complete  the  entire  chain  of  Railway  to 


Halifax,  viz.  : — 

Bangor  to  St.  John, 160  miles. 

Head  of  Peticodiac  to  the  boundary  of  Nova  Scotia, 50  miles. 

Boundary  line  to  Truro, 60  miles. 

Total, 270  miles. 


From  Truro  to  Halifax,  the  Road  is  completed  and  in  operation. 

We  had  almost  forgotten  to  mention  that  the  European  and  North  American 
Railway  has  been  aided  by  the  advice  and  experience  of  Wm.  Parker,  Esq.,  of 
Boston,  who  has  been  acting  as  Consulting  Engineer.” 


